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““ Long-distance moving means ALLIED to millions who 
read LIFE and 
GOOD HOUSEKEEPING 


You and ALLIED have one jobin common... to 
make employees happy about their moves to 
other cities when they are transferred. 

To help you convince these men and their fam- 
ilies that a long-distance move is safe and simple 
in the hands of experts, the story of ALLIED 
VAN LINES leadership is told regularly to mil- 
lions of these families. 

Just tell them you’ve booked their move via 
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ogg ALLIED VAN LINES service bears the 
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OVERLAND TERMINAL WAREHOUSE CO. 


1807 East Olympic Boulevard, Los Angeles, California 


i807 EAST OLYMPIC BOULEVARD 





Overland. 

Overland offers you these facilities: 
Firesafe buildings — Private switch- 
track — Spacious cool rooms — 22 


LOS ANGELES 
ose mre ‘ 


plant — Convenient to business dis- 
trict — Lowest insurance rates — Handy 
for rail and truck delivery — Respon- 
sible management. 
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Towmotor at Marion, Ohio, Engineer Depot stacking 
pallet loads of camouflage material in warehouse. 


In handling small units! 


The trend in moving materials is upward; in quantity 
of units moved, in stacking to space-saving heights. 
Towmotor demonstrates in action the modern, efficient 
method of handling large volumes of small units 
through all phases of production, storage, stacking 
and shipping. Towmotor moves loads weighing up to 
10,000 pounds at speeds up to 10 miles per hour, stack- 
ing them as high as 25 feet. What a saving in time and 
manpower! And how important those savings are in 
present production schedules. 


Apply modern Towmotor tactics to your materials 
handling problems. Complete information is waiting 
for you in Towmotor’s Data File. Send for your free 
copy to Towmotor Corporation, 1231 E. 152nd Street, 
Cleveland 10, Ohio. 


TOWMOTOR 


THE 24-HOUR ONE-MAN-GANG 





Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 


second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 












a SERVICE BETWEEN 
Western Ry.; Chicago & Illinois Midland; IMinois Terminal RailroadC Co.; intand Waterways Corp.; Minneapolis & 
St. Louis Re Alton Railroad; Atchison, Topeka & Santa Fe R: INinols Central R. R.; Pennsylvania Railroad; 
Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York 
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A review of the trademarks on box cars of present- 
day freight trains gives the impression of a composite 





FAST 
SERVICE 
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listing of American railroads. P FO Ri A-G AT E WAY 





Just as freight cars from many different roads travel 
together to make up wartime freight trains, that's just 
how American railroads are working hand in hand 
to continue to set new records in rail transportation 
history. 
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Freight Trains are rolling in and out of gateways—such as Peoria— 
at unprecedented rates. In Peoria, the P. & P. U. Ry. is devoted to inter- 
change sorting, reassembling and speeding cars on to destination. 
That's what gives such a wide variety of car trademarks in any train. 


The interchange function in railroading is important. It is a function 
being performed by the P. & P. U. for 62 years. 


Buy War Bonds Now 


PEORIA AND PEKIN UNION RAILWAY CO. 


UNION STATION —- PEORIA, ILLINOIS 








: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North 


Chicago & St. Louis Railroad; Cleveland, 
Ci ncinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Teiede. Peoria & Western R. R. 


PEORIA &PEKIN 
UNION 
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Henry A. Palmer, Editor 


SEPTEMBER 11, 1943 


Wrecks, Equipment, and Man Power 


To be sure, the causes of the recent serious train 
wrecks have not been determined and, of course, 
itis human for railroad officials to attribute them more 
or less to causes beyond their control, but, neverthe- 
less, it is fair to suspect that the catastrophes are due, 
at least in some measure, to failures in equipment and 
manpower for which the railroads are not responsible. 

In these days when the trains are being “run off 
their wheels” in the effort to carry the immense war 
traffic of passengers and freight, when railroads are 
prevented by government policy from obtaining the 
necessary new equipment they are ready and anxious 
tobuy, and when there is such a shortage of manpower 
as to cause lapses in experienced and careful operation 
and inspection, it is not to be wondered at if there are 
accidents that otherwise would not happen. 


All of which makes it the more ridiculous and un- 
patriotic for railroad labor to complain, even to the 
point of resigning from cooperative effort, of measures 
taken by the Office of Defense Transportation to make 
transportation more efficient in the face of increasing 
difficulties. Orders or recommendations of that office, 
tobe sure, are open to criticism on their merits and we 
ourselves have often criticised them (though more, 


‘perhaps, because policies do not become effective 


through orders than because they are unwise), but 
when any group, such as labor, criticises or opposes 
them simply because they interfere with the selfish 
wishes of that group and its desire to continue “busi- 
ness as usual,” the opposition should be dealt with for 
what it is—unpatriotic conduct. We have no sympathy 
for the placating tone of Director Eastman in handling 
this matter. The time for conversation and “appease- 
ment” has long since passed. He should tell these re- 
calcitrant labor leaders what they are and what they 
must do. That he does not do so is, no doubt, due 
partly to his own lack of real executive determination, 
his kind preferring to deal in words rather than acts, 
and partly to the fact that he is a servant of the present 
administration, which countenances no firm dealing 
with “labor,” but, rather, indulges in kind words and 
pats on the back. Who is labor to say, for instance, 
that its depleted ranks shall not be filled, for the dura- 
tion, with Mexicans or women, or that “full crew” 
laws shall not be suspended? Are “labor’s gains” more 
important than contributing to the winning of the war 
by hauling the country’s business? 


We suggest that there be immediate and drastic 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. ; 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements tu 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. — 


Subject to transportation tax property moved via gov- 
ernment barge line. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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action so that the country may know the right and 
the wrong of this situation. We suggest also that there 
be serious consideration given to the matter of releas- 
ing more material for railroad equipment. And we 
suggest that, in any event, Congress do the obvious 
right thing and relieve from income tax money the 
railroads desire to set aside for the purchase of new 
and needed equipment the minute such purchase is 
permitted. 


William M. Jeffers has resigned as Rubber Di- 
rector to return to his job as president of the Union 
Pacific Railroad. We congratulate the railroad and 
tender our condolences to the government in losing a 
good servant. Even those who have not pretended to 
be able to say whether or not he did his rubber job 
well have delighted in his independence and deter- 
mination to do what he had to do as well as he could 
regardless of criticism and bickering. No doubt, he 
considers himself well paid, not only by the realiza- 
tion of a job conscientiously and well performed, but 
by the accolade, “Dear Bill’ bestowed by President 
Roosevelt. 


Now there are to be more conversations, precipi- 
tated by Director Eastman, on the subject of rail-truck 
coordination. Surely, if there is anything in this pro- 
posal—as, of course, there is—the time has long been 
here to put it into effect. Hasn’t there been enough 
talk about it? Let’s have some action. 


Motor Transport Taxes 


Now, in a badly named report on “transportation 
and the public welfare in war and in peace,” writ- 
ten by Harry E. Stocker, employed by the National 
Highway Users Conference to do the job, we have an- 
other effort to “boost” motor transport at the expense 
of other modes of transportation—an ex parte treat- 
ment of the subject. 


There are several things in the report that might 
be criticised, but we are intrigued principally by Mr. 
Stocker’s treatment of the question whether commer- 
cial motor vehicles are paying their fair share of the 
cost of highways used by them in their business. 

In his study he restates and carries forward with 
later statistics the contentions of one school of thought 
on the subject. What he says emphasizes again the need 
for an authoritative determination by competent and 
unbiased investigation as to whether such vehicles are 
paying their fair share of the cost, and a uniform appli- 
cation of the principles thus arrived at—which we have 
long advocated in our “platform.” 

For example, in arriving at the conclusion that 
motor transportation is more than paying its way and 
that it is not subsidized, the Stocker report sets forth 
the percentages as to the motorists’ share of expendi- 
tures for construction, maintenance, and operation of 
highways, roads, and streets that were used in the 
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report on public aids to transportation prepared by thg 
staff of Joseph B. Eastman as Federal Coordinator ¢ 
Transportation. The total motorists’ share in 1940 i 
stated in the Stocker report as 58.7 per cent. On the 
basis of 1940 figures, the Stocker report states that th 
total expenditures for the purposes indicated wep 
$1,560,464,000 and that the motorists’ share, ming 
$50,000,000 for estimated expenditures on defense high Inters 
ways, was $886,642,368. Then it is shown that net motg i 
vehicle taxes available for highway purposes was $1, ng . 
327,821,000 or, as the report puts it, “overpayment” bracing 
by the motorists of $441,178,632. The point here is that ccnme 
the “overpayment” rests on the assumption that thegsods ages 
motorists’ share of the cost is 58.7 per cent. The fore. er a 
going computations, of course, cover all motor vehiclefution of g 

‘ a“ ae The Cr 
taxes contributed to states, counties, and cities—no} erations 
only such taxes contributed by commercial motorgrghts had 


A luded ' 
vehicles. te fact th 


Again, the report sets forth that “truck taxes’ ee tere 
in 1941 were reported at $546,290,000, including $1318 )ished that 
714,000 federal excise taxes, and it is asserted that if oa | 
is clear that this sum exceeds the added costs, because mission sa’ 
of trucks, in constructing and building highways, roads, 
and streets, and that practically all additional costs in 
highway construction traceable to the heavier loads 
would have to be built into roads because of such fac. 
tors discussed in the report, if there were no common, 
contract, or private trucks and busses on the highways. 
The total tax of $546,290,000 referred to includes not 
only the federal excise taxes but registration fees, 
motor carrier and trailer fees, gasoline tax, special 
city and county taxes, bridge, tunnel, and ferry tolls. 
There is no separation as to taxes paid by the commer- 
cial motor truck and bus. 

It cannot be disputed that a huge amount of money 
accrues to local, state, and federal governments as the 
result of taxes paid because of the existence of the 
motor vehicle. In 1940, for example, taxes paid in con- 
nection with motor vehicle ownership and operation 
made a grand total of $2,130,147,000, according to 4a 
table in the Stocker report. That total includes many 
kinds of taxes—special imposts for highway purposes, 
personal property taxes, real property taxes, mow! 
fuel taxes, federal excise taxes, etc. But that total does 
not throw any light on the question of whether the 
commercial motor vehicle using the highways as 4 
place of doing business: is paying what it should pay 
as its fair share of the cost of such highways. There 
must be an examination of all these taxes and a deter: 
mination as to which of them may properly be assigned 
as payments by commercial motor vehicles toward the 
cost of the highways they use. 

Mr. Stocker makes two interesting statements as 
to highway costs: 
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The fact that highway and street costs are borne in part 
by land owners and others is an important inherent or basit 
economic advantage possessed by motor transportation. 

A factor in reducing the cost of transportation by moto 
trucks, busses, and automobiles is that part of the cost of build 


(Continued on page 596) 
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Noto In a report on further hearing in MC 73727, Interstate Van 
| $1-flines, Inc., New York, N. Y., Common Carrier Application, 
lent” mbracing 73728, Same, Broker Application, the Commission, 
jivision 5, has denied “grandfather” authority to the applicant 
; that fr common carrier operation in transportation of household 
t the gods between points in 32 states and the District of Columbia, 
md has also denied a license to the applicant for operation as 
fore. , broker at New York City in arranging for motor transpor- 
hicleftation of general commodities, except livestock and explosives. 
, The Commission said that all motor vehicles used in the 
—not erations as to which the applicant claimed “grandfather” 
notorgrights had been owned by Empire Moving & Storage Co. It 
concluded that “in the light of all the evidence, and in view of 
the fact that Empire was on June 1, 1935, and since that time 
has been engaged in operations as a common carrier in most 
of the territory claimed by applicant,” applicant had not estab- 
1318 lished that it was a bona fide common carrier within the mean- 
at jing of the act on the grandfather date. 
With respect to the broker license application the Com- 
“AUSEE mission said: 
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B. M. Motor Rights Case 


On further hearing in MC 75872, Boston & Maine Trans- 
portation Co. Common Carrier Application, and applications 
joined with it, the Commission, division 5, has granted to the 
applicant certain motor common carrier “grandfather” rights 
Which it previously had denied this applicant. The Commis- 
sion’s reversal of its former position on this matter, according 
to the report on further hearing, was based on more detailed 
evidence than had been submitted previously as to the extent 
of the control exercised by the Boston & Maine Transportation 
Co. over operations of Smith & Co. under an oral agreement, 
In effect on the “grandfather” date, pursuant to which Smith 
& Co. furnished vehicles to carry the traffic of the Boston & 
Maine Transportation Co., of Boston, Mass., and that of the 
parent company of the latter, the Boston & Maine Railroad. 

In a report on reargument in these proceedings, 34 M. C. C. 
599, the Commission made no finding as to the rights claimed 
by the Boston & Maine Transportation Co. or the railroad 
by reason of the transportation of shipments moving on their 
billing which were carried in Smith & Co. vehicles, because 
the facts presented were not in harmony with those submitted 
in the proceeding relative to the Smith & Co. application in 
MC 32585, with respect to the oral agreement in question as 
it existed on June 1, 1935. 

The Commission found, in the report on further hearing, 

that the Boston & Maine Transportation Co. was entitled to 
continue operations as a common carrier of general commod- 
ities between points on eight routes and one alternate route in 
Massachusetts and New Hampshire. 
Smith & Co., the Commission decided, did not hold out 
to the general public between the points and over the routes 
here considered, but rather was engaged in furnishing motor 
vehicle equipment to a motor common carrier and operating 
| patt Ethat equipment in its service. 

The Boston & Maine truck line and the railroad assumed 
full responsibility to the shipper and the former paid claims 
motor for loss or damage, said the Commission. It said the question 
build Bboiled down to one of whether the Smith & Co. vehicles were 

operated under the Boston & Maine truck line’s obligation “to 
the general public.” 


Xes” 


Except for evidence that applicant has acted as an intermediary 
between shippers and carriers in the past, there is no showing that 
a need for the continuance of such operation exists. Applicant, by 
reason of the fact that its president is a partner in a carrier holding 
extensive operating rights, would naturally be inclined to give the 
related carrier the first opportunity to take desirable shipments. 
For a broker to be bound by any circumstances, however weak, to 
favor one carrier over others, is, in our opinion, to render him 
incapable of performing a service consistent with the public interest 
and the national transportation policy. Such circumstances destroy 
the free exercise of discretion which should be that of a broker in 
making the most favorable arrangenfents for the general public. 
Under all of the circumstances, we conclude that it has not been 
shown that the proposed operation as a broker would be consistent 
with the public interest and the national transportation policy. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


“Prior to June 1, 1935,” it continued, ‘“‘there was no federal 
law relating to the responsibility to the general public of a 
person which held itself out to the general public as a common 
carrier by motor vehicle, and no doubt the responsibility of 
such a person for loss of life, personal injury, or property 
damage caused by the operations of vehicles on the public 
highways or otherwise was determinable under state statutes 
or at common law. Whether the transportation company could 
have been held responsible, and, if so, to what extent and 
degree, for loss of life, personal injury, or property damage 
caused by the operations of the vehicles on the public high- 
ways cannot be determined from this record. However, it 
clearly appears that the transportation company was appre- 
hensive that it might be held to such responsibility, for... 
Smith & Co. were required ... to provide public liability and 
property insurance... . 

“Since Jan. 1, 1936, the transportation company has dis- 
continued using the vehicles of Smith & Co. on certain routes, 
and in place thereof instituted physical operations with vehicles 
leased from the railroad. Also, because of load restrictions 
imposed by orders of the Office of Defense Transportation, it 
has discontinued service between certain points. However, in 
the latter case it has no intention of abandoning operations and 
intends to resume operations whenever the amount of traffic 
is sufficient to use its own vehicles for such service.” 

Cases embraced by the report on further hearing were 
MC 75871, Boston & Maine Transportation Co. Contract Carrier 
Application, and MC 15934, Boston & Maine Railroad Common 
Carrier Application, to the extent reopened. 


Contract-Private Question 


Finding operation by applicant in the transportation of 
property for two of its wholly-owned subsidiaries to be that of 
a contract carrier by motor vehicle, the Commission, division 5, 
in a report in MC 96488, Lukens Steel Co., Contract Carrier Ap- 
plication, has authorized operation by applicant as such a carrier 
of steel and steel products from Coatesville and South Coates- 
ville, Pa., to New York, N. Y., and points in New Jersey, over 
irregular routes. . 

Applicant and its two subsidiaries, By-Products Steel Cor- 
poration and Lukenweld, Inc., according to the report, are en- 
gaged in the manufacture of steel articles at Coatesville or 
South Coatesville, Pa., applicant’s operation comprising the 
transportation of its own property and that of the two sub- 
sidiaries. 

The primary question presented was as to the status of the 
operations under the act, applicant’s position being that its 
entire operations were in private carriage and were not subject 
to the certificate or permit requirements of the act, said the 
report. The application was filed as a precautionary measure to 
protect applicant’s right to continue operations instituted prior 
to July 1, 1935, and for a determination of its status. 

Commissioner Patterson, dissenting, said he did not agree 
with the majority that applicant was a contract carrier. Appli- 
can’t two wholly owned subsidiaries, he said, were merely de- 
partments of its business, and the trucking operations conducted 
by applicant, consisting in the transportation of its own prod- 
ucts and those of its subsidiaries, was another department en- 
gaged wholly in private carriage. 


The report pointed out that the businesses of applicant and 
its subsidiaries were closely interconnected; that applicant’s 
chief. product was steel plate and its two subsidiaries were its 
principal customers; that the three corporations had mutual 
customers and each of them often received orders for articles 
which were manufactured in part by the others; that applicant 
owned approximately 25 motor vehicles and operated two or 
more vehicles owned by its subsidiaries; and that some of those 
vehicles were used exclusively in intrastate operations but 14 
of applicant’s vehicles and one vehicle owned by By-Products 
were used in transporting the shipments of the three corpora- 
tions in interstate or foreign commerce. 

The report held that applicant’s operations were not those 
of a common carrier, and said it was clear that its operations 
in the transportation of its own property were merely inci- 
dental to and an integral part of its regular business. Such 
operations, it said, did not constitute contract carriage but were 
those of a private carrier. The operations of applicant on behalf 
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of its subsidiaries, however, the report added, could not be 
considered to be a part of the business in which applicant was 
primarily engaged. 

“Although applicant claims that the two subsidiaries are 
merely ‘departments’ of its business, they are in fact separate 
entities and, except to the extent that the three corporations 
have common employes and use joint facilities, each of the two 
subsidiaries maintains its own plant and conducts a business 
separate from that of applicant,” said the report. “The fact that 
the corporations maintain joint facilities indicates nothing more 
than that they have found the use of joint facilities to be 
economical.” 

The report said there was no direct payment of specified 
rates or charges to applicant under written or oral contracts, 
and applicant derived no direct profit from its operations on 
behalf of its subsidiaries. It added, in part: 


Applicant, however, does benefit from the transportation of ship- 
ments of each corporation in the same truck to points in the same 
territory. Since each corporation shares the expense of such trans- 
portation, a saving results in reduced transportation costs to applicant. 
This saving constitutes compensation received by applicant indirectly 
in connection with most or all of its interstate operations in the 
territory embraced in the application. Applicant’s operations for its 
subsidiaries embrace the essentials of a contract carrier as defined 
in the act, and we therefore conclude that such operations constitute 
contract carriage for which a permit from us is required. Compare 
Southern Fruit Distributors, Inc., Contract Carrier Application, 31 
M. C. C. 771, Enterprise Trucking Corp., Contract Carrier Applica- 
tion 27 M. C. C. 264, and Lee Wilson & Co., Contract Carrier Applica- 
tion, 29 M. C. C. 525. 


Undoubtedly, said the report, applicant would have been 
entitled to “grandfather” rights had it seasonably filed an ap- 
plication. Each of the subsidiaries, it said, used the services of 
rail carriers and motor common carriers, and they used appli- 
cant’s service chiefly for the transportation of shipments re- 
quiring expeditious handling. Clearly, said the report, they had 
a need for the service proposed by applicant. As applicant had 
been serving its subsidiaries in the operation for a number of 
years, it added, it did not appear that the granting to it of 
appropriate authority to continue such service would affect 
adversely the rights of any other carrier. 


Trauckaway Loading Yard Status 


Truckaway transportation from South Bend, Ind., as to 
which the applicant, operator of a loading yard for motor vehi- 
cles manufactured by the Studebaker Corporation, claimed 
“grandfather” rights, had been and was performed in their 
own right by the motor carriers to whom the applicant had 
transferred shipments of such vehicles at his loading yard, and 
therefore he was not entitled to the “grandfather” authority” 
in question, but his service was within the partial exemption 
from regulation contemplated in section 202(c) of the act, the 
Commission (division 5) decided in a report in MC 1184, George 
F. Burnett Co., Inc., South Bend, Ind., Common Carrier appli- 
cation. 


In November, 1938, the applicant had obtained a certificate 
in this proceeding, as a result of informal handling of the case, 
authorizing certain driveaway and truckaway operations, the 
Commission said. It added that it had reopened the proceeding 
in September, 1939, for formal hearing with respect to the 
authorization of truckaway operations between South Bend and 
Detroit, Mich., those operations being the subject matter of 
the instant report. 


New automobiles, trucks and chassis had been released to 
the applicant at the Studebaker plant and had been driven 
under their own power from that plant to applicant’s loading 
yard, a distance of three-fourths of a mile, and from that point 
had been transported to Detroit in trucks owned by Automo- 
bile Shippers, Inc., Great Lakes Forwarding Corporation, or 
Treloar Trucking Co., said the Commission. It said applicant 
did not own or lease the trucks used in the truckaway opera- 
tion, had directed the drivers where to go, but had not hired 
them. The shipper had released the vehicles to applicant for 
transportation to the ultimate destination and received a bill 
of lading showing applicant as the motor carrier. It had looked 
to applicant to provide the complete transportation service by 
the truckaway methods, held applicant responsible for safe 
delivery of the shipments, and did not care what carriers were 
used to complete the haul, according to the report. Since the 
part of the haul performed by applicant, though entirely within 
the city limits of South Bend, was an integral part of the 
through transportation under joint rates in interstate or foreign 
commerce, it did not come within the exemption provisions of 
section 203(b)(8) of the act, the Commission said. It cited a 
part of section 202(c)(2) making provisions of part II of the 
act inapplicable to motor transport for carriers subject to parts 
5, or IV “in the performance within terminal areas of 
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transfer, collection, or delivery service... .” In finding that 
applicant’s service was within that partial exemption, the Com. 
mission cited its decision in Palisano Common Carrier Appi. 
cation, 30 M. C. C. 591 and 41 M. C. C. 229. 


SUBSTITUTED TRUCK SERVICE 


If the New York Central were to use the facilities of pro. 
testant motor carriers instead of the applicant’s facilities j, 
would have to make arrangements with at least two of the 
protestants, each performing a more or less disjointed part of 
the service, and any such coordination plan would have to de. 
pend on voluntary cooperation, said the Commission, division 
2, in a report in MC 30156, Sub. No. 4, Lake Shore Cartage, Inc, 
Cleveland, O., Extension-Elyria, O. In its report the Commis. 
sion granted a certificate to the applicant, authorizing it to 
transport general commodities, with exceptions, over a spe¢i- 
fied route between Genoa and Elyria, O., with service at all 
intermediate points and such off-route points as were stations 
on the New York Central between Genoa and Elyria. 

The authorization was made subject to conditions, includ. 
ing one that applicant’s service be limited to service auxili 
to or supplemental of rail service of the New York Central, 
The Commission noted that applicant, for 17 years, had per. 
formed a substituted motor-for-rail service for the New York 
Central between local stations in Ohio intermediate to Cleve. 
land and Toledo. 

Protesting motor carriers, who contended that their facili. 
ties were adequate to perform the service desired by the rail- 
road, did not serve all the points involved individually but did 
serve them as a group, said the Commission. It said the railroad 
wanted applicant’s service because of past satisfactory experi- 
ence with it and because the protestant carriers were in open 
competition with the railroad, not only over this part of the 
system but over other parts as well. It observed that it had no 
jurisdiction to require establishment of coordinated service be- 
tween rail and motor carriers, adding that the situation was 
substantially similar to that in Kansas City Southern Transport 
Co., Inc., Common Carrier Application, 28 M. C. C. 5, “wherein 
it was concluded that coordinated service through the volun- 
tary cooperation of all or some of the protesting motor carriers 
would not be practicable.” A like conclusion was warranted 
here, the Commission said. 


HORSES 


No. 28592, E. L. Foote et al. vs. Cedar Rapids & Iowa City 
Railway et al. By division 2. On oral argument, findings in 
original report, 251 I. C. C. 533, that freight charges collected 
on horses, carloads, from points in Iowa, Nebraska, North Da- 
kota, and Washington, to destinations in New York, were in- 
applicable, affirmed. Prior determination of applicable rates 
modified on certain particulars. Reparation, with interest, 
awarded. Chairman Alldredge concurred. 


Reduced Rail Refrigeration 


While a uniform percentage of full bunker charges for 
application to half-stage refrigeration was not an entirely 
satisfactory solution, it was believed that it would do substan- 
tial justice to the respondents as well as to shippers said the 
Commission, division 2, in a report and order in No. 28994, 
Half Stage Refrigeration service. It said that, taking into con- 
sideration the savings as well as the extra services which might 
be required on the part of the carriers, it was found that “the 
basis for determining charges for half-stage refrigeration serv- 
ice as published by respondents in Rule 244 (c) of supplement 
13 to Perishable Protective Tariff No. 12, I. C. C. No. 19, is, 
and for the future will be, unreasonable to the extent that such 
basis exceeds, or may exceed, 78 per cent of the corresponding 
charges maintained for full-tank refrigeration.” 

In compliance with the Commission’s service order No. 132, 
which required the establishment of half-stage icing, and of 
reasonable charges therefor, the carriers had established 4 
charge of 90 per cent for the service. On protest by various 
shipper groups, the Commission entered into an investigation 
of the charge, without suspending the schedule (see 
World, July 24, p. 201). 

The report further said that, although rule 240, and para- 
graph B of rule 245 of the tariff were not within the scope of 
the proceeding, there would appear to be no good reason why 
the stated charges for half-stage refrigeration should not like- 
wise be made 78 per cent of the stated charges shown in se 
tion 2 of the perishable protective tariff. The order makes n0 
reference to these rules. 

The report referred to the contention of the respondents 
that they had “grossly insufficient time in which to prepare for 
the hearing in this proceeding,” but said that the issues were 
comparatively simple, and that the basic data had been avail 
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able to the respondents for some time. The principal reason 
for a continuance of the proceeding would be to enable respond- 
ents to ascertain the actual cost of the service under actual 
performance conditions, it said, but added that the shipping 
interests had stated that, at the charges established by re- 
spondents, the half-stage service would be used but little if at 
all because of the slight reduction under standard charges. 
Hence, it said, it was unlikely that respondents would have an 
opportunity to make the traffic tests desired and that, more- 
over, this was deemed an emergency matter and its purpose 
should not be defeated by undue delay. 

The report said that the three principal items of expense 
affected by half-stage icing so as to warrant lower charges 
were ice, ice haulage, and supervision. Respondents, it said, had 
asserted that the classification or segregation of cars equipped 
for half-stage icing would necessitate considerable switching 
not heretofore performed, and that this would result in added 
expense. The costs of the aforementioned items, except classi- 
fication switching, had been determined in the protective serv- 
ice proceeding, 151 I. C. C. 649, 172 LC. C. 3, 215 IL. C.C. C. 
684, 241 I. C. C. 503, and 253 I. C. C. 351, it said. 

There was no evidence in support of respondents’ estimate 
of an increase of 5 per cent in the cost of ice, 1943 over 1942, 
the report said, and that, in view of the contracts understood 
to be outstanding, this estimate could not be accepted at its 
face value. The cost of ice haulage was found in the protective 
service proceeding to be 0.75 mill per ton-mile, it said, and 
that no question was raised in this proceeding as to the cor- 
rectness of that finding. As to the cost of supervision, it said 
that the record did not reveal the extent of the claimed wage 
increases, but that it was not “conceivable that the amount 
would be such as markedly to influence the half-stage costs 
and charges as compared with the full tank costs and charges.” 
Such wage increases as has been made would probably be com- 
pensated, or nearly so, by the lesser time required in initially 
icing half-stage cars as compared with full bunker refrigera- 
tion, it said. 

After reviewing the contentions of the respondents con- 
cerning the cost of switching necessary to segregate the cars 
equipped for half-stage icing, which, the report said, had been 
placed at 90 cents a car, and the method which it said the re- 
spondents had used in determining the cost by applying the 
90-cent figure to all cars in a typical train of 50 refrigerator 
cars, of which 15 would be half-stage cars, the report said it 
could not accept the respondents’ estimate of the cost. This, 
it said, the respondents estimated at $3 for each half-stage car, 
by charging the entire cost of $45 against the 15 half-stage 
cars. The estimate presupposed that the switching operation 
was identical with general classification switching, it said, and 
that it ignored the fact that the half-stage cars might fre- 
quently be brought into loading points in general line-haul 
service and furnished the shipper without any classification 
switching attributable solely to the half-stage character of the 
car. Carrying the respondents’ formula to the extreme, it said 
that if there were but one half-stage car in the typical train, 
the entire $45 would be charged against that car. Moreover, 
it added, these half-stage cars had been in use for many years, 
that: since 1936 practically all new refrigerator cars and those 
rebuilt had been equipped for half-stage icing, and that under 
section 4 of the perishable protective tariff provision was made 
for the use of “upper half-stage icing.” These facts clearly in- 
dicated, it said, that, when available, carriers would furnish 
Such cars on request. 


The report said that while classification switching would 
be taken into consideration, “we can but conclude that the re- 
spondents have overestimated the extent as well as the cost of 
the switching necessary to furnish a shipper with this half- 
stage equipment.” As to the adjustment of the grates to the 
half-stage position, the report said that the time required prob- 
ably lay somewhere between the three man-hours estimated 
by the respondents, and the 15 minutes required of one man’s 
time, as testified to by shipper representatives. 


After saying the record was clear that, on the average, at 
least 5,000 pounds of ice was saved under half-stage refrigera- 
tion, the report carried computations of ice and ice haulage 
Savings under half-stage refrigeration for various movement, 
and showed the resulting percentage of full standard refrig- 
eration charges to be as follows: From Redlands, Calif., to 
New York, N. Y., 83 per cent; from Florida to New York, about 
73 per cent; under rule 251, from Florida to New York, about 

per cent; under rule 293, from California to New York, 77.5 
per cent, and to Chicago, 79 per cent. 

The report said that half-stage refrigeration was not a 
new venture, but had been available on the Atlantic Coast Line 
Railroad Co. on oranges and grapefruit from Florida as far 
back as 1908, and added that it was of interest to note that 

the charges at that time were specifically published on the 
half-stage refrigeration with the provision that for full-bunker 
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refrigeration, the charges would be 5 per cent higher. Stated 
in reverse, the half-stage charges were 66% per cent of the 
full-bunker charges.” In various cases cited, the report showed 
that in a case in 1912, the half-tank charges were 66% F ead 
cent of the full-tank charges; that in 1920 it was found t 
such charges should not exceed 70 per cent of the full-tank 
charges on the lowest rated commodity involved in a perishable 
freight investigation; and that in 1921 the 78-per cent basis had 
been found not unreasonable. 

The report pointed out that Perishable Protective Tariff 
No. 1, effective Feb. 28, 1920, had embraced in one publication, 
for the first time, the refrigeration rules and charges of all 
carriers, providing for half-tank refrigeration on apples from 
Virginia and Michigan, and on citrus fruit from Florida. These 
charges, it said, approximated 78 per cent of the full-tank 
charges. In 1929, it added, all charges for half-tank refrigera- 


, tion in connection with interstate shipments were cancelled. 


“We are convinced that the 90-per cent basis published by 
respondents results in charges that are unreasonably high for 
the service here under consideration,” said the report. “Con- 
ceding that the half-stage service is desirable, and, if used, 
will tend to alleviate the ice shortage and at the same time 
afford an efficient refrigeration service for the transportation 
of food stuffs, so important at this time, we cannot look with 
complacency upon a charge so high as to be prohibitive.” 


COMMISSION WATER REPORT 

*W-569, Olympia Towing Co., Olympia, Wash., Applica- 
tions. By division 4. Certificate granted, effective Nov. 23, as 
to continuance of operation as a common carrier by towing 
vessels in the performance of general towage, and by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of commodities generally between ports and 
points in Washington on Puget Sound, the Straits of Georgia 
and Juan de Fuca, and interconnecting and tributary water- 
ways. The Commission denied the portion of the application 
for a permit to serve points in California and Oregon, and in 
Washington, other than those on the waterways authorized, 
and the application for exemption under section 303(e). 


BANGOR & AROOSTOOK FINANCING 

The Commission, division 4, by a report and amendatory 
order in Finance No. 13934, Bangor & Aroostook Railroad Co. 
Reconstruction Financing, has further modified its report and 
certificate of Oct. 27, 1942, as modified by orders of Dec. 10, 
1942, and June 10, 1943, conditionally approving the purchase 
by the Reconstruction Finance Corporation of not to exceed 
$4,000,000 principal amount of collateral trust 4 per cent bonds 
of the B. & A. The instant report and order authorize the 
amendment, as of Jan. 1, 1943, of the provisions of the col- 
lateral trust indenture, mainly to enable the B. & A. to pur- 
chase, discharge, and cancel $600,000 principal amount of its 
consolidated bonds in 1943, and from 1944-1950 to purchase, 
discharge and cancel $200,000 principal amount of such bonds, 
in lieu of the original provision for the purchase of $100,000 
dollars of such bonds for each of the eight years, 1943-1950. 
Among other things, the instant order also authorizes amend- 
ment of the collateral trust agreement permitting the road to 
anticipate in any year or years the requirements of the section 
relating to purchase and cancellation of the bonds in any 
subsequent year or years. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 1375, Sub. No. 3, Mountain Truckers, Inc., Charleston, 
W. Va. Certificate granted. General commodities, with excep- 
tions, between Princeton, W. Va., and Fort Chiswell, Va., over 
an alternate route for operating convenience only, with no 
service at any intermediate points. 

*MC 2226, Sub. -No. 40, Red Arrow Lines, Inc., Houston, 
Tex. Certificate granted. General commodities, with excep- 
tions, over specified routes between Houston and Columbus, 
Tex., and between Columbus and LaGrange, Tex., for operating 
convenience only. 

*MC 22622, Sub. No. 2, Garment Carriers, Inc., Newark, 
N. J. Certificate granted. Garments and materials and sup- 
plies for the manufacture thereof, from New York City to 
points in Bergen county, N. J., and wearing apparel from 
points in Bergen county to New York City, over irregular 
routes. 

MC 40087, C. & C. Trucking Co., Inc., North Tarrytown, 
N. Y. Certificate granted for continuance of operation as to 
(1) general commodities, with exceptions, between various 
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points in N. Y., N. J., Conn. and Pa., and (2) auto parts, ac- 
cessories, and supplies, between points in Westchester county, 
N. Y., and Essex county, N. J., on the one hand, and Cam- 
bridge, Mass., on the other, over irregular routes. As to a 
contention by applicant that it was entitled to “grandfather” 
rights over a claimed regular route on which service had 
ceased entirely in July, 1937, had the hearing been held at 
an earlier date, the Commission said this contention could not 
be sustained because “it is well settled that a ‘grandfather’ 
claimant must establish operation on and continuously since the 
statutory date as a condition precedent to a grant.” It cited 
Gregg Cartage & Storage Co. Common Carrier Application, 
21:M. GC... 17. 

*MC 43436, Sub. No. 1, The Toledo Merchants Delivery Co., 
Toledo, O. Certificate denied. Household goods between 
points in 22 midwestern and eastern states, the District of 
Columbia, and Kansas City, Kan., over irregular routes. 


*MC 71134, Sub. No. 4, Royal Transit, Inc., Milwaukee, 
Wis. Certificate denied. General commodities, with excep- 
tions, to and from Elyria, O., in connection with applicant’s 
presently authorized regular-route operations. The report 
showed that applicant now passed through Elyria but was 
not authorized to serve that point. In finding that adequate 
service was available to the shipper proposed to be served by 
applicant, the Commission said: “The fact that applicant, by 
interchanging freight with another motor carrier at Cleveland, 
has rendered a joint-line service to Elyria does not alone justify 
the extension of its service to Elyria. If such reasoning were 
sound, then practically every motor carrier prohibited from 
rendering service over circuitous routes by orders of the Office 
of Defense Transportation would be entitled to extend its 
service, both at origin and destination, without limitation. .. .” 
Commissioner Lee, dissenting, said the carrier should be author- 


ized under the second war powers act to serve Elyria until 
Dec. 31, 1944. 


*MC 75872, Sub. No. 4, Boston & Maine Transportation Co., 
Boston, Mass. Certificate granted. General commodities, with 
exceptions, between: (1) Manchester and East Weare, N. H.; 
(2) Henniker and North Weare, N. H.; (3) Danbury and Bristol, 
N. H.; (4) Franklin and Bristol, N. H., and (5) Lakeport and 
Belmont, N. H., over specified routes, serving intermediate 
points. The authorization was made subject to conditions, in- 
cluding one that the service by applicant be limited to service 
— to or supplemental of rail service of the Boston & 

aine. 

*MC 79577, Sub. No. 5, Oilfields Trucking Co., Bakersfield, 
Calif. Certificate denied. Petroleum and petroleum products in 
bulk, in tank trucks, from points in specified areas in Calif. to 
points in Ariz., Nev., and Utah, over irregular routes. The 
Commission said the demand for motor carrier service in the 
areas here involved was due almost entirely to conditions 
growing out of the present emergency and that the evidence 
failed to establish any permanent need for the proposed oper- 
ation. Commissioner Lee, dissenting, said the convenience of 
and need for the proposed service to described points in 
Arizona and Nevada on a permanent basis was clearly shown, 
and that the need for such service in the present emergency 
was established beyond dispute. Citing Bowles Common Car- 
rier Application, 1 M. C. C. 589, he said that adequacy of rail 
transportation was not, “even under normal conditions,” suffi- 
cient within itself to justify denial of motor service to inter- 
ested shippers or receivers of freight and that shippers and 
consignees of petroleum products were entitled to adequate 
service by motor vehicle as well as by rail. 

*MC 85239, Weimar Storage Co., Inc., Elizabeth, N. J. 
Certificate granted for continuance of operation, over irregular 
routes, as to (1) household goods between New York, N. Y., 
Elizabeth, N. J., and points in N. J. within 25 miles of Eliz- 
abeth on the one hand, and, on the other, points in Conn., 
Md., Mass., N. J., N. Y., Pa., R. I. and D. C., and (2) petroleum 
products, alcohol, acetates and lacquer solvents, in containers, 
from Elizabeth and Bayway, N. J., to New York City and 
points in Westchester county, N. Y., and empty containers 
therefor in the reverse direction. 


*MC 100505, Edwin J. Tansem, Barnesville, Minn. On re- 
consideration, by division 5, findings in prior report, 29 M. C. C. 
825, modified so as to authorize common carrier operation with 
respect to empty petroleum product containers from Barnes- 
ville to Fargo, N. D., and twine from Fargo to Barnesville 
and points in Minn. within 20 miles of Barnesville, except 
incorporated municipalities other than Barnesville, over irreg- 
ular routes. 

*MC 102815, H. J. Du Vall, Stratford, Tex. Certificate 
denied. Motion picture films, related advertising materials, and 
theater projection machine supplies, between Oklahoma City, 
Okla., and specified points in Tex., over a regular route. The 
Commission said that any traffic which applicant might be 
able to obtain would be diverted from other carriers to their 
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detriment, with no corresponding benefit to the general public 

*MC 35525, Sub. No. 6, O. J. Mitchell, dba Mitchell Freight. 
ways, Portland, Ore. Certificate granted. General commodities 
with exceptions, between Portland, Ore., and San Francisco, 
Calif., over regular routes, serving specified intermediate ang 
off-route points. _The Commission said the authority here 
sought by applicant was substantially the same as the “grand. 
father” authority which had been denied it in Mitchell Common 
Carrier Application, 33 M. C. C. 683. All protestants, it said 
admitted a phenonmenal increase in traffic in the territory, 
It said that the fact that applicant had had financial difficulties, 
because of improper management, prior to a temporary lease 
of his operations to Consolidated Freightways, was not a bar 
to the’ grant of a certificate. Protestants would not be ma- 
terially, if at all, affected by the grant of authority here made, 
the Commission concluded. 

*MC 48966, F. L. Harper, Inc., Kansas City, Mo., embrac. 
ing Sub. Nos. 1 and 7, Same. Permit granted, in MC 48966, 
for continuance of operation as motor contract carrier of mer. 
chandise dealt in by meat packing companies from Kansas 
City, Mo., to Los Angeles, Calif., over a regular route, serving 
no intermediate points. Permit granted, also, in Sub. No. 7, 
as to fresh fruits and vegetables from Los Angeles to Kansas 
City, Mo., over a regular route, serving Wichita, Kan., as 
intermediate point. Application is Sub. No. 7, for permit as to 
fresh meats and packinghouse products from St. Joseph, Mo,, 
to Los Angeles, dismissed, in accordance with applicant's 
request. 

*MC F-2176, Paul S. Whitescarver, Newark, N. J.— 
chase—Jersey Coast Transfer Co., Inc., Asbury Park, N. J. 
Purchase by Whitescarver of property and operating rights 
of Jersey Coast Transfer Co., Inc., as common carrier of gen- 
eral commodities between specified points or areas Pa., N. Y. 
and N. J., petroleum products from Marcus Hook, Pa., to N. J. 
points, clothing and dry goods between Cambridge, Md., and 
N. J. points, and household goods between N. J. points and 
points in specified areas of N. Y. and Pa., approved. The 
Commission said that war conditions had “decimated vendor's 
personnel to the point where it no longer can continue in 
operation” and that vendor had no alternative, in event of 
denial of the authority sought, but to suspend operations. in- 
definitely. 

MC 35993, Arizona Pacific Motor Freight Lines, Ltd., Los 
Angeles, Calif., common carrier, embracing MC 66972, Phoenix 
Fast Freight Lines, common carrier. Certificate granted, on 
further hearing, and findings in prior report, 33 M. C. C. 773, 
modified. Continuance in operation, general commodities, with 
exceptions, between certain Calif. points, on the one _ hand, 
and, on the other, certain Arizona points, and between points 
in Arizona, over regular and irregular routes; wool and mohair 
from all points in Ariz. to points in the Los Angeles Harbor 
commercial zone. 

MC 42172, Gordon Storage Warehouses, Inc., Omaha, Neb. 
common carrier, embracing MC 41188, Same, contract carrier. 
Certificate granted, household goods, between points in Neb., 
on the one hand, and, on the other, points in Colo., Ill., Ind., Ia., 
Kans., Mich., Minn., Mo., Ohio, Okla., S. D., Wis., and Wyo.; 
and between all points in Ill., Ind., Ia., Kans., Mich., Minn. 
Mo., and Ohio. Commissioner Lee concurred in part, saying 
he was of the opinion that the applicant was entitled to author- 
ity for a non-radial service between points in the states re- 
quested. 


MC 60580, Highway Express Lines, Inc., Philadelphia, Pa., 
common carrier. Certificate granted. Continuance in operation, 
as to general commodities, with exceptions, between Baltimore, 
Md., and Washington, D. C., over a specified route; between 
Philadelphia and Baltimore, and between Philadelphia and 
Trenton; specified commodities over irregular routes between 
— points in Pa., N. Y., ‘N. J., Del., Md., D. C., Va., and 

«ae 


*MC 104126, Roy Crapson, Wauneta, Neb., common Car- 


rier. Certificate granted. Livestock, agricultural commodities, 
commercial feed, and farm machinery, between Wauneta, Neb., 
and points within 50 miles thereof, on the one hand, and points 
in Kan., and Colo., within 300 miles of Wauneta, on the other; 
and lymber, cement and emigrant movables, between Wauneta 
and points within 50 miles thereof, on the one hand, and points 
in Colo., within 300 miles of Wauneta, on the other. 

*MC 18176, Sub. 9, Creston Transfer Co., Grand Rapids, 
Mich., extension. Certificate granted. Specified commodities, 
points in Ill., Ind., Mich., and Wis., to points in designated 
eastern and central states. 

*MC 75344, Sub. 1, Edward L. Marsh, common carrier, em- 
bracing MC 903, Sub. 6, Charles Warren Falwell, Jr., Lynch- 
burg, Va., common carrier. On reconsideration, findings in 


prior report, 41 M. C. C. 831, modified, and certificate granted 
as to continuance of operation by Falwell, as successor in in- 
terest to Marsh, as a common carrier of general commodities 
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petween Lynchburg, Va., and New York, N. Y., and between 
Lynchburg and Norfolk, Va., and of specified commodities be- 
tween points in Va., N. C., S. C., Tenn., Ky., W. Va., Md., Del., 
pa., N. J., N. Y., and D.C. 


MC 89913, Sub. 4, Frisco Transportation Co., St. Louis, Mo., 
extension. On reconsideration, findings in prior reports, 32 
M. C. C. 141 and 41 M. C. C. 266, with respect to conditions 
imposed in connection with common carriage of general com- 
modities between specified points in Ark., affirmed. Applicant, a 
subsidiary of the St. Louis-San Francisco Railway Co., accord- 
ing to the report, sought complete elimination of so-called modi- 
fied condition 3, requiring prior or subsequent movement by 
rail in addition to appropriate transit rules as ah alternative to 
that of a through bill of lading. Applicant also requested 
authority to discontinue services between Pocahontas and Suc- 
cess, Ark., through Middlebrook, 29 miles, between Armorel 
and Barfield, 5 miles, and between West Ridge and Osceola, 18 
miles. The evidence of record on further hearing, insofar as it 
related to the proposed complete elimination of condition 3, 
said the report, merely was directed to a showing of uneco- 
nomical operations occasioned by the restriction, and the desire 
of applicant and railway to provide an all-truck service. 
Were the Commission to eliminate condition 3 completely, said 
the report, there would be no rein on applicant’s activities to 
bar the handling of traffic entirely by motor vehicle to and 
from the points involved which it was not now authorized to 
haul. Applicant thus would be enabled to institute a new serv- 
ice in competition with other motor carriers presently and 
adequately serving the territory, without showing a present and 
future public convenience therefor. An ordér would be entered, 
however, said the report, authorizing issuance of an amended 
certificate eliminating the routes which applicant sought per- 
mission to abandon. 


*MC 30893, Rickenbacher Transportation, Inc., Newark, 
N. J.. common carrier, embracing MC 25796, Same, common 
carrier. Certificate granted as to continuance of operations, 
general commodities, with exceptions, which are at the time 
moving on bills of lading of freight forwarders, between speci- 
fied points in Conn., Md., Mass., N. J., N. Y., O., Pa., and D. C. 
Application in MC 25796 dismissed at applicant’s request. 


*MC 67154, Interstate Fireproof Storage & Transfer Co., 
Dallas, Tex., common carrier, embracing MC 67154, Same, ex- 
tension. Certificate granted as to continuance of operation, 
household goods between points in Tex., on the one hand, and 
points in Ark., Colo.; Ill., Ind., Kan., La., Mich., Miss., Mo., 
Neb., O., Wis., and Okla., on the other, and operation as ‘to 
household goods between points in Tex., on the one hand, and 
points in N. J., N. Y., and Pa., on the other. 


*MC 80428, H. Leon and Frank H. McBride, Goshen, N. Y., 
common carrier, embracing MC 80429, Same, contract carrier. 
On reconsideration, findings in prior report, 41 M. C. C. 836, 
modified, and certificate granted as to continuance of opera- 
tions in the transportation of supplies, equipment and machin- 
ery used in the dairy business, and of wrecked or disabled 
motor vehicles, between points in N. J., N. Y., and in Bradford, 
Wyoming and Susquehanna counties, Pa. 

*MC 87168, Eastern Motor Freight Lines, Inc., Watchung, 
N. J.. common carrier. On further hearing, certificate granted 
as to continuance of operation, general commodities, with ex- 
ceptions, between points in Conn., Mass., R. L, N. Y., and N. J. 
The report pointed out that applicant and the Carrar Trucking 
Co., Inc., were commonly controlled, the latter operating as a 
contract carrier within the portion of the territory of applicant. 
It found that the dual operations would be consistent with the 
public interest and the national transportation policy. 


*MC 5910, Merchants Transfer & Storage Co., Davenport, 
la. contract carrier. On finding applicant’s operations in part 
to be those of a common carrier and in part those of a contract 
carrier, certificate granted as to continuance of operation as a 
common carrier of general commodities, with exceptions, be- 
tween Davenport and Bettendorf, Ia., and Rock Island, Moline, 
East Moline, Miland, Silvis, and Carbon Cliff, Ill, on the one 
hand, and Chicago, Ill., on the other, and permit granted as to 
continuance of operations as a contract carrier of various com- 
modities for certain classes of shippers between Davenport, Ia., 
and a specified area in Ia., and between Davenport and Betten- 
dorf, Ia., and Rock Island, Moline, East Moline, Milan, Silvis, 
and Carbon Cliff, Ill., on the one hand, and a specified area in 
Ill., and Ia., on the other. The Commission found that the com- 
mon and contract carrier operations of applicant as here author- 
ized and the common carrier operations of Joe Schick and 
Sons Moving and Storage Co., had been conducted under com- 
mon ownership, control, and management over the same routes 
or within the same territory and, therefore, constituted dual 
operations under section 210 of the act. However, it found that 
such operations would be consistent with the public interest 
and the national transportation policy. 
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Railroad Abandonments 


The Commission, division 4, by a report and certificate in 
Finance No. 14272, Missouri Pacific Railroad Co. Trustee Aban- 
donment, has permitted abandonment of the branch line of the 
Missouri Pacific in Alexander county, Ill., extending 1.42 miles 
from South Junction to Sycamore Street in Thebes. 

By an order in Finance No. 14273, Application of Trustee 
of Missouri Pacific Railroad Co. for a Certificate Permitting 
Abandonment of Line Extending from Sedalia to Warsaw, Mo., 
the Commission, division 4, has overruled a motion of Benton 
county, Mo., the cities of Warsaw, Lincoln, and Cole Camp, 
Mo., and others, for an order requiring the trustee of the 
M. P. to produce at the hearing on the application for abandon- 
ment at Sedalia, Mo., on Sept. 13, the books, records, files, and 
papers of the trustee and railroad showing total sums of money 
collected and received by them, or either of them, in each 
month of the whole period from Jan. 1, 1930, to date of the 
application herein, at designated stations on the railroad ex- 
tending from Sedalia to Warsaw, Mo., for freight and passen- 
ger service and for express and telegraphic business, and any 
other revenues, and the amount of money received from the 
Union Electric Light & Power Co., with a statement of the 
expenditures of such fund. 


c. & O. 


By a report and certificate in Finance No. 14292, Chesa- 
peake & Ohio Railway Co. Abandonment, the Commission, 
division 4, has permitted abandonment by the C. & O. of the 
portion of its branch line in Raleigh county, W. Va., extending 
midway between Forest and Sullivan to Woodpeck, 2.03 miles. 

In Finance No. 14093, Chesapeake & Ohio Railway Co. 
Ferry Abandonment, the Commission, division 4, has issued 
a report and certificate authorizing the C. & O. to abandon 
its ferry between Trinity, Lewis county, Ky., and Manchester, 
Adams county, Ohio. The report said that operation of the 
ferry had resulted in increasing losses to the C. & O. for the 
past several years and that, while its abandonment would 
result in some inconvenience to the people at Manchester, par- 
ticularly those using the ferry exclusively on local bank-to- 
bank service, the record was clear that present and prospective 
rail traffic beyond Trinity was insufficient to warrant continued 
operation of the ferry. The Commission reserved jurisdiction 
for a period of two years, as requested by a representative of 
railway-labor employes, to consider whether conditions should 
be imposed for the protection of employes who might be 
adversely affected by abandonment of the ferry. 


c. B. & Q. 


The Chicago, Burlington & Quincy Railroad Co. has ap- 
plied to the Commission, in Finance No. 14332, for authority 
to abandon and dismantle its branch line in Lawrence county, 
S. D., extending from Englewood to Trojan, about 6.43 miles. 
Applicant said operation of the line produced net revenue in 
1942 of about $2,000, but the maintenance of the line had pro- 
duced no revenue whatever in 1943; there were no present 
prospects of further revenue from its operation, and the rail 
and other track material was needed elsewhere. Net salvage 
value from the proposed abandonment is estimated at $20,784. 


COMMISSION WATER ACTION 


By an order in W-294, Wisconsin & Michigan Steamship 
Co., Temporary Authority Application, the Commission, divi- 
sion 4, has authorized the applicant to operate as a common 
carrier by self-propelled vessels, in interstate or foreign com- 
merce, for one round-trip leaving Chicago, Ill., on or about 
Sept. 7, in the transportation of passengers and tourists’ 
automobiles between the port of Chicago and the ports of 
Charlevoix and Harbor Springs, Mich., by way of Lake Mich- 
igan. The Commission said it found that there was an im- 
mediate and urgent need for the service and that there was 
no other carrier service capable of meeting such need. 


COMMISSION ORDERS 

MC 14252, Commercial Motor Freight, Inc., common carrier appli- 
cation. Reopened for further hearing. 

MC 73943, Horton Motor Lines, Inc., common carrier application 
(now) MC 104004 Sub. 13, Associated Transport, Inc., common carrier 
application. Reopened for further hearing solely to determine whether 
present and future public convenience and necessity require operation 
by Associated Transport, Inc., as a common carrier by motor vehicle 
of general commodities, except those of unusual value, dangerous ex- 
plosives, household goods, as defined in Practices of Motor Common 
Carriers of Household Goods, 17 M. C. C. 467, commodities in bulk, and 
commodities requiring special equipment. Between Pittsburgh, Pa., and 
Cumberland, Md., over U. S. Highway 30 from Pittsburgh to Bedford, 
Pa., and.thence over U. S. Highway 220 to Cumberland, with service at 
intermediate and off-route points within 15 miles of Pittsburgh. 

MC 80382 and MC 59911, Brooks Transportation Co., Ine., common 
carrier application. Reopened for further hearing solely to determine 
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right of applicant to continue operations as a common carrier by motor 
vehicle, in interstate or foreign commerce, of general commodities over 
following regular routes: (a) between Staunton and Roanoke, Va., over 
U. S. Highway 11 and (b) between Charlottesville and Lynchburg, Va., 
over U. S. Highway 29 serving all intermediate points, and off route 
points of Amherst, Buena Vista, Glasgow, and Rustburg, Va. Order of 
May 22, as subsequently modified to become effective September 30, 
insofar as it denied above-described operations, vacated. 

MC 31400, Madison Transportation Co., common carrier application. 
Reopened for further hearing at time and place to be fixed. Order of 
April 27 vacated. 

MC 42318, Howard Hall Co., Inc., common earrier application. Re- 
opened for further hearing at time and place to be fixed. 

MC 51255, Haeckl’s Express, Inc., common carrier application. Re- 


‘ port and order of November 17, 1942, insofar as they authorize service 


over route 3 of Appendix A thereto, modified so as to authorize issuance 
to applicant on compliance with sections 215 and 217 of Interstate Com- 
merce Act and rules and regulations thereunder, of an amended certifi- 
eate authorizing service over route 3 as follows: Between Cincinnati, 
Ohio, and Dayton, Ohio: From Cincinnati over Ohio Highway 4 to Ham- 
ilton, Ohio, thence eontinuing over Ohio Highway 4 to its junction with 
Ohio Highway 73, thence over Ohio Highway 73 to its junction with 
U. S. Highway 25, and thence over U. S. Highway 25 through Franklin, 
Ohio, to Dayton, and return over the same route, with service at all 
intermediate points. This order shall become effective October 15, un- 
less prior thereto any party in interest shall show cause, if any there 
be, in a writing verified under oath, why report and order entered 
November 17, 1942, should not be modified in manner described. 

MC 103516, Delaware, Lackawanna & Western Rallroad, common 
earrier application. Report and order of August 17, 1942, as amended 
by order of January 16, modified so that route description appearing in 
appendix, as amended, under heading ‘‘Between Passaic, N. J., and 
Newark, N. J.,’’ shall read as follows: Between Passaic, N. J., and 
Hoboken, N. J.: From Passaic over unnumbered highways through Nut- 
ley, N. J., to junction New Jersey Highway 7, thence over New Jersey 
Highway 7 through Belleville and Harrison, N. J., to Newark, and 
thence over unnumbered highways to Hoboken, N. J., and return over 
the same route, with service at all intermediate points, subject to the 
conditions specified in the report. This order shall become effective 
October 15, unless prior thereto any party in interest shall show cause, 
if any there be, in a writing verified under oath, why report and order 
of August 17, 1942, as thereafter amended, should not be further modi- 
fied in manner described; and that an amended certificate should not 
be issued pursuant thereto. 

: MC F-2170, Square Deal Cartage Co., lease, John P. Fleming. Ap- 
plicants’ petition requesting dismissal of application granted and appli- 
cation dismissed. ; 

1. & S. 5120, Routing lumber and fruits, south to C. F. A. Order of 
August 11, modified to become effective November 2 instead of Sep- 
tember 2. 

1. & S. 5158, Pig skins, Madison, Wis., to Illinois. Order of July 26 
modified to become effective October 22, on not less than one day’s 
notice, instead of September 7. 

No, 28772, St. Louis Cooperage Co. vs. N. Y. C., et al; No. 28780, 
Same vs. Ill. Cen., et al.; No. 28780 Sub. 1, Same vs. Wabash, et al.; 
and No. 28785, Same vs. P. R. R., et al. Reopened for reconsideration. 

W-13, Cullen Transportation Co., Agents, Inc., contract carrier ap- 
plication. Effective date of certificate and order of June 10 postponed 
to November 1. 

MC F-2240, Northwestern Terminal Co., purchase, Edwin E. Ingels- 
rud. Application under section 210a(b) requesting approval of tempo- 
rary operation by Northwestern Terminal Co., of properties of Edwin 


_E. Ingelsrud, dba American Trucking Service, denied. 


MC F-2275, Joseph E. Faltin, purchase, Eastern Express & Haulage, 
Ine. Application under section 210a(b) requesting approval of tempo- 
rary operation by Joseph E. Faltin, dba J. E. Falton Motor Transpor- 
tation, of properties of Eastern Express & Haulage, Inc., denied. 

No. 28825, Bituminous coal to Youngstown District. Petitions filed 
by certain respondents and others, praying that hearing be postponed 
for duration of war, denied. Order of November 10, 1942, setting forth 
stipulations to govern presentation of evidence, amended by striking 
out stipulation numbered ‘‘2’’. 

MC 29729 Sub. 2, M. W. Crosby, extension, special commodities. 
Reopened for further hearing at Springfield, Tll., at a time to be here- 
after fixed. 

MC 86615 Sub. 1, Salvatore Mignano and Jerry Rizzo, extension, 
Lodi, N. J., New York, N. Y. Reopened for further hearing solely to 
determine right of applicants to continue operations as a contract car- 
rier by motor vehicle, in interstate or foreign commerce, of following 
commodities, over regular route specified: Woven fabrics, consisting of 
all wool, silk and wool, rayon, acetate and cotton, silk and rayon, silk 
and acetate, from Lodi, N. J., to New York, N. Y. From Lodi over 
New Jersey Highway 6 to Little Ferry, N. J., thence over Bergen 
County Highway 43, to junction New Jersey Highway 3, thence over 
New Jersey Highway 3 and Express Highway to Lincoln Tunnel, thence 
through Lincoln Tunnel to New York. Material and supplies used by 
a dyer and finisher of woven fabrics, from New York, N. Y., to Lodi, 
N. J., over the above specified route. 

W-78, Campbell Transportation Co., common carrier application. 
Reopened to supplement record and for reconsideration. Effective date 
of certificate and order of June 17, postponed until further order of 
Commission. 

W-104, Union Barge Line Corp. applications. Effective date of order 
of April 5, postponed from October 6 to November 22. 





MOTOR FINANCE CASES 
MC F-2284, Hargis Truck Line, Inc.—Purchase—Richard A. Huls. 
Application fer authority under section 210a(b) of Hargis Truck Line, 
Inc., of Tell City, Ind., for temporary operation of motor-carrier rights 
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and properties of Richard A. Huls, doing business as Huls Truck Sery- 
ice, of Jasper, Ind., granted September 3, 1943, with conditions, 

MC F-2117, Arrowhead Freight Lines, Ltd.—Purchase—J. A. G 
1. Lease by Arrowhead Freight Lines, Ltd., of Los Angeles, Calif., of 
operating rights and property of J. A. Griffin, of Las Vegas, Nev., for 9 
days approved and authorized. 2, Action on application deferred ih ay 
other respects. 

MC F-2152, Bruce Cook and Harry W. Fulmer—Purchase—w, 
Daniels, embracing No. MC F-2215, Bruce Cook and Harry W. Fulmer— 
Control—Flathead Transportation Company. 1. Purchase by Bruce 
and Harry W. Fulmer, doing business as Cook and Fulmer, of Billings 
Mont., of certain operating rights of W. M. Daniels, doing business as 
Daniels Auto Freight Lines, of Butte, Mont., approved and autho 
subject to condition. 2. Acquisition by Bruce Cook and Harry wW. 
mer, doing business as Cook and Fulmer, of control of Flathead Trang. 
portation Company, of Butte, Mont., through ownership of capital 
stock, approved and authorized. 

MC F-2278, Merchants Motor Freight, Inc.—Lease—Western Ice & 
Storage Company. Application for authority under section 210a(b) of 
Merchants Motor Freight, Inc., of St. Paul, Minn., for temporary opera. 
tion of motor-carrier rights and certain properties of Western Ice % 
Storage Company, of Sidney, Nebr., granted September 3, 1943, with 
conditions. 

MC F-2273, Contract Cartage Company—Lease—B. W. Preussel. Ap. 
plication for authority under section 210a(b) of Contract Cartage Com. 
pany, of Pontiac, Mich., for temporary operation of motor-carrier rights 
and properties of B. W. Preussel, doing business as Trailer Convoy, of 
Mt. Clemens, Mich., denied September 4, 1943. 

MC F-2280, Harry Ratner (Helen Lipson and Sidney R. Tarkoff, 
Executors)—Lease—Truck Transport, Inc. Application for authority 
under section 210a(b) of Harry Ratner (Helen Lipson and Sidney R, 
Tarkoff, Executors), doing business as Midwest Transfer Company of 
Maywood, Ill., for temporary operation of motor-carrier rights and 
properties of Truck Transport, Inc., also of Maywood, granted Septem- 
ber 3, 1943, subject to conditions. 

MC F-2114, Smoky Mountain Stages, Incorporated—Purchase—Clar- 
ence L. Davis. Purchase by Smoky Mountain Stages, Incorporated, of 
Asheville, N. C., of operating rights and property of Clarence L. Davis, 
doing business as Appalachian Trail Bus Line, of Hayesville, N. C., ap- 
proved and authorized, subject to condition. 

MC F-2149, Abram Jerome Novick—Purchase—J. Gilbert Cox, em- 
bracing No. MC F-2153, Abram Jerome Novick—Purchase—Burgess Ex- 
press Co., Inc. Purchases by Abram Jerome Novick, doing business as 
Novick Transfer Company, of Winchester, Va., of operating rights (1) 
of J. Gilbert Cox, doing business as Eastern Motor Express, of Roanake, 
Va., and (2) of Burgess Express Co., Inc., of Plainville, Mass., approved 
and authorized, subject to condition. 

MC F-2150, Milton J. and Harry D. Zabarsky—Purchase—Fulton 
Fast Freight, Inc., embracing No. MC F-2151, Milton J. and Harry D. 
Zabarsky—Purchase—Boston-Bangor Transportation Corporation. Pur- 
chases by Milton J. and Harry D. Zabarsky, partners doing business as 
St. Johnsbury Trucking Company, of St. Johnsbury, Vt., of (1) operat- 
ing rights and property of Fulton Fast Freight, Inc., of Cambridge, 
Mass., and (2) operating rights of Boston-Bangor Transportation Cor- 
poration, of Somerville, Mass., approved and authorized, subject to 
condition. 

MC F-2195, Paul R. Davis—Lease—Interstate Transit Lines. 1. Lease 
by Paul R. Davis, doing business as Avoca Transit Lines, of Harlan, 
Iowa, of certain operating rights of Interstate Transit Lines, of Omaha, 
Nebr., approved and authorized, subject to condition. 2. Issuance of a 
certificate to Paul R. Davis, doing business as Avoca Transit Lines, 
authorized upon compliance with certain conditions. 

MC F-2131, Arthur C. McKeever and Dana L. Clark, Jr.—Control— 
Dana Trucking Co., Inc. Acquisition by Arthur G. McKeever and 
Dana L. Clark, Jr., of Nashua, N. H., of Joint control of Dana Truck- 
ing Co., Inc., of New York, N. Y., through ownership of capital stock, 
approved and authorized. 

MC F-2193, Delaware River Coach Lines, Inc.—Purchase—Lehigh 
Valley Transportation Co. Acquisition of control of Delaware River 
Coach Lines, Inc., of Jersey City, N. J., by Alfred J. Ferraro, John A. 
Ferraro, and Camile A. Ferraro, through stock ownership, and pur- 
chase by it of certain operating rights and property of Lehigh Valley 
Transportation Co., of Allentown, Pa., approved and authorized, sub- 
ject to condition. 

MC F-2123, Consolidated Freightways, Inc.—Issuance of Notes. On 
reconsideration, Consolidated Freightways, Inc., of Portland, Ore., 
authorized to issue unsecured short-term promissory notes in amounts 
equal to uncollected charges on freight transported on government bills 
of lading, net amount outstanding at any time not to exceed $500,000. 

MC F-2238, Holdcroft Transportation Co., Purchase, Harry Jaffs. 
Extension granted to Sept. 20 of time for compliance with conditions 
of order of Aug. 4, as amended Aug. 24, granting temporary authority 
under section 210a(b). 


UNCONTESTED FINANCE CASES 

Supplemental report and order in F. D. No. 11956, Galveston 
Terminal Railway Co. Lease, authorizing modification of lease agree- 
ment under which the Burlington-Rock Island Railroad Company opet- 
ates the properties of the Galveston Terminal Railway Co. Approved. 

Second supplemental report in F. D. 13859, Bangor & Aroostook 
Railroad Co. Securities, further modifying prior report in respect of 
the sinking-fund provisions for $4,000,000 of collateral-trust bonds issued 
by the Bangor & Aroostook Railroad Co., and supplemental order dis- 
missing that part of application which requests authority to execute 
and deliver a supplemental indenture. Approved. 


Report and order in F. D. No. 14308, Maine Central Railroad Co. 
Notes, granting authority to issue not exceeding $1,600,817.25 of promis- 
sory notes in evidence of, but not in payment for, the unpaid principal 
on certain equipment contracts, Approved. 
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Proposed Reports 
Intermediate and Transit Rules 


I. and S. M-2181, Rules of Michigan & Nebraska Transit 
Co., embracing MC C-359, Same. By Examiner C. J. Peterson. 
Proposed intermediate and stopping-in-transit rules of William 
J. Hands, dba Michigan & Nebraska Transit Co., an irregular- 
route carrier, applying on paper and paper products from points 
in Michigan to points in Iowa and Nebraska; and present inter- 
mediate and stopping-in-transit rules of the same carrier ap- 

ing on various commodities between the same and other 
points in the same general territory, unlawful, cancellation of 
suspended schedules and of present rules proposed, and pro- 
ceding discontinued, without prejudice. By schedules filed to 
pecome effective Jan. 27, 1943, suspended on protest of Middle- 
west Motor Freight Bureau until Aug. 24, and thereafter sus- 
pended by respondent indefinitely, and under present rules, 
respondent proposed and published intermediate-point and 
stopping-in-transit rules. The report said that as respondent’s 
tariffs contained no routing guide shippers, under the proposed 
schedules®and present rules, would have no means of determin- 
ing for themselves whether any particular point would be an 
intermediate point. The rules offered many undesirable possi- 
bilities of discrimination between shippers, it said, adding that, 
on the record, it could not be said that respondent should not 
be permitted to perform the partial loading or unloading in 
transit service. However, it said, it was clear that the service 
should be subject to appropriate limitations to protest respond- 
ent against demands for excessively circuitous transportation. 
The report proposed that points within the origin or destina- 
tion areas should be considered as stop-off points (and that the 
term intermediate not be used for such points) only when the 
route from the original point of shipment through such points 
to the final destination did not exceed 107.5 per cent of the 
distance over the most direct route. 


Commodity Rates 


I. and S. M-2224, Commodities—Kansas to Illinois, Mis- 
souri and Oklahoma. By Examiner L. B. Dunn. Proposed re- 
duced local commodity rates, truckloads, minimum 18,000 
pounds, on empty returned containers from Wichita, Kans., to 
St. Louis, Mo., and Belleville, Ill.; on hides or pelts from 
Wichita to St. Louis, and Chicago, Ill.; and on common salt, 
minimum 10,000 pounds, from Hutchinson, Kans., to Elk City, 
Okla., found unlawful as to empty returned containers to Belle- 
ville, Ill., because respondents were without authority to serve 
Belleville; and other rates found unduly low, and therefore 
unjust and unreasonable. By schedules filed to become effective 
March 25, 1943, and suspended on protest of Middlewest Motor 
Freight Bureau until Oct. 25, W. A. Burch, Wichita, Kans., 
dba Burch Truck Lines, and J. W. Healzer, Hutchinson, Kans., 
dba Healzer Caratge Co., proposed to establish reduced local 
commodity rates on the aforementioned commodities. The re- 
port recommended cancellation of the proposed rates and dis- 
continuance of the proceeding. 


Butter and Eggs 


I. and S. M-2211, Rates to and From Cherokee, Ia., Over 
Alta Motor Express. By Examiner W. T. Cantrell. Any-quan- 
tity minimum commodity rates of 45 cents, 50 cents and $1.20 
a hundred pounds on (1) butter and eggs, (2) paper boxes and 
cartons and (3) used butter-tubs, respectively, between Chero- 
kee, Ia., and Chicago, Ill., proposed by Wayne Hunt, motor 
contract carrier dba Alta Motor Express, of Sibley, Ia., pro- 
posed to be found unreasonably low. Cancelation of schedules, 
filed to become effective March 5 and suspended on protest of 
Middlewest Motor Freight Bureau, of Kansas City, Mo., until 
Oct. 5, and discontinuance of proceeding proposed. 


MONTANA TRUCK ROUTE DISPUTE 

In interchanging freight with other carriers at Missoula, 
Mont., and in participating in joint rates on traffic moving 
between Seattle, Wash., and other points in the Pacific north- 
west and Butte, Mont., the defendant in this case was not 
performing unauthorized transportation between Missoula and 
Butte, it was concluded by joint board No. 82 (Enor K. Watson, 
of Montana) in a proposed report in MC C-347, W. M. Daniels 
vs. Fred Rose. He recommended dismissal of the complaint 
on a finding that defendant’s operation between Missoula and 
Butte had not been shown to be in violation of his certificate. 
The complainant, dba Daniels Auto Freight Lines, of 
Butte, contended, said the joint board, that the defendant, 
Fred Rose, of Salmon, Ida., was not authorized under his 
certificate to transport general commodities between Missoula 
and Butte, other than those originating at points in Idaho or 
ontana or destined to points in those states, and that the 
Participation in joint rates by defendant with other carriers 
on traffic moving between the Pacific northwest and Butte 
via Missoula with transportation by defendant between Mis- 
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soula and Butte was not in accordance with the terms of de- 
fendant’s certificate. Cotant Truck Lines, Consolidated Freight- 
ways, Inc., Northern Pacific Transport Co. and Northern Pacific 
Railway Co. intervened in behalf of complainant, and Cater’s 
Motor Freight System, Inc., intervened in “behalf of defendant, 
according to the proposed report. It was shown that the de- 
fendant held authority granted in MC 32575 to transport general 
commodities, with exceptions, between Salmon, Ida., and Arm- 
stead and Butte, Mont., with service authorized to and from 
Missoula and certain other intermediate points. 

“Clearly,” said the joint board, “the certificate . 
izes service to and from Missoula without restriction. . . . Divi- 
sion 5 has . . . found that ‘service’ when applied to a point 
or place in connection with motor carrier operations con- 
—— interchange with connecting carriers at such point 
or place. .. .” 


. . author- 


CORRECTED MOTOR REPORT 


In a corrected report in MC 11890, Sub. No. 3, Otho Barnes, 
Extension—Livestock, joint board No. 140 has recommended 
that the Commission issue a certificate authorizing operation 
by applicant as a common carrier by motor vehicle of livestock 
and unprocessed agricultural commodities between Morrow- 
ville, Kan., and points within 15 miles of Morrowville, on the 
one hand, and Kansas City and St. Joseph, Mo., and Omaha, 
Lincoln, Beatrice, and Grand Island, Neb., on the other, and 
of livestock, between Kansas City, Kan., on the one hand, and 
Morrowville, Kan., and points within 15 miles of Morrowville, 
on the other. The original report proposed the same operation 
with respect to livestock and unprocessed agricultural com- 
modities but as to livestock it recommended transportation 
between Kansas City, Kan:, on the one hand, and St. Joseph, 
Mo., and Omaha, Lincoln, Beatrice, and Grand Island, Neb., 
on the other (see Traffic World, Sept. 4, p. 516). 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postpened by the Commission. State 
wn which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


New York (Clintondale)—-MC 47505, Sub. 1, Margraf & 
Decker, Inc., new operation. Denial of certificate proposed. 
Specified commodities in N. Y., N. J., Conn., and Pa. 

Pennsylvania (Wilkinsburg)—-MC 45127, J. D. Hinebaugh, 
contract carrier. Denial for want of prosecution proposed. All 
such commodities, goods, wares, and equipment as are mer- 
chandised, produced, used or required in the operation of stores, 
warehouses, bakeries, plants, offices; and household goods and 
personal belongings for officials and employes of the Great 
Atlantic & Pacific Tea Co., in a described area in Md., O., Pa., 
and W. Va. 

Kansas (Wichita)—-MC 35803, L. R. and F. D. Atherton, 
common carrier. Certificate recommended. Continuance of 
operation, household goods between points in Kan., on the one 
hand, and points in IIll., and Tex., on the other. The report said 
by reason of existing authority in MC 35803, Sub. 2, no finding 
br necessary respecting operations in Colo., Mo., Neb., or 

a. 

Pennsylvania (McKeesport)—-MC 19191, A. J. Lang, con- 
tract carrier. Denial proposed under the “grandfather” clause. 
Specified commodities between points in Md., O., Pa., and 
W. Va. 

Pennsylvania (Bridgeville)—-MC 40763, Andrew L. Cullen, 
contract carrier. Denial of permit proposed. Continuance in 
operation as a common or contract carrier of specified products 
for, and of household. goods and personal belongings of em- 
ployes of, Great Atlantic & Pacific Tea Co. and its subsidiaries, 
in a described area in Md., Ohio, Pa., and W. Va., over irregu- 
lar routes. ’ 

Pennsylvania (Gibsonia)—-MC 42176, Joseph C. Griffin, con- 
tract carrier. Denial of permit proposed. Continuance in oper- 
ation as a contract carrier of specified products for, and of 
household goods and personal belongings of employes of, Great 
Atlantic & Pacific Tea Co. and its subsidiaries, in a described 
area in Md., Ohio, Pa., and W. Va., over irregular routes. 

Pennsylvania (Pittsburgh)—-MC 73063, Walter Stypulkow- 
ski, contract carrier. Denial of permit proposed. Continuance 
in operation as a contract carrier of specified products for, and 
of household goods and personal belongings of, employes of, 
Great Atlantic & Pacific Tea Co., and its subsidiaries, in a 
described area in Md., Ohio, Pa., and W. Va. 

Kentucky (Lawrenceburg)—-MC 48134, Sub. No. 1, Garrett 
Johnson. Certificate proposed. Milk and cream from Lawrence- 
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burg, Ky., to Cincinnati, O., and empty milk containers and 
animal and poultry feed on return trips, over a regular route. 

Vermont (St. Albans)—MC 104453, George E. Hilliker. 
Certificate proposed. Household goods between St. Albans, on 
the one hand, and, on the other, points in Vt., Me., N. H., Conn., 
Mass., R. I. and N. Y., over irregular routes. 

New Jersey (Paterson)—-MC 668, Sub. No. 30, Inter-City 
Transportation Co., Inc. Amendment of certificate presently 
held by applicant, with respect to passengers and baggage over 
specified route between Hackensack, N. J., and New York, 
N. Y., proposed, so as to permit use of streets within borough 
of East Rutherford, N. J., other than those designated in pres- 
ent certificate. The joint board said that “there is clearly no 
intention on the part of the Commission to describe regular 
routes with such minuteness that it will interfere with local 
authorities and their control of traffic and promulgation of 
safety regulations within cities, towns or boroughs.” 

Maryland (Cumberland)—-MC 68963, Sub. 2, Millard W. 
Twigg, extension. Certificate proposed. General commodities, 
with exceptions, between Cumberland, Md., and Pittsburgh, Pa., 
over a specified route, serving all intermediate points. 

Colorado (Denver)—MC 52904, Sub. 1, Earl M. Harris, 
extension. Certificate recommended. General commodities, 
with exceptions, between Loveland, Colo., and.Denver, Colo., 
over a regular route for operating convenience only. 

lowa (Des Moines)—MC 52310, Sub. 7, Bruce Motor 
Freight, Inc., extension. Certificate proposed. Generali com- 
modities to and from points in the St. Louis, Mo. commercial 
zone, as off-route points in connection with applicant’s presently 
authorized operations. 

Massachusetts (Dalton)—-MC 30900, Sub. 5, Rensselaer 
D. Filkins, extension. Certificate recommended. Hides and 
glue stock, from North Adams, Mass., and Pownal, Vt., to 
Johnston, N. Y.; and hides from Boston, Mass., to Pownal, Vt., 
from Jersey City, N. J., and New York, N. Y., to North Adams, 
Mass., and Pownal, and from Jersey City to Pittsfield, Mass. 


FINANCE APPLICATIONS 

MC F-2301. United Transports, Inc., Oklahoma City, Okla., asks 
authority to purchase petroleum products rights under MC 41635 or 
sub numbers of Dealers Transport Co., Memphis, Tenn., and temporar- 
ily to operate under lease. 

MC F-2302. Stevens Van Lines, Inc., a new corporation of Flint, 
Mich., asks authority to purchase rights of Warren Bros., Moving Co., 
Chicago, Ill., and temporarily to operate under lease. 

MC F-2303. Henry H. Stevens, Flint, Mich., asks authority to 
purchase portion of the rights being asquired by Stevens Van Lines, 
Inc., in MC F-2302. 

MC F-2304. Archibald H. Stevens and Hazon H. Stevens, dba 
Stevens Bros. Fireproof Warehouse, Saginaw, Mich., asks authority to 
purchase certain rights being acquired by Stevens Van Lines, Inc., 
in MC F-2302. 

MC F-2305. Puget Sound Navigation Co., Seattle, Wash., asks 
authority to issue two notes of $150,000, one each to the National Bank 
of Commerce of Seattle, Wash., and the Pacific National Bank of Seat- 
tle, Seattle, Wash., for the purpose of replacing outstanding notes of 
face amount of $300,000. 

Finance No. 14333. Pacific Electric Railway Co., asks atthority to 
Operate jointly over trackage owned by the Southern Pacific Railroad 
Co., and operated by Southern Pacific Co., lessee, in Los Angeles 
county, Calif., extending from Baldwin Park to Lone Hill, 7.49 miles. 

Finance No. 14334. Atlantic & North Carolina Railroad Co. asks 
authority to issue a note not to exceed $200,000, payable to the state 
of North Carolina, in part payment for rehabilitation of its properties 
leased to the Atlantic & East Carolina Railway Co. Applicant road runs 
from Goldsboro to Morehead City, N. C., according to the application. 
It said a marine base had been located on the line at Cheery Point, 
‘“‘which has made and will continue to make’’ heavy demands on the 
railroad facilities operated by the lessee. In order to provide the neces- 
sery service, it said the Navy Department had agreed to advance 
$400,000 for installation of necessary improvements, provided applicant 
provided an additional $200,000. 


FREIGHT FORWARDER ACTION 


In FF-36, D. C. Andrews & Co. of Illinois, Inc., Freight For- 
warder Application, the Commission, division 4, has issued a 
permit authorizing the applicant to forward commodities gen- 
erally from all points in Maine, New Hampshire, Vermont, 
Massachusetts, Rhode Island, Connecticut, New York, New Jer- 
sey, Pennsylvania, Delaware, Maryland, Virginia, West Vir- 
ginia, Kentucky, Ohio, Michigan, Indiana, Illinois, Iowa, Mis- 
souri, Kansas, Arkansas, Nebraska, North Dakota, South Da- 
kota, Minnesota, Wisconsin, and the District of Columbia, to 
ports and gateways of export in Alabama, Florida, Louisiana, 
Texas, California, Oregon, and Washington, and to Vancouver, 
B. C., Canada (in so far as such transportation takes place in 
the United States), when consigned for export, except from 
points in Arkansas to ports in Louisiana. 

Because the applicant does not assume responsibility for 
the transportation of property from point of receipt to point of 
destination, and because its services and responsibilities to 
shippers are confined to the terminal area in which its opera- 
tions are performed, the Commission, division 4, in FF-75, 
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Judson-Sheldon Corporation Application has dismissed the 
plication. Such operations, said the order, were not those of a 
freight forwarder. 

The application in FF-154, Joseph J. Holecek Freight For. 
warder Application, has been dismissed by the Commission, 
division 4, by an order which said that the applicant repeated} 
had been requested to furnish evidence in support of the appjj. 
cation, but had failed to do so, and that a registered letter to 
applicant had been returned unclaimed. 

In FF-28, Stockton Port District Freight Forwarder Appi. 
cation, the Commission, division 4, on petition of the applicant 
has reopened the proceeding for reconsideration and rehearing 
and has vacated the Commission’s order of June 22, 1943. 

Effective Nov. 10, the Commission, division 4, has issueg 
a permit and order in No. FF-112, W. R. Petersen Freight 
Forwarder Application, authorizing the applicant to operate 
as a freight forwarder in the transportation of commodities 
generally from Chicago, Ill, to Milwaukee, Wis. Applicant 
applied for a permit under section 410 of the act. The Com. 
mission said it found that applicant had shown that he was 
ready, able, and willing properly to perform the servi author. 
ized, and that such service was and would be consistent with 
the public interest and the national transportation policy de- 
clared in the act. 


PETITIONS FOR REHEARINGS, ETC. 
No, 28844, Arkansas City Flour Mills Co., et al vs. Alton & Souther 


et al. Arkansas City Flour Mills and Kansas Milling Co. ask for 
reconsideration. 


W-616, Gartland Steamship Co., contract carrier application. Appll- 
cant asks for reconsideration, hearing and argument. 

W-693, Bayside Oil Co., Inc., dba Bayside Towing Co., common 
carrier application. Applicant asks for reconsideration of order of 
August 4. 

MC F-2257, Atlantic Greyhound Corp., purchase, Chillicothe-Jackson 
Coach Co. The Greyhound Corp. asks to be made a party applicant. 

MC F-1167, Edward H. Heller, control, Conyes Freight Lines; 
MC F-1168, Pacific Intermountain Express Co., consolidation, Conyes 
Freight Lines, et al., Pacific Intermountain Express and Pacific Inter- 
mountain Express of Colo., Inc. Pacific Intermountain Express Co,, 
asks for modification of report and order by Division 4. 


Protective Services Tariff Change 


The pooling of refrigerator earnings by the proprietary 
lines of Fruit Growers Express Co., and subsidiaries and affiili- 
ates of those lines, was desirable and necessary from the stand- 
point of equity between the participating carriers, said D. B. 
Green, assistant chief freight traffic officer of Florida East Coast 
Line, appearing on behalf of the applicant lines in No. 29008, 
Pooling of Refrigerator Earnings, at a hearing before Examiner 
F. L. Sharp. 


The F. G. E. proprietary lines and their subsidiaries had 
asked the Commission to approve a proposed exception to item 
20 in supplement 7 to division sheet No. 1 of the National Per- 
ishable Freight Committee, in order to establish an arrange- 
ment for the distribution of net gain or loss resulting from pro- 
tective services furnished under section 2 of the Perishable Pro- 
tective Tariff (see Traffic World, Aug. 7, p. 298). 


R. G. Shorter, controller of F. G. E., introduced two ex- 
hibits, the first of which showed — for only four of the 
carriers for 1941, amounting to $8,355, and losses for the other 
participating lines of $168,863, or a net loss of $160,508. Arguing 
that too much of the cost burden has fallen on the initiating 
lines, Mr. Shorter pointed out that his exhibit further showed 
how those losses would be distributed under the proposal, when 
distributed among the participating carriers, each of whom 
would then show a loss, measured by the percentage of loaded 
car miles to total loaded car miles by which each road had 
participated in the haul. 

The second of Mr. Shorter’s exhibits showed that losses for 
the participating road totaled $621,003 on this traffic in 1942, 
and on questioning by Examiner Sharp said that the increase 
was due to the handling of more cars and the greater use 
standard refrigeration on the part of Florida citrus fruit ship- 
pers in the latter part of 1942, which he said was something 
they had not done for many years. ; 

For the first seven months of 1943, Mr. Shorter said the 
railroads had lost $1,114,496.95, due, he said, to the greater 
number of cars involved, more icing, the necessity for shipping 
ice because the production capacity of ice plants at shipping 
points was insufficient to care for the demand, and due also, he 
said, to the icing of potatoes which usually did not move under 
refrigeration. 

The losses to the carriers, he said, arose out of the differ 
ence between the amount included in the published refrigeté 
tion charges paid by the shipper and the amounts paid to 
Growers Express under its contract charges for icing super 
vision, repairs to refrigeration devices, and damage from top 
icing. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletm.) 


In I. and S. M-2291, the Commission has suspended from 
Sept. 4 until April 4 the operation of certain schedules as pub- 
lished in supplements 7 and 10 to tariff MF-I. C. C. No. 28 
and supplement 6 to tariff MF-I. C. C. No. 29 of Middlewest 
Motor Freight Bureau, Inc., Agent, Kansas City, Mo. The 
suspended schedules propose to establish exceptions to the 
application of rates for the account of various carriers, and to 
increase or reduce rates on candy or confectionery, electrical 
cable or conduit, feeds, and alcohols, between points in the 
middlewest. 

In I. and S. M-2292, the Commission has suspended from 
Sept. 4, until April 4, the operation of certain schedules as 
published in suppdement No. 5 to tariff MF-I. C. C. No. 19 of 
The Glenn Cartage Company, Girard, O. The suspended 
schedules propose to establish increased specific commodity 
rates on iron and steel articles, minimum 20,000 pounds, from 
Cincinnati, Niles, Struthers, Warren and Youngstown, O., to 
Wellsburg, W. Va., in lieu of present rates provided in a dis- 
tance scale. 

In I. and S. No. 5252, the Commission has suspended from 
Sept. 5, until April 5, the operation of certain schedules as pub- 
lished in supplement No. 35 to Agent J. R. Peel’s tariff I. C. C. 
No. 3245, and supplements Nos. 23 and 24 to Agent J. R. Peel’s 
tariff I. C. C. No. 3516. The suspended schedules propose to 
increase the rates on pulverized oyster shell screenings, in car- 
loads, from points in Louisiana and Texas to destinations in 
western trunk-line territory. 

In I. and S. No. 5253, the Commission has suspended from 
Sept. 6, until April 6, the operation of certain schedules as 
published in supplement No. 8 to St. Louis-San Francisco Rail- 
way Company’s tariff I. C. C. No. 11211. The suspended 
schedules propose to revise the rules governing the applica- 
tion of cut-back rates on cottonseed, carloads, between stations 
in Arkansas, Missouri and Oklahoma, also Memphis, Tenn. 

In I. and S. M-2293, the Commission has suspended from 
Sept. 9, until April 9, the operation of certain schedules as 
published in supplements Nos. 4 and 5 to tariff MF-I. C. C. 
No. 27 of Middlewest Motor Freight Bureau, Agent, Kansas 
City, Mo. The suspended schedules propose to cancel com- 
modity rates and provisions on various commodities over or 
in connection with Union Freightways or Watson Bros. Trans- 
portation Co., Inc., or both, in middle western states. 

In I. and S. M-2294, the Commission has suspended from 
Sept. 9, until April 9, the operation of certain schedules as 
published in tariff MF-I. C. C. No. 8 of E. J. Scannell, Inc., 
Charlestown, Mass. The suspended schedules propose to in- 
crease the truckload and any-quantity rates on cleaning com- 
aang boots and shoes between Boston, Mass., and Balti- 
more, ; 


ALTON REORGANIZATION 


An independent protective committee for 6 per cent guar- 
anteed preferred stockholders of the Kansas City, St. Louis & 
Chicago Railroad Co., composed of Allerton C. Hickmott, of 
West Hartford, Conn., Watson Washburn, of New York, N. Y., 
designated as chairman, Orlando H. Lounsbury, of New York, 
N. Y., and Thorvald F.. Hammer, of Branford, Conn., has ap- 
plied to the Commission, in Finance No. 14030, Alton Railroad 
Co. Reorganization, for authority to solicit, use, employ and 
act under or pursuant to proxies and authorizations without 
the deposit of stock in or in connection with proceedings of 
the Alton and the Kansas City, St. Louis & Chicago in reor- 
ganization. 


REFINERS TRANSPORT PURCHASE 
Because Union Tank Car Co., as the real party in interest, 


did not file an appropriate application in MC F-1936, Refiners 


Transport & Terminal Corporation — Purchase — Marshall 
Transport Co., Inc., and Warren C. Marshall, within the 20 
days in which the Commission deferred entering an order dis- 
missing the application in order to give Union an opportunity 
to file the application, the Commission has issued its order 
dismissing the application, effective Oct. 17, the date of the 
termination of the lease under which the Marshall rights and 
Property were being operated by Refiners. 

_, In its report in the proceeding, the Commission, on recon- 
sideration, concluded that the application might not lawfully 
be approved in the absence of an appropriate application by the 
controlling corporation, Union Tank Car Co., and in that report 
Said that the entry of an order would be deferred for 20 days 
from the date of service of the report for the aforementioned 
reason (see Traffic World, Aug. 21, p. 405). 
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The operating rights of Marshall Transport involved 
“grandfather” common carrier authority as to petroleum prod- 
ucts, in bulk, in tank trucks, over irregular routes, from 
Baltimore, Md., to points in Delaware, points in a described 
area of Pennsylvania, those in Accomac county, Va., and those 
in the Washington commercial zone. The proceeding also in- 
volved certain equipment and terminal property owned by 
Warren C. Marshall, of Upper Darby, Pa. 


Forwarder Aggregate Rates 


Argument in support of its so-called flat rate provision is 
made by Mutual Distributing, Inc., in exceptions filed to the 
proposed report of T. Leo Haden in No. , Forwarder Rates 
Conditioned upon Aggregates of Tonnage, embracing I. and S. 
No. 5215, Aggregate Tonnage to Minnesota & North Dakota 
(see Traffic World, Aug. 21, p. 411). 

In recommending cancellation of present rates and pro- 
visions in No. 28896, and the suspended schedules, Examiner 
Haden said that under the proposals the person who shipped 
or received 50,000 pounds or more of freight in a calendar 
month would be treated by the respondent in much the same 
manner as a jobber in merchandise treated a purchase at 
wholesale, and the person who shipped or received less than 
50,000 pounds of freight a month would be treated in the 
nature of a purchaser of merchandise at retail. 

“While a distinction in price is universally made in the 
merchandise trade as between these two classes of customers,” 
said Examiner Haden, “there is no sound reason for the appli- 
cation of this principle in fixing rates for the transportation 
services which freight forwarders render to the public under 
the act. Their duty is one of entire impartiality. The mer- 
chant is under no corresponding duty, and may make his rules 
to suit his own interests and discriminate as he pleases. The 
purchaser at wholesale is allowed concessions in prices because 
his transactions in proportion to the amounts purchased are 
fewer in number. It is reasonable that these facts should be 
taken into account in the merchandise trade, but in considering 
the lawfulness of rates, rules and practices of transportation 
agencies subject to the act a different set of principles should 
apply. These flat rates are in the nature of a discount in 
favor of large users of respondent’s facilities.” 

Examiner Haden said the principle on which these rates 
were premised was altogether different from the principle that 
had long been recognized by the Commission in making trans- 
portation rates that a reasonable, fair, and just difference in 
rates charged on a weight basis might be made in proportion 
to the quantity transported of an article or commodity when 
it was tendered and was moved as a carload, and when it was 
tendered and was moved in less than carload lots. He re- 
ferred to the Commission’s recent decision in I. and S. No. 5152, 
Books, Drugs, and Cotton Goods, New York to Chicago (see 
Traffic World, Aug. 14, p. 351), wherein the Commission found 
not justified schedules involved therein. 

In practical effect, however, said Examiner Haden, after 
having pointed out that the proposed rates had not been ob- 
jected to by shippers, the rates involved could be used by 
only a few large shippers and receivers. He said that since 
these rates were materially lower than respondent’s normal 
class rates on like traffic between the same points, a few large 
shippers or receivers would be afforded transportation at rates 
lower than the rates charged certain other persons under 
substantially similar circumstances and conditions. 

“The operation of respondents’ flat rate provision, viewed 
as a part of its whole system of rates, classifications, regula- 
tions, and practices relating thereto, reflect the inherent nature 
of freight forwarding and no more,” said Mutual Distributing, 
Inc., in its exceptions. 

Mutual Distributing said that the examiner had failed to 
give due consideration, among other factors, to the inherent 
nature of freight forwarding, as required by the act. The 
rates, classifications, regulations and practices of the respondent 
must be viewed as a whole and not solely from the standpoint 
of the so-called flat rates, it said, and with regard to the 
relationship which respondent, as a freight forwarder, bore 
to the carriers which transported its shipments and the rates 
of carriers applicable thereto and to the public, generally. 
Such consideration was necessary, it said, because a shipper, 
“to determine whether to use a freight forwarder or to use 
the carrier, direct, will check and analyze the rates and serv- 
ices which both have to offer in respect of the particular ship- 
ment.” 

By the nature of its operations, said Mutual, a freight 
forwarder could not offer to large shippers either an attractive 
rate or other service, pointing out that its rates on 30,000 
— or more were generally the same as carrier’s rates. The 

usiness of a freight forwarder, it said, depended on its ability 
to consolidate small shipments—but not too small—into larger 
shipments on which the freight forwarder would be charged 
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a lower rate for one hundred pounds than the shipper would be 
charged on his smaller shipment. 

Contrary to the statements of the examiner, said Mutual, 
it did not offer a special inducement to large shippers. The 
minimum weight required for the application of the flat rates 
was that 50,000 pounds be shipped during a single month, and 
that this quantity of freight, “no greater than a small carload, 
and equal to approximately two truckloads of freight, during 
the month, can hardly be called, fairly, a large shipment by 
a large shipper.” 

Referring to illustrations used in the proposed report as 
establishing discrimination, the respondent said: 


The illustrations are not apt. A shipper delivering 49,600 pounds 
of freight during any month would come within the provisions of Note 1 
of Item 125, which is under consideration, and would receive full ad- 
vantage of the flat rates. A shipper making two shipments, each 
weighing 24,500 pounds, would come under the provisions of the same 
note. However, such a shipper probably could obtain as satisfactory 
a rate, for shipments of such size, direct from the carrier or from 
respondent, without regard to the flat rate provisions. 


Mutual said it appeared nowhere in the proposed report, 
nor in the evidence presented at the hearing, that there was 
any actual discrimination in respect of any shipper, or shippers. 
The discrimination asserted, it said, was “purely theoretical 
and hypothetical.” No shipper appeared and claimed that it 
had been discriminated against it said, and that, since the 
rates were available to any shipper, it was difficult to see 
how any shipper could be discriminated against. Moreover, 
it added, “it does not appear that any such alleged discrimina- 
tion is undue or unjust. It is well recognized that no system 
of rates yet proposed is mathematically or theoretically with- 
out technical discrimination and preferences. It does not 
appear that respondent’s rates are unduly or unjustly discrim- 
inatory.” 

It said the so-called flat rates were reasonable, and that 
the evidence clearly established that Mutual performed the 
services required by the operation of the rates at a reasonable 
profit and afforded the user of those rates material non-rate 
advantages—advantages which one of the users thereof said 
was such that it would be willing to use the flat rates even 
were they 5 per cent higher than the applicable non-flat rates. 
Illustrative of the differences on which the application of the 
flat rates depend, Mutual cited the requirement regarding 
average weight density, the penalty if this requirement re- 
garding average weight density, the penalty if this requirement 
was not met, and the penalties provided by Note 1 of the item 
in case the month average poundage requirement was not 
met. 

Mutual asked that the Commission find the rates and 
provisions under consideration lawful, reasonable, non-prefer- 
ential, non-discriminatory, and otherwise in compliance with 
the provisions of the act. Oral argument of the exceptions was 
requested. F 


Truck Minimum Charges 


Hearing at Chicago in I. and S. M-2240, Minimum Charges 
in Central Territory, which began September 1, ended unex- 
pectedly September 3. Examiner L. J. Kassel and E. J. De- 
Muth, chief, section of accounts, Commission Bureau of Motor 
Carriers, and counsel for parties to the case, had only the day 
before predicted that the hearing would continue at least till 
the end of the week (see Traffic World, September 4). The 
hearing, September 3, was devoted to examination by the 
examiner and Mr. DeMuth of Mr. Doud, treasurer, Silver 
Fleet Motor Express, Louisville, who had submitted a series 
of exhibits containing results of cost studies on minimum 
shipments; to brief testimony by A. H. Schwietert, traffic 
director, Chicago Association of Commerce; and to presenta- 
tion of exhibits by three witnesses for the Office of Price 
Administration. 

Examiner Kassel and Mr. DeMuth cross-examined Mr. 
Doud at length on details concerning the formula underlying 
the cost studies made by the truckers’ committee of account- 
ants, which Mr. Doud headed. Mr. Schwietert introduced 
exhibits showing minimum charge rules applicable on Michigan 
and Indiana intrastate traffic and on motor interterritorial 
traffic between Central Territory, on the one hand, and South- 
eastern, Western, Trunk Line, and New England territories, 
on the other. In another exhibit, he sought to show that the 
proposed change in minimum rates would have the effect of 
increasing the total charges on 200 100-pound shipments of 
fourth class traffic, moving from Chicago to Lima, O., or 
South Bend, Ind., for example, from $176 to $250, and from 
Chicago to Pittsburgh from $248 to $250. 

Carl Giessow, director of traffic, St. Louis Chamber of 
Commerce, testified briefly in support of Mr. Schwietert’s 
proposed rule naming as applicable on minimum shipments 
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the rate assessable on the commodity contained, subject to a 
minimum charge to be established by the Commission on the 
basis of cost evidence submitted at the hearing. 

Witnesses for the O. P. A. and Office of Economic Stabiliza- 
tion were: James S. Earley, member, economic advisor’s panel, 

S.; C. H. MacLeod, rate examiner, O A.; Ci 
Borine, cost accountant, O. P. A. Mr. Earley spoke on the 
dangers of inflation, and submitted exhibits relating to national] 
aspects of inflation and a statement on “The Inflationary 
Effects of Small Increases in Prices and Cost Elements in 
War Time.” Mr. MacLeod submitted exhibits giving mileages, 
class rates, and proposed minimum charges applicable op 
shipments involved in the case and on similar shipments sub- 
ject to tariffs published by other motor carrier bureaus. Mr, 
Borine submitted an exhibit showing individual and _ total 
revenues, expenses, miles of operations, number of employes 
and their compensation, and similar figures of class I motor 
carriers in central territory. 

A number of shippers testified at the closing sessions, most 
of’ them in opposition to the proposed rule. G. O. Griffith, 
general traffic manager, American Home Products Corporation, 
New York, representing the American Drug Manufacturers’ 
Association and the Drug and Toilet Preparation Traffic Con- 
ference, testified in opposition to the proposals. He said his 
industry took the position that the proposals would distribute 
transportation charges unequally and that, if the truckers 
needed additional revenue, they should seek it through an 
increase on all types of traffic. Drug manufacturers’ profits 
had declined markedly in the war period, though their sales 
had increased, said he, adding that if the proposals became 
effective many less-truckload shipments weighing up to 5,000 
pounds would be lost to the truckers. Such traffic would 
move by rail, along with the minimum shipments, said he. He 
suggested that the trucking industry might do well to adopt 
rate policies that would result in the elimination of some 
marginal truckers, adding that the industry would benefit at 
the expense of such elimination. John R. Turney, attorney 
for the Central States Motor Freight Bureau, said the witness’ 
recommendation resembled prescriptions made by seventeenth 
century physicians, who recommended cures by excessive 
bleeding, which often led to the deaths of patients. The wit 
ness denied that the drug manufacturers could solve their 
problem, so far as minimum shipments were concerned, by 
discontinuing the practice of selling in smaller lots. 

W. F. Gleason, general traffic manager, Bendix products 
division, Bendix Aviation Company, South Bend, Ind., testified 
that approximately one third of his company’s shipments came 
under the proposed minimum. He said his company had to 
ship in small quantities because the shipments were war 
materials demanding rapid movement to airplane manufactur- 
ing companies. He opposed the proposals. 

Allen Dean, manager, traffic bureau, Detroit Board of 
Commerce, said Detroit shippers had authorized him to support 
an increase in the minimum charge, on the condition that the 
evidence indicated that the truckers needed the additional 
revenue sought under the proposals. He said an examination 
of the proponents’ testimony indicated to him that the larger 
carriers, serving broad territories, were in poorer financial 
condition than other carriers, but that it appeared that the 
proposals possibly should be granted. 
ais nc Kassel set October 4 as the final date for filing 

riefs. 


Oo. P. A. TRUCK RATE ORDERS 


The Office of Price Administration has made public amend- 
ment No. 2 to its region VIII order G-23, covering transporta- 
tion of fruits and vegetables in California. The amendment 
provides that, in addition to the adjusted maximum price pre- 
scribed by the order, any carrier subject to the order may 
make an additional charge of $4 an hour for the time in excess 
of four hours consumed in performing the loading or unloading 
of any motor vehicle used for the transportation of the fruits 
and vegetables listed in the order, or of empty containers there- 
for, after the arrival of the motor vehicle at the cannery, cold 
storage plant, processing plant, packing shed or other point at 
roadside, orchard or ranch at which the loading is perform 
and after the carrier has notified the shipper or consignee of 
such arrival. The amendment was issued by L. F. Gentner, 
acting regional administrator, and became effective Aug. 12. 

Permission has been granted by the O. P. A. to Alboum 
Motor Freight Service, of Lancaster, Pa., to sell and deliver 
motor contract carrier services to H. J. Heinz & Co., in connec- 
tion with transportation of fresh tomatoes between the follow- 
ing Pennsylvania points, at the rates indicated, in cents a hun- 
dred pounds: To Chambersburg, from Bloomsburg or Oxford, 
30 cents; from Florin or Millersville, 25 cents; from Martins- 
burg, 22 cents, and from Mechanicsburg, 19 cents; to Pitts 
burgh, from Martinsburg, 28 cents. The authorization was made 
effective retroactively to Aug. 1, 1943. 
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September 11, 1943 


Motor Rate Increase Removal 


Saying they feared a financial breakdown in the entire 
motor carrier industry before the end of 1943 unless increased 
revenues were made available, ten motor carriers joined in a 
petition filed with the Commission to block a proposal of 
certain motor carriers to remove the application of “Ex Parte 
148” increases in their rates in an effort to meet competitive 
class rates maintained by railroads and freight forwarders, 
and asked for a general investigation by the Commission, on 
its own motion, into rates and charges, rules and regulations, 
of all common carriers by railroad, freight forwarder, and 
motor carrier. They seek suspensica of the proposal to 
remove the increases. 

The petitioning carriers are Adams Transfer & Storage 
Co. Byers Transportation Co., Inc., Chief Freight Lines Co., 
Ship By Truck Co., dba Graham Ship By Truck Co., Knaus 
Truck Line, Inc., M. K. & C. Truck Lines, Riss & Co., Inc., 
Tri-State Motor Transport, Inc., Wheelock Bros. Inc., and 
Yellow Transit Co. 


In supplement No. 77 to MF-I. C. C. 98 and supplement 
No. 89 to MF-I. C. C. No. 100, said the joint petition, it was 
proposed to remove the application of the increased rates and 
charges as published in Agent C. F. Jackson’s MF-I. C. C. 
No. 13, for account of Burch Truck Lines, Cassell Transfer & 
Storage Co., Kansas City-Wichita Motor Freight, Logue Truck 
Lines, and Vincent Truck Line, between points in the states 
of Illinois, Indiana (Chicago district), Kansas and Missouri, 
and other points named in the tariffs, effective Sept. 27. Such 
removal, it said, was proposed to meet competition of rail- 
roads and freight forwarders on account of loss of traffic. 
Lower rates in effect by railroads were brought about by the 
Commission’s latest action in suspending the 148 increases 
and subsequently permitting reductions by freight forwarders, 
said the petition. 

The petitioners said they admitted the loss of some traffic 
to the railroads and forwarders due to their lower class rates, 
but added that the increase removal for account of the 
respondent carriers would have the immediate effect of forcing 
other motor carriers to make like reductions. That, it said, 
would especially be true between major shipping points, namely 
between Chicago, Ill., St. Louis, Mo., and Kansas City, Mo., 
and between those points and points in the states of Illinois, 
Kansas and Missouri. And once these reductions were placed 
in effect and similar reductions were made by other motor 
carriers, the petition added, “the reductions will spread, thereby 
removing the Ex Parte 148 increases between all points and 
for the account of all motor common carriers throughout the 
United States.” 


The petitioners said the operating ratio for the first quarter 
of 1943 showed 95.4 for Class I motor carriers in the north- 
western region while for the mid-western region it was shown 
as 97.6. By very careful estimates based on traffic studies 
in central territory, and similar estimates for the northwestern 
and mid-western regions, the removal of the Ex Parte 148 
increase on all classes of traffic equalled approximately 4.6 
per cent reduction in revenues, it said. Applying this per- 
centage of reduction to the revenues for the first quarter of 
1943 for the northwestern region, the operating ratio became 
99.9, and for the mid-western region, the operating ratio be- 
came 102.3, said the petition, declaring that the operating 
ratios “on the present basis of rates is alarming.” The peti- 
tioners alleged that if the Ex Parte 148 increase was removed 
in these two regions, the motor carriers would not and could 
not handle any greater volume of traffic than they handled 
In the year 1942 or the first quarter of 1943, and the result 
would be a reduction in total revenue and an increase in the 
operating ratio. It was further alleged that this increase re- 
moval was not the proper solution to the motor common car- 
Ners’ problem. 

The motor common carriers, the petitioners pointed out, 
had experienced a heavy increased cost in operation of their 
properties since early in 1941. The petitioners cited causes for 
increased expenses and said “these expenses” were beyond 
the control of the carriers and had not been caused by in- 
efficient management on the part of the carriers. 

If the railroads and freight forwarders were permitted to 
Continue with class rates lower than the motor common carriers, 
the petitioners alleged, the motor common carriers would in 
many instances suffer the loss of desirable class-rated traffic, 
which would result in a reduction in the revenues of the motor 
common carriers without corresponding reductions in operating 
costs. Therefore, the operating ratios would increase. There 
was definite need for continuance of motor common carrier 
Service in the northwestern and mid-western regions, said the 
petitioners, pointing out that for the first quarter of 1943, the 
northwestern carriers transported 790,344 tons of freight while 
the mid-western carriers transported 784,899 tons. 

The petitioners alleged that there was an immediate need 
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for a general investigation by the Commission, on its own 
motion, of rates and charges, rules and regulations, of all 
common carriers by railroad, freight forwarder, and motor 
carrier, for the purpose of determining and prescribing a rea- 
sonable level or basis of rates and charges, rules and regula- 
tions, to enable all common carriers to receive sufficient rev- 
enues to continue to operate their properties. 

For the last quarter of 1942 and for the first quarter of 
1943, the operating ratio of the motor common carriers was 
close to the 100 per cent mark, said the petitioners, declaring 
that their experience for the second quarter of 1943 would 
reflect that conditions had not improved. On the contrary, 
said petitioners, “our records reflect that conditions generally 
are steadily growing worse, and that the motor common car- 
riers do not have sufficient revenues to enable them to continue 
to operate their properties, and that under present conditions 
they are unable to accumulate any reserves to replace their 
equipment which is fast depreciating; and that unless sufficient 
reserves are allowed to accumulate, the motor common carrier 
industry will not be in position to replace its equipment should 
equipment become available to some extent in 1944.” Under 
present conditions, and present operating ratios, the petitioners 
declared, the entire motor common carrier industry faced a 
financial crisis and unless increased revenues were made avail- 
able, the industry would suffer a financial breakdown before 
the end of 1943. 

The motor common carriers, said petitioners, could not 
make general increases in their present rates without con- 
sideration being given to the general level of the rates of their 
competitors—the rail lines and freight forwarders. 


Southern Rate Increase Removal 


The trucking industry in the south is in a very dangerous 
position. It may become necessary, as it did in the middle 
Atlantic territory, for the motor carriers to ask for a general 
increase in rates. That day will draw much closer if certain 
carriers, under pressure of certain shippers, reduce their rates, 
and force other carriers to meet their reductions, because of 
competitive circumstances. 

The foregoing declarations were made by the Southern 
Motor Carriers Rate Conference in a petition filed with the 
Commission supporting its request for suspension of schedules 
on behalf of motor carriers operating from, to, or between 
points in the south, proposing removal, effective Sept. 15 and 
later, of the 6 per cent increase in rates published in March, 
1942, on cigarettes, manufactured tobacco, and other commodi- 
ties. The petition was directed at rates proposed to be made 
applicable via lines of more than a dozen carriers. Included 
was the Transport Corporation of Virginia, on whose behalf it 
was proposed in item 510-E, supplement 14 to MF-I. C. C. No. 
21, to remove the increase on cigarettes and manufactured 
tobacco between Durham, N. C., Reidsville, N. C., Winston- 
Salem, N. C., and Norfolk, Va. 

The protested rates, said the conference, were independ- 
ently announced and were proposed because certain shippers 
had threatened the diversion of traffic if the 6 per cent in- 
crease was not removed. The conference said many of its mem- 
bers were operating in direct competition with the carriers 
proposing the protested rates and declared that it was con- 
vinced that if “this program of removing these increases on 
certain commodities for certain shippers by certain carriers 
continues, none of the motor carriers will be able to retain the 
increase,” and if it was removed, it knew that the industry 
could not long survive. 

The conference said it had received reports from 46 Class I 
carriers in the southern region for the second quarter of 1943, 
and they showed a much worse condition than the reports for 
the first quarter of 1943, which is startling.” The operating 
ratio for the second quarter was 96.25 per cent, whereas for 
the first quarter it was 92.5 per cent. These reports also dis- 
closed, it said, that account 4100, equipment, maintenance and 
garage expense, which in 1941 was 14.8 per cent of the total 
expense was now 21.4 per cent of the total expense. This, it 
added, indicated that the full effect of the lack of new equip- 
ment and competent help was now being felt severely. Of the 
46 reporting carriers, the conference said, 13, or 28 per cent, 
showed a net operating loss. It was also significant, said the 
conference, that account 4600, administration and general, was 
now less in proportion to the total expense than in any pre- 
vious period, being only 11.1 per cent of the total. 

The conference said it realized that the respondents would 
state that they were meeting rail competition. Ordinarily, it 
added, no one would have objection to that, provided the rates 
were still compensatory, but these were not ordinary times. 

“The future of the whole motor carrier industry is at 
stake, and no few individuals in the industry are justified in 
jeopardizing the entire industry for the sake of a little tonnage 
of a particular kind,” said the conference. “The tons hauled 
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by motor carriers have greatly increased, and are increasing 
daily. There is sufficient tonnage that is needed in the war 
effort that must have truck service to keep all motor carriers 
occupied. The Commission must look to the welfare of the 
entire industry, not to isolated, competitive situations.” 

The conference referred to the decision of division 2 in 
I. and S. M-2222, Increased Common Carrier Truck Rates in 
the East, decided Aug. 5, and said the same situation as dis- 
cussed there existed here. In that decision, the Commission 
disfavored a program to remove increases on tonnage which 
might be lost owing to existence of lower competitive rail rates 
or rates of certain motor carriers. 

While the motor carriers in the south had not been granted 
an increase at the present time, they were trying to maintain 
an increase obtained over a year ago, and if it was frittered 
away as here contemplated, said the conference, “we will be 
forced to appeal for a further increase, in order to protect the 
industry.” 


Port Terminal Charges 


Stating that port terminal charges applicable to interstate 
and intrastate traffic handled through South Carolina ports 
are now on an equality, the Public Service Commission of 
South Carolina has filed a motion in No. 29003, Jacksonville 
Port Terminal Operators Association vs. Alabama, Tennessee 
& Northern Railroad Corporation et al., for dismissal of com- 
plainant’s request for a 20 per cent increase in present port 
terminal charges at south Atlantic and Gulf ports, insofar as 
that request related to port terminal charges applicable to 
intrastate traffic handled through South Carolina ports. Com- 
plainant seeks a 20 per cent increase in terminal charges at 
the various ports on the ground that existing charges are 
depressed by competition to an unreasonably low level and 
not reasonably compensatory for services when performed 
by a common carrier railroad; or when performed by a non- 


common carrier port terminal operator (see Traffic World, 
July 31, p. 253). 


“Neither petitioner nor respondents in this proceeding have 
any pending petition or application before this intervener (Pub- 
lic Service Commission of South Carolina) seeking relief from 
what petitioner (complainant) refers to as ‘unreasonably low 
port charges’ applicable to intrastate traffic handled through 
South Carolina ports,” says the South Carolina commission. 
“Petitioner proposes that the honorable Commission, after a 
single hearing, create a serious disparity in state and inter- 
state port terminal charges by advancing charges applicable 
to interstate traffic by 20 per cent, or such other amount as 
the Commission may determine to be proper, and, after having 
thus created such a serious disparity, proceed to remove the 
product of its own creation by prescribing minimum port 
terminal charges applicable to intrastate traffic upon the same 
level found reasonable for interstate traffic. Clearly such 
procedure would amount to an assumption by the Interstate 
Commerce Commission of unified control over both -intrastate 
and interstate commerce; unified control beyond the extent 
necessary for maintaining efficient regulation of interstate 
commerce under the paramount power of Congress; and 
would result in an undue encroachment of federal authority 
upon the state rate-making power, to be guarded against by 
scrupulous care to act with caution and comity.” 


The South Carolina commission continued: 


Although Congress, by enacting what now constitutes section 13 
(4) of part I of the interstate commerce act (and as that section has 
been interpreted by the ccurts as having a dovetail relation with other 
provisions of the act) has empowered the honorable Commission, under 
certain circumstances, to remove undue or unreasonable person-locality 
preferences or prejudices and/or unjust discriminations against inter- 
state or foreign commerce, arising from substantial disparities in state 
and interstate rates and charges, in no manner of thinking can section 
13 (4) of the act be construed as authorizing invasion of the sovereign- 
ity of the state of South Carolina by any such process of creating and 
removing disparities in state and interstate rates and charges as the 
petitioner herein proposes; nor can said section 13 (4) be construed 
as contravening the right of the states to ceal primarily with intra- 
state rates and charges. free from federal interference, unless and until 
state requirements produce undue preferences or prejudices, or unjust 
discriminations. 


The Georgia Public Service Commission filed a motion for 
dismissal of the Jacksonville association’s petition insofar as it 
related to port terminal charges applicable to intrastate traffic 
handled through Georgia ports. It expressed agreement with 
many of the views propounded in the South Carolina commis- 
sion’s motion. 


“The association proposes,” said the Georgia commission, 
“that the Interstate Commerce Commission, after a single hear- 
ing, create a serious disparity between intrastate and interstate 
port terminal charges by advancing the interstate charges by 
20 per cent .. . and, after itself having created such a disparity, 
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to proceed to remove the product of its own creation by pre 
scribing upon intrastate traffic the same level found proper for 
interstate traffic. Clearly such a procedure would amount tp 
the assumption by the Interstate Commerce Commission of uni. 
fied control over both interstate and intrastate commerce; ypj. 
fied control beyond the extent necessary for maintaining eff. 
cient regulation of interstate commerce under the paramount 
authority of Congress; and would result in unlawful encroach. 
ment of federal authority upon the state rights. . . .” 


Traffie at Texas Ports 


In order to prevent “manipulation” of traffic at Ho 
Galveston, and Texas City, Tex., by the placing of water-borne 
traffic in warehouses, its consequent loss of identity and late 
reshipment on lower domestic rates, southwestern respondent 
railroads have asked the Commission to approve a pro 
grouping of the three Texas cities. They ask to be allowed ty 
make the grouping on the basis of Houston’s distance plus 
miles, beginning at 150 miles from Houston, on _ interstate 
domestic traffic, to the same extent that they publish such 
grouping in connection with water-borne traffic. 

The petitions were filed in No. 17000, Rate Structure In. 
vestigation, Part 8, Cottonseed, Its Products and Related 
Articles Part 9, Livestock—Western District Rates; in No, 
13535, Consolidated Southwestern Cases, 123 I. C. C. 2% 
as supplemented; and in No. 12358, Western Horse and Mule 
Rates. The roads asked modification of the Commission's 
findings and orders in these proceedings. 

The petitions in No. 1700, Part 8 and Part 9, and in No, 
12358, ask specifically for the following modifications: 


(a) Where the rate making distance from or to Houston, Tex., is 
150 miles or more, the rates from or to Houston, Galveston, and Texas 
City will be determined by using the distance from or to Houston, Tex, 
plus 15 miles. 

(b) Where the rate making distance from or to Houston is less than 
150 miles but is more than 150 miles from or to Galveston, the rates 
from or to Galveston and Texas City shall not exceed the rates pro 
vided for a distance of 165 miles. 


In docket No. 13535, the carriers asked the Commission 
to amend the authorization in the twenty-second supplemental 
report, 211 I. C. C. 575, to read as follows, the only change 
being the substitution of ‘150-mile range” in the proposed 
amendment, in place of the words “200-mile range” as in the 
supplemental report: 


We still think that, all the circumstances considered, appropriate 
grouping beyond the 150-mile range should be provided. We hereby 
amend the authorization to provide that in those instances in which the 
short-line distances from Houston approximate or exceed the corre- 
sponding distances from Galveston the scales shall be applied to the 
Houston distances, but further than this the authorization is affirmed 
and the pertinent formal findings will be construed accordingly. 


The four petitions pointed out that as the result of various 
Commission decisions, the Commission’s findings with respect 
to the grouping of Galveston and Houston read substantially 
as follows: 


This finding is not to be construed as requiring grouping of Gal- 
veston and Houston for distances less than 150 miles from Houston, and 
in instances where a deduction of 15 miles is authorized from Beau 
mont’s (or Corpus Christi’s) distance, the finding may be complied with 
in the alternative by increasing Houston’s distances 15 miles. 


The carriers, said the petitions, had elected to com 
with the findings by increasing Houston’s distance 15 es. 
The petitions carried tables showing the present and proposed 
distance rates to and from Houston and Galveston, and the 
difference in rates as between Houston and Galveston. 

F. E. C. DIVISIONS CASES 

Acting on a request made on behalf of the complainant by 
F. C. Hillyer in a letter addressed to it, dated Aug. 25, the 
Commission has assigned for further hearing on Oct. 6, i 
Washington, before Examiner Archer, the proceedings in No. 
26459, Florida East Coast Railway (Scott M. Loftin and John 
W. Martin, Trustees) vs. Atlantic Coast Line et al., and No. 
26462, Same vs. Atlantic Coast Line et al. The cases involve 
allegations by the complainant that divisions accorded it by 
the defendants out of the rates for transportation of citrus 
fruit from Florida east coast points to eastern trunk-line and 
New England territory have been unreasonable and unduly 
prejudicial to the complainant. The further hearing would be 
held, said the Commission in its notice, “with respect to the 
matters and things set forth” in Mr. Hillyer’s letter. The date 
for filing of briefs in the proceedings was indefinitely postponed. 
The letter contained a statement that the complainant desi 
to offer additional evidence to show that “the formula 
methods employed in the Commission’s exhibit 437 are not 
adapted to the determination of divisions as between an orig 
inating line and connecting intermediate lines.” 
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Small Craft Transportation 


Only one water carrier replying to the Commission’s re- 
quest for opinions in Ex Parte No. 157, Application of Part III 
to Transportation by Small Craft, has asked that small craft 
of under 100 tons carrying capacity or not more than 100 indi- 
cated horsepower be held exempt from regulation. The pro- 
ceeding involves an investigation instituted on the Commis- 
sion’s own initiative, into whether or not regulation of such 
craft is necessary to carry out the national transportation pol- 
icy (see Traffic World, July 3, p. 34). 

The joint statement and petition of eight Atlantic and 
Gulf coast steamship lines, the statement of the River Lines 
(California Transportation Co. and Sacramento & San Joaquin 
River Lines, Inc.), and a statement of John P. Conway, a wa- 
ter —— of Cambridge, Md., asked that smaller craft be regu- 
lated. 

The Atlantic and Gulf coast lines included the following 
petition in their joint statement: 


1. That the Commission find, and by order declare, that the 
application of the provisions of part III of the Interstate Commerce 
Act to transportation by small craft of not more than 100 tons carry- 
ing capacity or not more than 100 indicated horsepower, or equipped 
to handle no more than 16 passengers, is necessary to carry out 
the national transportation policy declared in said act. 

2. That these petitioners be permitted to present evidence at a 
public hearing and to participate in oral argument before the Com- 
mission if such be held. 


ere were obvious possibilities for abuse under the pres- 
ent Situation, said the statement, adding that “unscrupulous 
operators of large craft could secure and operate one or more 
small craft without regard to the Commission and thus without 
regard to rates filed with the Commission by the same carrier 
for movement in its large craft between the same points. By 
that action such an operator would have at its mercy its Com- 
mission-controlled competitors.” 

Operators of small craft not now required to obtain certifi- 
cates or permits of public convenience and necessity, said the 
Atlantic and Gulf coast. lines, would have no difficulty in in- 
vading the territory of long established steamship lines. One 
or two such craft would not, perhaps, cause any serious dis- 
ruption, they said, but that a fleet of such craft, each carrying 
not more than 100 tons of freight or no more than 16 passen- 
gers, could seriously affect the revenues of the standard lines. 
The latter, they said, would be powerless to meet the compe- 
tition since the rates charged by the small craft could not be 
ascertained or contested before the Commission. It was felt, 
they said, that the Commission should, “by declaration, bring 
= interstate water lines, regardless of size, under its juris- 

iction.” 

The steamship lines which joined in the aforementioned 
statement and petition were Aguilines, Inc.; Baltimore Steam 
Packet Co.; Bull Steamship Lines; Colonial Navigation Co.; 
Eastern Steamship Lines, Inc.; Merchants and Miners Trans- 
portation Co.; Ocean Steamship Co. of Savannah; and Phila- 
delphia & Norfolk Steamship Co. ‘ 

The River Lines said that, in their view, no distinction 
should be drawn between transportation by small craft under 
common control, management or arrangement for a continuous 
carriage or shipment partly by water and partly by railroad, 
or over through routes established with other carriers, or oper- 
ated by water carriers also engaged in transportation by larger 
vessels, and transportation by small craft, independently of 
Such arrangements by water carriers not operating any larger 
craft. All applicable provisions of part III, they said, should 
be extended to such transportation, including “the certification 
and permit requirements as well as the regulation of rates, 
fares, charges and practices.” Following the California law, 
they suggested that such regulation extend to craft of 20 tons 
or more capacity. 

The River Lines said they did not ask for a public hearing 
or oral argument, but that, if such hearing or argument was 
held, that they be permitted to participate. 

John P. Conway pointed out that he had been declared a 
common carrier to operate as such on the Delaware and Chesa- 
Peake bays and their tributaries, and as far south as New 

tn, N. C., and asked if it could be said that it was right for 
the Commission to compel him to file a local freight tariff of 
Commodity rates to the points served, while loading and un- 
oading at the same ports as a competitor who did not have to 
file a tariff and could make a rate “to suit himself and who 
Can go to any port he wishes in the U. S. A. just because he 
has an engine of 100 h.p. or less.” He said he was opposed to 
boats of 100 horsepower and less being exempted from the 
Ommission’s rules and regulations. He said that a boat car- 
Tying from 150 to 250 tons of cargo could have any size engine. 


€ knew of such boats, he said, operating with engines of 75 
horsepower. 
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George W. Buras, a water carrier of Algiers (New Or- 
leans), La., engaged in general towing, asked that the Com- 
mission refrain from changing the regulations pertaining to 
small craft, at least for the duration of the national emergency. 
The maximum capacity of his tugs, he said, was from three to 
20 tons, and that the only possible competition he could offer 
regulated common carriers was the ability of the tugboats to 
tow barges with light loads. 

He took the position that, while there was a preference 
for the operator of the small craft, the controlling feature was 
whether it was an undue preference. He pointed out the diffi- 
culty of deciding where to stop in regulation. If the Commis- 
sion stopped at 50 horsepower, he said, then the operator of a 
vessel of 49 horsepower would have the same relative discrim- 
ination that now existed between a vessel of 100 horsepower 
and one of 101 horsepower, while if section 303(g) of the act 
was entirely wiped out as an exemption, “then a man in a row- 
boat, carrying a package for hire across the Mississippi from 
Natchez, Miss., to Vidalia, La., would be subject to the Inter- 
state Commerce Act.” 


Ex Parte 148 Increases 


Unless the Commission acts to prevent it, the Ex Parte 
148 freight rate increases that were discontinued effective May 
15 will again become effective Jan. 1, 1944, Frederick G. Ham- 
ley, assistant general solicitor, National Association of Rail- 
road and Utilities Coommissioners, has advised members of the 
association. 


_ This warning by Mr. Hamley was made in a bulletin re- 
viewing I. C. C. statistics on Class I rail revenues for June as 
reported by the Commission’s Bureau of Transport Economics 
and Statistics. Said he: 


This was the first full month of operations under the lower level of 
freight rates which became effective on May 15, 1943, pursuant to the 
I. C. C. order of April 6, 1943, in Ex Parte 148, Reopened. A compari- 
son of the operating results for June, 1943, with like data introduced in 
evidence and set forth in the report in Ex Parte 148, Reopened may, 
therefore, be some indication of: (1) whether the suspension of freight 
rate increases was justified; (2) whether such suspension should con- 
tinue beyond Jan. 1, 1944; and (3) whether standard passenger fare 
increases, which were not suspended, should remain in effect. A brief 
comparative analysis based upon the Commission’s report in Ex Parte 
148, Reopened, and the June, 1942, and June, 1943, statements of the 
Bureau of Transport Economics and Statistics, is set out below: 

Percentage of Increase in Class I Total Operating Revenues 

Ex Parte 148 Report: 1942 revenues increased 39.6% over 
revenues. 

June, 1943, Statistics: June, 1943, revenues increased 19.8% 
June, 1942, revenues and 64.2% over June, 1941, revenues. 

Percentage of Increase in Class I Freight Revenues 

Ex Parte 148 Report: 1942 revenues increased 33.7% 
revenues. . 

June, 1943, Statistics: June, 1943 revenues increased 9.5% 
June, 1942, revenues, and 45.4% over June, 1941, revenues. 

Percentage of Increase in Class I Passenger Revenues 

Ex Parte 148 Report: 1942 revenues increased 99.8% over 
revenues. 

June, 1943, Statistics: June, 1943, revenues increased 79.0% 
June, 1942, revenues, and 228.5% over June, 1941, revenues. 

Percentage of Increase in Class I Operating Expenses 

Ex Parte 148 Report: 1942 expenses increased 25.6% over 1941 ex- 
penses. December, 1942, expenses increased 22.5% over December, 1941. 

June, 1943, Statistics: June, 1943, expenses increased 19.4% over 
June, 1942, expenses and 51.2% over June, 1941, expenses. 

Operating Ratio (Ratio of expenses to revenue) 

Ex Parte 148 Report: Operating ratio was 68.5% for 1941 and 61.6% 
for 1942. i 

June, 1943, Statistics: Operating ratio was 60.5% for June, 1943. 

In this connection there seems to be some impression that the 
freight rate increases, suspended until January 1, 1944, pursuant to 
the I. C. C. order in Ex Parte 148, Reopened, will not be automatically 
restored on that date but will remain suspended unless and until the 
carriers refile the increased rates. This is not the case. The tariff sup- 
plements effectuating the suspension of freight rate increases contain 
this provision: ‘Effective January 1, 1944, said increases in rates and 
charges again will become effective.’’ Uniess prevented by an Interstate 
Commerce Commission order, pursuant to proceedings timely initiated 
by others, or by the Commission on its own motion the freight rate 
increases will be automatically restored on January 1, 1944, under tariffs 
already on file. 


1941 


over 


over 1941 


over 


1941 


over 


AIRPLANE PARTS PROTEST 


While the protested item, “airplane noses, wooden,” is 
broad enough to cover all types of airplane noses, it was 
intended to cover a particular type of part which is no longer 
being produced, say the Secretary of War, and the Office 
of Price Administration, in asking that the Commission sus- 
pend item 1625 in tariff M. F.-I. C. C. A-12 of Eastern-Central 
Motor, Carriers Association, filed to become effective Sept. 14. 

The protest of the Secretary of War said it was under- 
stood that the carriers published the proposed rating for the 
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purpose of obtaining increased revenues on a plywood section 
which had variously been called a “nose,” a “dome,” or a 
“blister,” and which was designed to house secret equipment. 
This section was produced in small quantities, largely as an 
experiment, said the protest, but that the contracts had been 
cancelled, production abandoned, and that the articles now in 
existence would be destroyed. 

The protests said that the proposed adjustment would have 
the effect of increasing rates on airplane parts, nose, N. O. I., by 
establishing a rating of five times first class, any quantity, in 
lieu of the present rating of one and one-half times first class, 
less truckload, and one and one-quarter times first class, 
minimum weight 10,000 pounds. 

The term “nose” as used in connection with airplanes was 
indefinite, said the protest of the.Secretary of War, and that 
even among experts in aircraft construction there was no 
unanimity of opinion as to what particular part of the forward 
section of the fuselage of any particular type or model of air- 
plane might be called the nose. It was apparent, therefore, that 
the proposed publication would lead to many controversies 
among shippers and carriers, and would open the way for 
discrimination, preference, and prejudice, it said. 

The O. P. A. protest said that such an increase on a com- 
modity going into the construction of aircraft would appear 
to be detrimental to the war effort. 


Petroleum Carrier Application 


Alleging that “in this proceeding the efforts of the appli- 
cant have been to delude and misinform the Commission as to 
the true ownership and control of applicant corporation, through 
the false, misleading and incomplete testimony of applicant’s 
officers,” the section of law and enforcement of the Bureau of 
Motor Carriers has filed exceptions to the proposed report, and 
asked reopening of the proceeding in MC 63517, Sub. 8, Petro- 
leum Carrier Corporation Common Carrier Application. The 
section of law and enforcement asked reopening for the re- 
ception of the applicant’s annual reports to the Commission 
for 1941 and 1942, and also asked that the examiner’s finding on 
the issue of fitness should not be adopted, “and the application 
should be denied on the additional ground that the applicant 
has not established that it is fit, willing, and able properly to 
conduct the proposed common carrier operation.” 

In his proposed report, Examiner C. E. Brooks recom- 
mended denial of an application changing the status of the 
applicant with respect to bulk operations from that of a con- 
tract carrier to that of a common carrier and, in addition, 
recommended denial of an application extend operations of 
a Carrier Corporation (see Traffic World, July 7, 
p. 133). 

Exception was taken to a single finding and the conclusions 
of the examiner based*on that finding, said the law and enforce- 
ment section, and quoted the examiner’s report to the effect 
that there was nothing to show that the applicant was or had 
been subject to direct or indirect control by Gulf Refining Cor- 
poration, or anyone associated with Gulf. 

Tracing the transfers of the stock of Petroleum Carrier, 
“valued at many thousands of dollars, for little or no considera- 
tion in certain instances,” the law and enforcement section said 
that the record afforded substantial basis for the conclusion 
that Edward H. Lynch, intervener as a stockholder, “has been 
the man behind the scenes throughout all these unexplained 
stock transfers,” adding that the examiner had disregarded this. 
That Mr. Lynch had such an undisclosed interest in the appli- 
cant, it said, was “the only logical deduction from the record as 
a whole, i. e., from the successive gratuitous transfers of stock 
culminating in his acquisition of 24 shares of stock....” Mr. 
Lynch, it said, had been in the employ of Gulf for eight years, 
until less than three months before the transfer of the stock to 
him. 

The brief was intended, it said, to demonstrate that appli- 
cant had not made proof of fitness properly to perform the pro- 
posed operation. This was apparent, it said, because: 


(1) The officers and directors of the corporation have not only 
failed to disclose the true facts of the ultimate control of the appli- 
cant, but have actively endeavored to conceal those facts; and 

(2) It is a fair inference from the record that Edward H. Lynch 
has exerted a surreptitious control over the applicant despite assertions 
of record to the contrary. 


After reciting the testimony at the various hearings, the 
brief said that when testimony given at the last hearing was 
considered together with the applicant’s annual reports for the 
years 1941 and 1942, “some of the facts heretofore withheld 
from the Commission through false, misleading, or deliberately 
suppressed testimony, are supplied for the first time, and the 
truth begins to emerge.” The materiality of the annual reports 
aforementioned, said the brief, could not reasonably have been 
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anticipated until after the disclosures made at the last hearing, 
and the consideration of the facts there developed in the light 
of the annual reports. A proper determination on the applica. 
tion could not be made, it said, without consideration of the 
annual reports for 1941 and 1942, and followed this statement 
with an analysis of the pertinent facts in those reports. 


California Forwarders’ Status 


Briefs filed with the Commission in a proceeding involving 
applications of three California companies for freight forwarder 
permits show one of the applicants to be in disagreement with 
the other two as to the status of their respective operations 
under part IV of the act. 

The applications, heard on a consolidated record, are: 
FF-8, Howard Terminal, Oakland, Calif.; FF-21, Encinal Ter. 
minals, Alameda, Calif., and FF-27, George C. Schaefer, dba 
Consolidated Freight Forwarding Co. 

Howard Terminal, in its brief, contends that it is not 
a “freight forwarder’ as defined in section 402(a)(5) of the 
act, that its operations are exempt from regulation under 
section 402(c)(2), and that its application should be dismissed, 
In the event it is found to be a freight forwarder, it asks 
authority to operate as such in transportation of canned goods 
from Oakland to all points in the United States. It says it 
now operates public wharfinger and public warehouse facilities 
in Oakland and has conducted a pool car service incident to its 
wharfinger services by steamer since 1927 or 1928 and by rail 
Since 1941. It says it does not assume responsibility for tyans- 
portation of a shipment from point of receipt to point of 
destination, and that its operations are those of a shipper’s 
agent in consolidating or distributing pool cars, its respon- 
sibilities to shippers in connection with such operations being 
confined to the terminal area in Oakland where the cars are 
loaded and to the terminal area at the break-bulk point where 
the cars are unloaded. It avers that “there is no essential 
difference in the operations of any of these three applicants, 
Pemege Encinal, Howard and Consolidated Freight Forward- 
ing Co.” 

“Howard, Encinal or Consolidated,” it says, “consolidates 
(canned goods) into the rail pool car, the water pool car, o@ 
motor vehicle. The carrier, whether one subject to part |, 
II or III of the interstate commerce act, issued a bill of lading 
for the transportation of such consolidated shipments from 
the place of business of one of the three applicants to the break- 
bulk point, and assumes responsibility for the transportation 
of such shipment from applicant’s place of business to such 
break-bulk point. The exact charges of such carrier are pro- 
rated among the suppliers, according to weight, and to this 
applicant adds his own charge, including the enclosure receipt 
charge. None of the applicants performs or provides for the 
performance of the distributing operations from the break- 
bulk point to destinations beyond; that is arranged for by the 
sub-consignees or whoever holds the enclosure receipts and 
délivery orders. This is done by the latter at their own expense 
and without reference to any of the three applicants. The 
applicants perform or provide for the performance of the 
break-bulk operations.” ; 

Howard Terminal said it opposed restriction of the service 
of any of the three applicants to only the specific destinations 
or destination states served by them, respectively, prior to 
May 16, 1942. 

Consolidated Freight Forwarding Co., in its brief, con- 
tended that the other two applicants were not exempt from 
regulation and that the territorial scope they sought exceeded 
that to which they were entitled. Consolidated said it had 
not asked dismissal of its application. It contended that How- 
ard and Encinal, in their pool car operations, were not acting 
as agent of any particular shipper, but as an independent agency 
assembling and consolidating the shipments of many shippers 
into carloads then forwarded by those applicants as independent 
shippers. 

Consolidated said it used substantially the same form of 
enclosure receipt and claim assignment as Encinal and Howard, 
but that it “frankly” conceded that it assumed responsibility 
for the transportation of the property from the point of re- 
ceipt to the point of destination. It accused Encinal of “de- 
liberately attempting to gain operating rights by withholding 
information from the Commission.” 


RAIL ACCOUNTING SYSTEM MODIFIED 

Effective Jan. 1, 1944, the Commission, division 1, by a 
order entitled “In the Matter of Uniform System of Accounts 
to Be Kept by Steam Railroads,” has modified and amended 
the uniform system of accounts for steam railroads, issue of 
1943. The modifications pertain to instructions as to road and 
equipment and operating expenses, road and equipment ac 
counts, operating expense accounts, and general balance sheet 
accounts. 
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REGULATION OF COMMON CARRIERS 


(District Court, W. D. Washington, N. D.) In action to 
enjoin and set aside order of Interstate Commerce Commission, 
plaintiff cannot attack factual basis of commission’s findings in 
absence of transcript of evidence before the commission. Inter- 
state Commerce Act Secs. 1(6), 2, 3, 49 U. S. C. A. Sees. 1(6), 
“In action to set aside order of Interstate Commerce Com- 
mission refusing to set aside newly promulgated railroad all- 
commodity rates, and all-rail, related carload all-commodity 
rates to western points, findings of commission were sufficient 
and valid. Interstate Commerce Act Secs. 1(6), 2, 3, 49 U. S. 
Cc, A. Secs. 1(6), 2, 3. 

Where proposed railroad rates produced only a change and 
not an increase in existing rates, burden was on parties attack- 
ing rates before Interstate Commerce Commission to establish 
illegality. Interstate Commerce Act Secs. 15(7), 49 U. S.C. A. 
Sec. 15(7). 

Where Interstate Commerce Commission determined that 
protestants’ claim that proposed railroad rates were unjust and 
discriminatory had not been established, commission was not 
required to make detailed specific findings not necessary to 
support the conclusion reached. Interstate Commerce Act 
Secs. 1(6), 2, 3, 49 U. S. C. A. Secs. 1(6), 2, 3. 

Where Interstate Commerce Commission’s report fully dis- 
cussed and considered respective contentions of the parties, 
evidence and reasons supporting conclusion that proposed rail- 
road rates had not been shown to be unlawful, nothing more 
was required. Interstate Commerce Act Secs. 1(6), 2, 3, 49 
U.S. C. A. Secs. 1(6), 2, 3. 

It was for Interstate Commerce Commission to determine 
whether competitive conditions and merchandising needs and 
circumstances attending related transportation service justified 
questioned change in rates, and Federal District Court was 
bound by such fact determination. Interstate Commerce Act 
Secs. 1(6), 2, 3, 49 U. S. C. A. Secs. 1(6), 2, 3. 

Where Interstate Commerce Commission did not find that 
all-commodity classification was unjust or discriminatory or 
otherwise unlawful, commission could not set aside such rates. 
Interstate Commerce Act, Sec. 15(1), 49 U. S. C. A. Sec. 15(1). 

Where court could not say there was no rational basis for 
Interstate Commerce Commission’s conclusion that proposed 
railroad rates were not unjust or discriminatory or otherwise 
unlawful or that commission had abused its power, miscon- 
strued statute, or exceeded constitutional limits, court could 
not interfere: Interstate Commerce Act Secs. 1(6), 2, 3, 49 
U. S. C. A. Secs. 1(6), 2, 3. (Pacific Inland Tariff Bureau vs. 
United States, 50 Fed. Supp. 376). 





JOHN J. CASALE, INC., APPLICATION 


Contesting the authority of the Commission to refuse to 
an applicant the right to withdraw his application, a complaint 
has been filed in the federal court for the district of Delaware, 
asking that the court set aside the order of the Commission in 
MC 20314, John J. Casale, Inc., Contract Carrier Application 
wage to dismiss the application (see Traffic World, April 

, p. 909). 

_ The complaint said that both division 5, and the full Com- 
mission, had entered orders; “without findings or other opinion” 
denying the petition to withdraw the application. It asked that 
the Commission be enjoined for proceeding any further in re- 
spect to the application; that an interlocutory injunction be 
issued pending further consideration by the court; and that on 
final hearing of the case by the court an order be entered 
“mandatorily requiring the Commission to permit withdrawal 
of the said application. .. .” 


ILLINOIS COMMUTATION FARES 


Nye F. Morehouse, assistant general counsel, Chicago and 
North Western, filed a motion in the superior court of Cook 
County, Ill., September 8, to have consolidated two cases pend- 
ing in the court in the matter of the company’s collection of 
increased charges for suburban passenger commutation service 
In the Chicago area (see Traffic World, July 10, p. 70). In 
one case, the company seeks court review of an order of the 
Illinois Commerce Commission denying permission to the com- 
pany to make the increases; in the other, the company obtained 
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an interlocutory injunction last January, under which the Illi- 
nols commission was temporarily restrained from interfering 
with collection of the higher fares, which were 10 per cent 
over former charges. Mr. Morehouse seeks “for convenience 
to the parties and court” to have one hearing on the appeal 
from the commission order and on the matter of making the 
injunction permanent. Counsel for the commission have indi- 
cated they will oppose the motion to consolidate. Hearing on 
e — has been set for September 21 before Judge John 
. Lewe. 

Judge U. S. Schwartz of the superior court, September 
9, denied a motion by counsel representing the commission and 
the Illinois attorney-general’s office to dismiss the temporary 
injunction. 


R. 1.-FRISCO TERMINAL LEASE 


Judge M. L. Igoe in the federal district court at Chicago 
has entered an order, sought by the trustees in the Chicago, 
Rock Island and Pacific reorganization case, approving the 
extension for 10 years from August 31 of a lease, which has 
been in operation for 20 years, under which 50,550 square 
feet of real estate owned by the Rock Island-Frisco Terminal 
Railway at St. Louis is leased by the Rock Island Improvement 
Company for $4,549.50 a year. The trustees informed the 
court that the improvement company was wholly owned by 
the Rock Island Lines; that the railroad company owned three- 
fifths of the stock of the terminal railway; that the St. Louis- 
San Francisco Railway owned the other two-fifths of terminal 
company stock; that the Improvement Company had built 
warehouses, team tracks, and other buildings on the property 
involved, and received rental from shippers for the use of 
those improvements. 


ELKINS ACT PROSECUTIONS 


The Commission has been advised that a grand jury for . 
the northern district of Alabama, at Birmingham, on Sept. 3 
returned three indictments, charging the Kilby Steel Co., 
Thomas E. Kilby and Oscar M. Kilby with soliciting conces- 
sions in violation of section 1 of the Elkins act. 

The violations in question grew out of demands made by 
Thomas E. Kilby and Oscar M. Kilby, president and vice- 
president, respectively, of the Kilby Steel Co., on the Louis- 
ville and Nashville Railroad Co. to cancel and refrain from 
collecting lawful demurrage charges accruing on carload ship- 
ments of steel held by the Kilby Steel Co. at Birmingham, Ala., 
for unloading, said the Commission. 

On Sept. 1, at Los Angeles, an indictment in five counts 
was returned in the United States District Court for the south- 
ern district of California against Philip E. Thomas, member of 
a partnership doing business as the Southern California Min- 
erals Co., the Commission has advised. This indictment charged 
violation of Section 1 of the Elkins act in soliciting and re- 
ceiving concessions on shipments of talc made by the partner- 
ship, by the device of billing such shipments as ground stone, 
said the Commission. 


AlabamaHighwayExpressMotorCase 


At the request of the federal court for the northern Ala- 
bama district, southern division, at Birmingham, the Commis- 
sion has postponed the effective date of its order in MC 71516, 
Alabama Highway Express, Inc., Common Carrier Application, 
until Nov. 13. Following the filing of a suit to set aside the 
Commission’s order, the court asked for the postponement in 
order to avoid the necessity for convening a three-judge court 
to hear the request for a temporary restraining order. The 
case would be heard on its merit, the court said, between Oct. 
15 and Dec. 15. 


The complaint filed in the Alabama federal court said that 
the Commission had applied a different and more rigid test to 
this type of carrier (an irregular-route common carrier) than 
to a common carrier operating on regular routes and regular 
schedules. Alabama Highway’s operations, said the complaint, 
were “bottomed upon call and demand service, i. e., plaintiff 
rendered service to the general public transporting any com- 
modity, class or classes of commodities, between any points 
within the territory designated by its application. .. .” 

Its application, under the “grandfather” clause of the act, 
said the complaint, was for authority to transport general com- 
modities, with exceptions, between all points and places within 
the states of Alabama, Florida, Georgia, South Carolina, North 
Carolina, Virginia, Maryland, Pennsylvania, New Jersey, New 
York, Ohio, West Virginia, Michigan, Indiana, Illinois, Tennes- 
see, Kentucky, Mississippi, Louisiana, Missouri, and the Dis- 
trict of Columbia. 

The Commission’s order was contrary to law, said the 
complaint, because the limitations imposed held the applicant 
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to a one-way haul and “puts it out of business.” There was no 
test to determine how often the general public required a call 
and demand service, it said, and that there was nothing to 
indicate from the evidence of record that Alabama Highway 
had in any manner limited its undertaking to any specific com- 
modity, or limited its operations between any specific points 
within the territory sought in its application. 

The Commission erred, said the complaint, in its manner 
and treatment of the evidence in making its findings, “to-wit: 
Its failure to consider and treat the operations conducted by 
plaintiff in the territory as whole; and its consideration and 
treatment of the operation conducted by applicant as if appli- 
cant conducted a separate, distinct and unconnected operation 
between points and places in the state of Alabama, on the one 
hand, and, on the other, points and places in the states set 
forth in the application.” 


Truck Protective Tariff 


Opposition to the establishment of a suggested tariff, con- 
taining rules and regulations for the handling of perishable 
freight by truckers, and naming local and joint charges for 
protective services on truckload shipments, was voiced by ship- 
per representatives at a hearing on the matter, in docket No. 
$226, at the regular monthly hearing of the standing rate com- 
mittee of the Central States Motor Freight Bureau at Chicago, 
September 8. The tariff was prepared by a national refrigera- 
tion committee headed by C. L. Lawson, chairman of the 
Cc. S. M. F. B. standing rate committee, and composed of a 
trucker member and a staff member of each of various truck 
rate bureaus throughout the country (see Traffic World, Aug. 
21, p. 419). 

Pur. Lawson, presiding at the hearing, said the bureaus 
had docketed the suggested tariff for discussion and analysis 
at their public hearings, after which the bureau rate commit- 
tees would report to the national refrigeration committee. He 
said that the tariff was by no means in readiness for publica- 
tion. Additional hearing would be held at some future date, 
either by the C. S. M. F. B. rate committee and other such 
committees, or by an American Trucking Associations commit- 
tee, before action would be taken to have such a tariff pub- 
lished. Some trucking company and shipper spokesmen at the 
hearing said they believed the truckers probably would not 
establish such a tariff, for nationwide application, for at least 
a year or 18 months. 

Objections to the form or content of the suggested rules 
and to the proposed rates and charges were voiced by repre- 
sentatives of meat packers, dairy producers, breweries, and 
processed foods companies at the hearing. C. D. Couch, divi- 
sion traffic manager, The Glidden Company, Chicago, said he 
did not object to the principle that truckers were entitled, on 
truckload shipments of perishable freight, to some compensa- 
tion for icing and heating charges, or to the formula under 
which a tariff might be published for nationwide application. 
He suggested, however, that the tariff be changed to provide 
for varying charges on various commodities according to the 
weight of individual shipments, the amount of refrigeration 
desired by shippers, the pre-transportation refrigeration condi- 
tion of the shipments, and the like. The proposed tariff would 
provide for two charges for refrigeration, one applicable when 
shipments were kept under refrigeration at 32 degrees and 
over, and the other applicable for protection at lower than 32 
degrees. In addition, he said, refrigeration charges should be 
kept separte from line haul rates on various commodities, be- 
cause some commodities required more icing in one season than 
in another. 

R. A. Ellison, traffic manager, Cincinnati Meat Packers 
Association, testified that the truckers had enjoyed some busi- 
ness because they had in the past published single factor rates 
and that they might lose some of that traffic if separate charges 
for protective servcie were added to regular line haul charges. 
The proposed charges set up in the tariff were far in excess of 
actual costs, he said. Other witnesses said they believed the 
actual costs were only one fourth as much as the proposed 
local and joint charges named in the tariff. Spokesmen for the 
Anheuser-Busch, Inc., Swift and Company, Cudahy Packing 
Company, Beatrice Creamery Company and other shippers of 
perishable freight also protested against the proposed rates. 
They took the position, generally, that present single-factor 
rates were satisfactory and that no change should be made at 
present to provide for separate, additional charges for protec- 
tive services. 


PRACTICES OF HOUSEHOLD CARRIERS 
A brief on behalf of Household Goods Carriers’ Bureau, 
filed with the Commission in Ex Parte MC 19, Practices of Com- 
mon Carriers of Household Goods, asks that rules 7, and 9 to 
15, as proposed by the Commission’s Bureau of Motor Carriers, 
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not be adopted (see Traffic World, July 10, p. 76). It asks that 
the bureau continue its investigation “to the end of developing 
an experience reflective of thoroughly established complaints 
to determine to what degree, if any, conditions may be im- 
proved by more rigid enforcement of present rules and regula. 
tions covering the publication of tariffs and practices governing 
household goods carriers.” 

The household bureau said the case presented by the Bu- 
reau of Motor Carriers was lacking in specific detail and tended 
only to confirm the general opinion that great improvement in 
carrier practices had been effected under the present rules, and 
that the relatively small number of bona fide complaints which 
might be confined mostly to “a small element of operations” 
did not justify the obvious burden on operations contained in 
the proposed rules. These proposed rules, if adopted, the house- 
hold bureau said, “would likewise be ignored by that small 
element representing the major source of shipper complaints,” 
The bureau said it was sincerely believed that strict enforce- 
ment of existing law and regulations would bring complete 
relief to shippers and operators alike. 


Cc. N. 8S. & M. Wages, Rules 


Officials of brotherhoods representing operating employes 
of the Chicago, North Shore and Milwaukee Railroad said at 
Chicago, September 8, that Stabilization Director Vinson had 
denied their request for abrogation of his order of July 8 reduc- 
ing by 2 cents an hour the wage increases of 16 cents an hour 
for North Shore employes recommended by an emergency fact- 
finding panel and embodied in a contract signed by union and 
— officials the same day (see Traffic World, Sept. 4, 
p. é 

The union officials had asked for abrogation of the order 
on the ground that it had been announced July 9, more than 
30 days after the emergency board had made its recommenda- 
tions. They said Director Vinson, in a letter to them on the 
subject, announced he had sustained his July 8 order and con- 
sidered the matter closed. He suggested that they seek addi- 
tional information from the National Railway Labor Panel, 
they said. They added that they had appealed from Director 
Vinson’s order to Director Byrnes of the Office of War Mobili- 
zation. The appeal, they said, had been made prior to receipt 
of Director Vinson’s communication. 

J. B. Gallagher and E. J. Quinn, trustees for the North 
Shore, have filed an answer, in federal district court at Chicago, 
to a motion made by attorneys for the North Shore brother- 
hoods, August 9, in which the brotherhoods seek to have va- 
cated a court order issued in February, 1942, under which 
North Shore trains operating within Chicago are manned by 
employes of the Chicago Elevated Lines. ‘The order was issued 
to meet an emergency created by a strike of elevated line em- 
ployes represented by the Amalgamated Association of Street, 
Electrical Railway and Motor Coach Employes of America. 
North Shore trains in Chicago operate over the elevated line’s 
tracks. The North Shore unions ask for vacation of the order 
on grounds that the strike issue no longer exists and that the 
court order was improper because the matter came under juris- 
diction of the National Railway Labor Board. 

In their answer, the trustees say that the February, 1942, 
order had not resulted from negotiations between the Amal- 
gamated union and company officials but from action of the 
court alone. The N. R. L. B. had not had jurisdiction of the 
dispute at the time the order was issued because North Shore 
employes were officially represented at the time by the Amal- 
gamated union and because the Brotherhood of Railway Train- 
men and Brotherhood of Locomotive Firemen and Enginemen 
had not been certified as bargaining agents for North Shore 
employes by the N. R. L. B. until March 9, 1942, they say. 
The order was essential to continuance of operations of North 
Shore trains, to the war effort, and to the public generally, 
they say, denying that continuation of the present arrange- 
ment, under which Amalgamated employes exchange positions 
with North Shore employes at Howard Street, Chicago, will 
deprive creditors or stockholders of indebtedness payments due 
them. They ask that the motion to vacate be denied. 





CHICAGO TRUCK MECHANICS’ WAGES 


The sixth regional office of the National War Labor Board 
at Chicago has granted.a 13-cent an hour wage increase to 618 
automobile mechanics, helpers, and apprentices, members of 
Local 701, Automobile Mechanics’ Union, International Asso- 
ciation of Machinists, all of whom are employed at Chicago 
by members of the Cartage Exchange of Chicago, the Illinois 
Motor Truck Operators Association, and 17 other truckers. 
The board’s order, which becomes effective April 1, provides 
the following: 


Hourly wage increases for mechanics, increased from $1.02 to $1.15; 
for helpers, from 67 to 80 cents; for apprentices, from 52 to 65 cents; 
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a night shift bonus of 5 cents an hour; time and one-half for work 
over eight hours in one day or 48 in one week, and for Sundays and 
polidays; one week’s vacation with 48 hours’ pay for all employes with 
one year of service prior to October 1, 1943. Approximately 500 of 
the employes involved are mechanics, the others helpers and appren- 
tices. 


In issuing its order, the board said the union, the two 
associations and the 17 independent truckers had proposed the 
approved scale last May. A protest was filed by the Central 
States Area Employers’ Association, representing other truck- 
ers, it said, explaining that the proposal had been approved 
because the Central States Association had in the past ac- 
cepted for its members scales established by the I. M. T. O. A. 
and the Cartage Exchange. It said the increases would not 
have an unstabilizing influence on trucking .wages in the Chi- 
cago area. 


McNEAR ASKS RETURN OF T. P. & W. 


Reply by Director Eastman, of the Office of Defense Trans- 
portation, to the letter of George P. McNear, Jr., president of 
the Toledo, Peoria and Western, asking that the railroad be 
returned to the corporation, was being held up, it was under- 
stood, because the National War Labor Board had not replied 
to Mr. Eastman’s request for a statement of the board’s posi- 
tion with respect to Mr. McNear’s request. The board, as re- 
ported in the Traffic World, Sept. 4, p. 528, voted to advise 
Mr. Eastman that Mr. McNear would have to comply with the 
poard’s decision in the T. P. & W. labor case as a condition 
precedent to return of the road to the corporation. Its decision, 
however, it was understood, had not been transmitted to Mr. 
Eastman. 


Discrimination in R. R. Employment 


Charges of discrimination in employment because of race 
or color against 23 railroads and 14 labor unions will be 
examined by the President’s Committee on Fair Employment 
Practice at hearings to be held September 15-18 in the 
departmental auditorium,. Department of Labor, in Washington. 

The committee said that complaints received by it al- 
leged that the practices and policies under question failed to 
conform to the provisions of executive order 8802 as amended 
by executive order 9346 to the detriment of the prosecution 
of the war, the workers’ morale and national unity. It said 
most of the charges involved the question of discrimination 
against Negro workers. In some cases, workers of Mexican 
origin are involved. 

Investigation by it had resulted in compilation of a long 
list of allegations involving agreements between railroads 
and unions whereby the effective utilization of available quali- 
fied manpower had been hampered because of discriminatory 
employment practices based on race, said the committee. 

Chief among the practices listed was that of considering 
Negro railroad workers “non-promotables,” said the committee. 
This, it continued, was alleged to have been done through the 
negotiation of agreements between union and railroad setting 
certain restrictions on the percentage of Negroes to be em- 
ployed in a stipulated category. These agreements, together 
with enactment of union regulations limiting or barring non- 
white membership, tended to reduce sharply the number of 
qualified Negroes employed by railroads despite an increasing 
need for such labor. Other charges are that railroads have 
refused to hire or upgrade Negroes, ignored their seniority 
rights, deprived them of full-time employment unfairly and 
maintained unfair differentials in wages paid Negro workers 
as against those paid whites for identical work. 


It is also charged that Negroes have been consistently 
barred from opportunities to work on diesel-engined locomo- 
tives, and have been refused employment in or promotion to 
jobs as locomotive engineers, en, carmen, machinists and 
helpers, boilermakers and helpers, hostlers, baggagemen, con- 
ductors, trainmen, pipefitters and helpers, crane operators, din- 
ing car stewards, clerks, checkers, road brakemen, coach 
—", oilers, dining car supervisors and car retarder oper- 
ators. 

Alleging collusion between railroads and unions, the F. E. 
P. C. lists additional charges that some of the labor organ- 
izations consistently bar non-whites from membership or deny 
them the vote on organization policies, and that Negro griev- 
ances are not handled fairly when such grievances conflict 
with the interest of white workers. 

Railroads cited in the announcement include the Atlantic 
Coast Line; Atlanta Joint Terminals; Baltimore and Ohio; Balti- 
more and Ohio Chicago Terminal; Central Railroad of Georgia; 
Chesapeake and Ohio; Chicago and North Western; Georgia 
Railroad; Gulf, Mobile and Ohio; Illinois Central; Jacksonville 
Terminal Company; Louisiana and Arkansas; Louisville and 
Nashville; Missouri-Kansas-Texas; New York Central; Norfolk 
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Southern; Norfolk and Western; Pennsylvania Railroad; St. 
Louis-San Francisco; Seaboard Airline Railroad; Southern 
Railroad; Union Pacific and Virginian Railroad Com 5 

Unions include the Brotherhood of Locomotive Engineers; 
Brotherhood of Locomotive Firemen and Enginemen; Brother- 
hood of Railroad Trainmen; Order of Railway Conductors; 
System Federation No. 105; System Federation No. 103; Inter- 
national Association of Machinists; International Brotherhood 
of Boilermakers, Iron Ship Builders and Helpers; Sheet Metal 
Workers International Association; International Brotherhood 
of Blacksmiths, Drop Forgers and Helpers; International 
Brotherhood of Electrical Workers; Brotherhood of Railway 
Carmen; Brotherhood of Railway and Steamship Clerks, 
Freight Handlers and Station Employes; and Brotherhool of 
Railroad Shop Crafts. 

The Committee on Fair Employment Practice announced, 
Sept. 9, that it had withdrawn the Virginia Railway Co. from 
the list of railroad companies summoned to the hearings sched- 
uled by the committee. It said the withdrawal was made be- 
cause the Association of Colored Railway Trainmen & Firemen, 
Inc., representing the complainants, had reported the reaching 
of a satisfactory adjustment with the Virginia Railway Co. 
through the National Mediation Board on Sept. 6. 


SHIP REPAIR YARD SEIZED BY W. S&S. A. 


Acting on an executive order of the President, Admiral 
Emory S. Land, War Shipping Administrator, has announced 
that he has taken possession and assumed operation of the 
Atlantic Basin Iron Works, Inc., ship repair yard at Brooklyn, 
N. Y. It was stated that the action was taken as the result of 
a labor disturbance. Daniel S. Brierly, director of foreign re- 
pairs and salvage of the W. S. A., has been named as operating 
manager for the United States of the plant. 


DIESEL ENGINE WAGE CASE 


Railroad officials at Chicago said, September 8, that it was 
unlikely that negotiating committees representing western and 
southeastern railroads would reconvene with representatives of 
the Brotherhood of Locomotive Firemen and Enginemen to 
work out a settlement similar to the agreement that has been 
reached between the brotherhood and eastern carriers (see 
Traffic World, Sept. 4, p. 528). The western and southeastern 
committees withdrew from conferences held with the brother- 
hood officials at New York in June and July, but the eastern 
carriers’ negotiating committee continued negotiating, reach- 
ing a settlement affording the employes a more favorable wage 
adjustment than provided in recommendations made by the 
emergency board in the so-called Diesel wage case. Those rec- 
ommendations have become effective on western and southern 
lines. The railroad spokesmen at Chicago said that no plans 
had been made to continue conferences in the matter with the 
brotherhood officials. 


0. D. T. and Rail Labor 


Replying to the Railway Labor Executives’ Association's 
letter announcing the withdrawal of its members from the 
O. D. T. labor advisory committee (see Traffic World, Sept. 4), 
Director Eastman said that the matters as to which the R. L. 
E. A. group had expressed dissatisfaction seemed to him to be 
based in part on “misunderstandings which a frank and candid 
discussion might clear up,” and added that he found difficulty 
in surmising why some of those matters were included in the 
list. He invited the R. L. E. A. representatives on the “co- 
operating committee” and two other rail union leaders to "dis- 
cuss this whole matter” with him. 

The association’s letter to Mr. Eastman, signed by T. C. 
Cashen, its chairman, and J. G. Luhrsen, its executive secretary, 
contained the following statements: 


Briefly, our reasons for withdrawal are, lack of proper considera- 
tion and joint consultation and understanding with respect to matters 
of vital interest to those we represent, and the progressing of issues 
and orders lacking the spirit of wholehearted cooperation. 

We refer to Orders Nos. 1 and 2, importation of foreign nationals, 
war prisoners, women’s seniority, and the abridgement of rules and 
contractual agreements, the latter covered by directives 85, 140 and 141. 


“Labor,” the railroad unions’ weekly, said that the R. L. 
E. A. cited “one slap in the face after another” in its list of 
grievances. 

“The first rebuff,” it said, “occurred last year, when East- 
man put out directives regulating the loading of less than car- 
load freight, which affected the jobs of many rail workers. The 
orders came as a bombshell to the unions, which were never 
consulted. 

“Next, the O. D. T. sanctioned the importation of an army 
of Mexican nationals for work on the railroads, disregarding 
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the contention of the unions that adequate domestic labor could 
be obtained if decent wages were paid. 

“Support by the O. D. T. of a movement to use war prison- 
ers on the railroads was also condemned, as was the attempt of 
Eastman’s office to bar new women workers on the railroads 
from being included on regular: union seniority lists. 

“These blows to the unions were climaxed by orders from 
the Interstate Commerce Commission, issued under pressure 
from the O. D. T., which wiped out provisions of collective bar- 
gaining agreements with western railroads, and suspended 
state laws limiting length of trains—all over the objections of 
the rail labor organizations affected. 

“Sections of union agreements abrogated by decrees were 
those on the Santa Fe and Union Pacific, which, in the interests 
of safety, limited the length of trains and tonnage hauled over 
the mountain areas of California. This was the first time in the 
country’s history that an agency assumed power to tear up 
union contracts. 

“The orders covering state train limit laws affected Cali- 
fornia, Arizona and Oklahoma, but both the unions and state 
regulatory commissions indicated they would challenge these 
decrees in the courts.” 

Some of the puzzlement expressed by Director Eastman 
was based, it was believed, on the fact that the importation of 
Mexican labor for railway maintenance work, one of the mat- 
ters about-which the R. L. E. A. complained, was sponsored by 
the War Manpower Commission and was not an O. D. T. project. 


The text of Director Eastman’s letter to the R. L. E. A. 
follows: 


This will acknowledge your letter . . . in which you give notice of 
the withdrawal of the men:bers of the cooperating committee, repre- 
senting the Railway Labor Executives’ Association, from further par- 
ticipation in the meetings of our labor and management conference 
committee. 

It is with regret that I note this action for I am convinced, as the 
members of the Railway Labor Executives’ Association must be also, 
that the forthcoming months will be critical ones in the battle of 
transportation. Particularly threatening is the manpower situation, a 
matter in which your members have an immediate and vital interest. 
On this score alone, I believe it would be a disservice both to the 
organizations which you represent and to the Office of Defense Trans- 
portation to discontinue the consultative relationship we have main- 
tained thus far. 

The list of matters which you cite as having cccasioned dissatisfac- 
tion on the part of your organizations seems to me to be in part based 
on misunderstandings which a frank and candid discussion might clear 
up. In fact i find difficulty in surmising why some of these matters 
were included in the list. 

It would, in my opinion, be most unfortunate at this time if the 
action of the Railway Labor Executives’ Association should close off a 
channel which has been available to me for learning your views on the 
subjects in which we are mutually interested. In any event, I think 
that it would be desirable for the members of your committee along 
with Messrs. Whitney and Johnston to discuss this whole matter with 
me. I hereby extend an invitation to you to do so. Will you let me 
know as soon as possible whether the committee wil accept this invi- 
tation, so that in that event an early date for such a meeting may be 
arranged? 


Rail Manpower Program 


Warning that the United States is headed for a crisis in 
railroad manpower unless drastic remedies are undertaken im- 
mediately by management and labor, with the assistance of the 
government, Director Eastman, of the Office of Defense Trans- 
portation, has announced a 13-point program calling for, among 
other things, suspension for the duration, in certain circum- 
stances, of so-called “full-crew” laws and of train and engine 
mileage limitations. 

The program was sent to the Association of American 
Railroads, the American Short Line Railroad Association, the 
Railway Labor Executives’ Association, the executive of each 
individual operating road, the heads of each individual railroad 
labor organization, and to each agency of the government 
“whose help is needed” to carry out the program to relieve the 
situation. 

Conferences would be called where joint action was neces- 
sary, said Mr. Eastman, but that such of the program could be 
put into effect immediately by the individual railroads. 

“These opportunities for relief must be pursued at once,” 
said he, “no matter how foreign they may be to past customs 
and practices.” 


The 13 points of the program, briefly stated, proposed that 
the railroads: 


(1) Prepare replacement schedules for their emloyes and file 
them with selective service officials to provide for retention of essential 
workers as long as possible. 

(2) Organize and conduct, with the aid of the War Manpower 
Commission and the Railroad Retirement Board, a special recruiting 
drive for rail workers. 


(3) Enlist the services of women employes wherever they can 
fill the jobs. 
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(4) Establish special regional pools of trained personnel among 
the eastern, southern and western railroads to serve as ‘‘flying squad. 
rons” ready to move into any area developing manpower emergencies, 

(5). Obtain from the War Manpower Commission full complements 
of workers from Mexico for maintenance work and from the War De. 
partment the assignment of war prisoners for work along tracks ang 
roadbeds when necessary. 

(6) Make adjustments in working conditions to permit payment of 
time and a half after’eight hours for maintenance-of-way work, where 
such is not now the case. 

(7) Inaugurate immediate steps to provide eating and commissary 
facilities wherever they are now inadequate and, in cooperation with 
the O. D. T. and the National Housing Agency, improve housing anq 
dormitory facilities where these are needed. 

(8) Expand training programs for new railroad workers with 
provision to pay trainees during the training period. 

(9) Establish methods for immediate report of current personne 
shortages to the proper government authorities. 

(10) Establish labor-management cooperative committees to de. 
vise ways and means for improving service to the public and to con.’ 
service manpower and equipment. 

(11) Arrange for high labor priorities in obtaining railroad workers 
in areas of critical labor shortage. This step would put the railroads 
among the first to have call on workers in areas of ‘‘controlled 
hiring.’’ 

(12) Seek the suspension for the duration, in certain circum. 
stances, of so-called ‘‘full-crew’’ laws, following a procedure giving 
full opportunity for the presentation of views of labor. Mandatory 
orders by the Interstate Commerce Commission would be the means 
of suspension. 

(13) Seek the suspension for the duration, in certain circum- 
stances, of train and engine mileage limitations, following a somewhat 
similar procedure. 































With respect to the first point of the program, Mr. Eastman 
said the replacement schedules, in effect, constituted agree- 
ments between the respective railroads and selective service as 
to which and how many employes might be inducted and the 
dates after which they would be available for call. He said that 
the O. D. T. would request selective service to grant a 60-day 
moratorium on inductions to those railroads which signified 
their intention to prepare and file such a schedule. 

“As the situation develops it may prove that the measures 
set forth will not be sufficient, in and of themselves, to forestall 
an ultimate railroad manpower crisis,” said Mr. Eastman. “In 
that event, it would seem that the only recourse will be further 
legislation by Congress, and the Office of Defense Transporta- 
tion will do what it can to promote such legislation. A pre- 
requisite plainly is a demonstration that all means of relief 
now available are insufficient. Such a demonstration requires 
that these means be put to aggressive and faithful test in actual 
practices.” 

The text of points 12 and 13 in Director Eastman’s rail- 


road manpower program, involving, in part, “featherbed” prac- 
tices that have been under attack, follow: 


12. The suspension for the duration, in certain circumstances, of 
the operation of so-called full-crew laws. 

The suspension for the duration of a full-crew law can be accomp- 
lished by order of the Interstate Commerce Commission, in the event 
that the state responsible for the laws is unable or unwilling to take 
prompt action to that effect. Any railroad company which believes it 
can show that such suspension of the full-crew law of any particular 
state would materially relieve a present or impending shortage of 
essential employes, without imperiling the public safety, should so 
notify the Office of Defense Transportation with a statement of the 
supporting evidence, sending a copy of such notification to the gov- 
ernor of the state and to duly-constituted representatives of the em- 
ployes affected by such law. Within ten (10) days ef the receipt of said 
copy, a reply thereto may be filed with the Office of Defense Transpor- 
tation. Thereupon said Office will consider with the Interstate Com- 
merce Commission the desirability of an order from the latter suspend- 
ing for the duration, in whole or in part, the operations of said law. ~* 

13. The suspension for the duration, in certain circumstances, of 
train and engine service mileage limitations still in effect which result 
in under-utilization of train and engine service employes. 

While much has been accomplished in removing such mileage limi- 
tations, there is evidence that as a result of their continuance on some 
railroads substantial numbers of train and engine service men are not 
yet working the number of hours which can be reasonably considered 
to be full time under present conditions. This is particularly true of 
assigned service. In a few cases this has resulted in complaints of em- 
ployes, who have reported that their hours, miles and earnings are 
less than they should be. 

Where such mileage limitations still exist, railroad management 
should initiate conferences with the duly-constituted representatives of 
the employes concerned for the purpose of agreeing upon the removal 
of such limitations for the duration. When any such conference fails to 
result in agreement, either management or labor, or both, should at 
once report the fact of fallure to the Office of Defense Transportation, 
together with any comments they may desire to submit. Said Office will 
thereupon consider with the Interstate Commerce Commission the prac 
ticability and desirability of mandatory action. 


Wages Not Mentioned 


Rail union leaders criticized Director Eastman’s move in 
announcing a 13-point rail manpower program, asserting that, 
while rail unions were staging a critical battle for wage im 
creases, the Director flung at them a proposed manpower pro- 
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ram that was silent about wages. They said they had not 
been consulted about the program and that, throughout the 
Director’s statement, was the implied threat that, if his ideas 
were not promptly adopted, a crackdown would follow. 

In its issue dated September 11, “Labor,” the rail union 
organ, displayed a large cartoon depicting “Joe Eastman” as 
Caesar under the caption, “Upon what meat doth this our 
Caesar feed, that he is grown so great?” “Caesar” Eastman 
was quoted as saying, in the cartoon, while pointing to a large 
hoop held up by one of his minions with a whip in hand: “Un- 
less the railroad workers jump through that hoop, they’ll incur 
my royal displeasure.” 

T. C. Cashen, chairman of the Railway Labor Executives’ 


.Association; George M. Harrison, president of the Railway 


Clerks, and B. M. Jewell, president of the A. F. of L. Railway 
Employes’ Department, asserted that the basic difficulty was 
one of wages and that the railroad wage structure must be 
fixed up first. Mr. Cashen said that, if Mr. Eastman was really 
disturbed about the manpower situation, he ought to pry loose 
some action on wage increases for railroad workers. 

With respect to the demand for removal of mileage limita- 
tions, D. B. Robertson, president of the firemen and enginemen, 
said the fact was that ‘‘our organizations have voluntarily lifted 
such limitations during the war and most of our men are 
already working such long hours that their health is impaired.” 
All in all, said he, the trouble with the O. D. T. was that it 
“hasn’t got a single labor man on its staff. If it had, the story 
might be different.” 

Referring to the Pennsylvania and New York Central pas- 
senger train wrecks, Mr. Robertson said the O. D. T. and other 
agencies that were agitating for relaxation of regulations dur- 
ing the war had better think twice before they acted. It was 
stated that Director Eastman, in urging junking of laws de- 
signed to safeguard both employes and the public, apparently 
had forgotten that these measures were put on the statute 
books by legislators who had heard the testimony of practical 
railroad men. The wrecks, said Mr. Robertson, were tragic 
evidence of the need to maintain all safety regulations and laws. 

The rail labor executives are to confer with Director East- 
man about September 22, with regard to their withdrawal from 
the O. D. T. advisory committee, and other matters. 


Rail-Truck Coordination 


The subject of coordination of rail and truck operations as 
an equipment-conservation measure, after having lain dormant 
several months because of seeming inability of the railroad and 
trucking industries to reach agreement as to effective steps for 
achieving such conservation, has been revived, with the issuance 
by Office of Defense Transportation officials of a request for 
surveys along specific routes to determine what action, if any, 
may be taken to bring about more efficient use of both trucks 
and railroad cars. 

V. V. Boatner, director of the O. D. T. division of railway 
transport, and H. C. Arnot, director of the O. D. T. motor 
transport division, have addressed a letter, following a confer- 
ence, requesting such surveys to A. F. Cleveland, vice-president 
of the Association of American Railroads and head of the 
railroads’ committee on rail-truck coordination, and Ted V. 
Rodgers, president of the American Trucking Associations, Inc., 
chairman of the trucking industry’s committee on rail-truck 
Coordination. The letter follows: 


In accordance with our conference the following is the plan as 
agreed to: 

The committees of the two modes of transportation shall imme- 
diately make studies of the movement of freight traffic between. Cin- 
cinnati and Chicago, Chicago and Twin Cities, and Atlanta and Jack- 
sonville to learn where conservation may be brought about (a) be- 
tween the motor carriers solely and between the railroads solely, (b) 
between the two systems of transportation working together to see if 
conservation can be brought about through the exchange of freight 
between one system of transportation with the other. 

It is understood that this study is to cover freight in over-the-road 
Movement only and not freight handled in intra-terminal of intra-city 
movement. 

Within one month’s time, or by October 2, you are to forward us 
a report showing how far your studies have gone and what has been 
accomplished and with your suggestions as to further accomplishments 
to be brought about. 


It was stated at the O. D. T. that there was an unbalanced 
freight movement between Atlanta, Ga., and Jacksonville, Fla., 
and that this was also true of movements between Chicago and 
the Twin Cities. The situation with respect to the Atlanta- 
Jacksonville traffic, it was said, involved a predominance of 
citrus fruit shipments northbound from Jacksonville by rail 
and less-truckload shipments of supplies southbound. The ob- 
servation was made that diversion of the southbound truck 
traffic to the rails would release trucks now engaged in that 
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service to other routes where there was a more urgent de- 
mand for truck service, would make unnecessary the allocation 
of new trucks to the service between Atlanta and Jacksonville, * 
and would make possible greater utilization of freight car 


- space on the south-bound rail movement. 


The American Trucking Associations, Inc., announced that 
it had arranged for a meeting of motor carriers in Chicago, 
Sept. 14, in which rail-truck coordination would be discussed. 
Carriers between Chicago and Minneapolis-St. Paul and be- 
tween Chicago and Cincinnati, O., were invited to attend the 
meeting, it said. According to the announcement, the meeting 
will be in charge of E. J. Buhner, Harry F. Chaddick, and Pete 
Greenberg, who are chairmen of the truck-industry rail-truck 
coordination committees for the eastern, central and western 
territories, respectively. 

It was expected that a similar meeting would be held in 
Atlanta, said the A. T. A. L. A. Raulerson is chairman of the 
truck industry’s rail-truck coordination committee in southern 
territory. 

Present at the meeting to which reference was made in the 
letter heretofore reproduced were: Mr. Cleveland; Mr. Rod- 
gers; John V. Lawrence, managing director of the A. T. A.; 
Carl F. Jackson, assistant general manager of the A. T. A.; 
Charles B. Colpitts, associate director of the O. D. T. railway 
transport division; Mr. Boatner, and Mr. Arnot. 


Joint Information Offices 


Approximately 80 per cent of several hundred motor 
carriers have replied favorably to the suggestion of H. C. 
Arnot, director of the division of motor transport of the 
Office of Defense Transportation, that the duties performed 
by the approximately 75 joint information offices be trans- 
ferred to the 142 O. D. T. district offices. Mr. Arnot suggested 
transfer of duties of the joint information offices to the 
O. D. T. district offices as a means of obtaining maximum 
utilization of over-the-road vehicles in a letter to members 
of the trucking industry asking for their views on the matter 
(see Traffic World, Sept. 4, p. 530). Those favoring the 
transfer, according to the O. D. T., feel that the cost of the 
joint information offices has been borne by a relatively small 
group of carriers, although the offices were set up for all 
the carriers. 

Transfer would enable the O. D. T. to keep a complete 
record of all empty truck movements. There would be no 
fees under O. D. T. control. While it is suggested that such 
a transfer be made, it is understood that a personnel problem 
would confront the O. D. T. in carrying on the activities. 


Asked to comment on the suggested transfer, R. G. Ather- 
ton, general manager, American Trucking Associations, Inc., 
said it had been the position of A. T. A. that it would be 
better, on the basis of present circumstances, for the joint 
information offices to remain in the hands of the industry, 
and that what was needed was some correction in procedure. 
He said the A. T. A. had sent to the O. D. T., in May, about 
eight recommendations for changes in procedure in the joint 
information offices. ‘Those changes, he said, might perhaps 
have “stiffened” the operation of the offices and might have 
made them more effective. As far as A. T. A. knew, he added, 
none of the recommendations had been adopted. If the 
proposed shift was a mere change in the location of the 
office, with no change in procedure, Mr. Atherton said that, 
on the basis of the present functioning of the offices, they 
would be better off in the industry’s hands. However, he 
added, if the shift of the duties to O. D. T. district offices was 
to be accompanied by a change in procedure, the association’s 
executive committee, which he said would meet Sept. 22, 
might see fit to change its position. 

There may be reasons why the Office of Defense Transpor- 
tation should take over the functions of those joint truck in- 
formation offices that have not been successful in bringing 
about more efficient use of motor truck equipment in their 
respective areas, but it does not follow that such of those 
offices as have been operating successfully should be obliged to 
discontinue and have their work taken over by the government 
body. That opinion is expressed in a letter from Carl Mari- 
nello, manager of the Chicago Joint Information Office, Inc., 
to Harold C. Arnot, director, division of motor transport, 
O. D. T. The letter is in response to the one sent to members 
of the motor carrier industry by Mr. Arnot. 


The inference to be drawn from Mr. Arnot’s letter, says 
Mr. Marinello, is that, if the O. D. T. decides to take over some 
joint information offices, it will take over all of them. As far 
as the Chicago’ office is concerned, he says, its board of gover- 
nors “is definitely of the opinion that it has operated very suc- 
— and_is entirely satisfied with the results.” The Chicago 
regional director of the O. D. T.’s division of motor transport, 
says he, “is also satisfied with the advantages that have ac- 
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crued to the trucking industry in this area because of the 
excellent record of the joint information office in utilizing 
available empty motor freight equipment.” 

The Chicago office has not confined its attention to the 
objective stated in O. D. T. general order No. 13, which is the 
elimination of the dispatching of empty or partly loaded equip- 
ment, says Mr. Marinello. In addition, that office has contrib- 
uted to the solution of the problem of traffic congestion caused 
by difficulty in transferring interline freight, he says. An in- 
terline transfer “bottleneck” existed in the spring of this year 
but was eliminated in a few weeks through the efforts of his 
office, says he. 

The question, he continues, is not merely whether or not 
all of the joint information offices are proving effective; “the 
question is how can the O. D. T. get better results without 
issuing additional regulatory orders that would produce the 
desired effect, and if these orders are necessary, why can’t 
they now be issued so that joint information offices could be 
more successful in their efforts?” 

In its most recent bulletin, the Chicago office calls the 
attention of the industry to Mr. Arnot’s letter and asks truckers 
to communicate with the O. D. T. “before any definite step may 
be taken to make this change.” Mr. Marinello, in his letter, 
compliments Mr. Arnot for exercising “good judgment in re- 
fraining from taking the necessary steps to make this change- 
over by asking the industry for their suggestions.” 

The Chicago office’s report for the five-weeks’ period end- 
ing August 28 showed 2438 10-ton units of traffic registered, 
compared with 2316 registered in the last previous five-weeks’ 
period. Other comparisons were: Units registered for loads, 
1666 as compared with 1744; units loaded through the office, 
1290 as compared with 1202, and clearances issued to points 
of loading, 4106 as compared with 3949. In the period, the 
office furnished motor equipment for the transportation of 
12,900 tons of freight outbound from the Chicago area. That 
was 880 tons more than in the last previous period. 


Chicago Interline Truck Depot 


Truckers in the Chicago suburban area will open a joint 
freight interchange terminal on the Chicago southwest side 
September 15. Twenty trucking companies have joined in 
the project through which it is hoped to expedite interline 
freight and save many miles of urban truck operation now 
spent by receiving carriers in delivering freight to the 
individual terminals of the road-haul truckers. 

The interline terminal, which occupies nearly a square 
block, will be operated by the Chicago Suburban Interline 
Terminal Corporation, incorporated under Illinois law, by 
twenty participating suburban operators. Other truckers 
have been invited to join. 


In the beginning, the operation of the facility will be 
confined to receipt of freight from the suburban trucks and 
the consolidation of it in truckloads, so far as possible, for 
road-haul transportation. Earl Girard, general manager of 
the Chicago Suburban Motor Carriers’ Association, who con- 
ceived the plan and was chiefly responsible for carrying it 
out, estimates that upward of a million pounds of freight a 
day will be handled over the docks and platforms of the 
facility daily. He said he could not make any estimate as 
to the money savings which would accrue to the participating 
carriers or as to the number of miles that would be eliminated 
in urban trucking. As to the latter, however, he said he 
had no doubt but that they would add up “into thousands 
weekly.” He pointed out, however, that there would undoubt- 
edly be a reduction in the number of vehicles necessary for 
the suburban truckers to make their Chicago interline 
deliveries. At present, he said, many of those operators had 
to use a number of smaller partially loaded trucks to make 
daily deliveries individually to each of the road-haul carriers 
for which they had freight. Under the new arrangement, he 
said, those truckers could send all of their freight to the 
interline terminal in solidly loaded larger units. 


The plan was worked out under a joint action plan 
recently submitted to and approved by the Office of Defense 
Transportation (see Traffic World, July 24, p. 197). Frank 
Purse, district director of the Commission’s motor carrier 
bureau, and Harry Gormley and Frank Corcoran, regional 
manager and district manager, respectively, for the O. D. T., 
were consulted in developing the new terminal. So was Col. 
Dan Hardt, U. S. Army sixth zone transportation officer, who 
has a special interest, in that it is planned to consolidate 
incoming shipments at the terminal for moving in truckloads 
to the Army’s large freight concentration depot on Pershing 
Road in Chicago. 

The new facility will reduce the work of the participating 
truckers to an extent where workers may be transferred from 
those operations to the interline terminal, it was said. Mr. 
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Girard also said that conferences had been held with heads of 
truck workers’ unions and that no trouble was anticipated 
from that source. 

When the transfers and consolidations from suburban 
carriers to road-haul carriers have progressed to the point 
of smooth working, he said, it was planned to begin operations 
on freight moving in the opposite direction—that is, road-hau] 
carriers would be asked to deliver freight consigned vig 
suburban carriers for delivery in the Chicago area to the 
terminal, where it would be sorted, consolidated and turned 
over to the delivering truckers. 

President of the operating corporation is Ben Leventhal, 
Roosevelt Cartage Company. Other officers are: 


First vice-president, A. S. Sorensen, N. C. Sorensen Motor Express 
Company; second vice-president, M. C. Knudson, Enterprise Transfer 
Company; third vice-president, Lloyd Markel, Aurora Transfer Com- 
pany; fourth vice-president, Lee Folkers, Joliet Warehouse & Transfer 
Company; secretary, Al Church, Gold Star Motor Service, Inc.; treas- 
urer, C. John Viking, Webber Cartage Line, Inc. 


In addition to the trucking companies represented by the 
above, the following are participants: 


Austgen Express and Storage Company; Brown’s Express, Inc; 
Crown Point Transfer Company; Elgin Storage & Transfer Company; 
Krema Trucking Company; Edward J. Meyers Company; Niedert Mo- 
tor Service; North Shore Motor Express Company; Pagoria’s Express 
Service, Inc.; Paine Motor Express, Inc.; Schiek Motor Express, Inc,; 
Spee-Dee Motor Express; Wieringa Brothers Cartage Company. 


Eastman on Truck Situation 


Truck operators would be asked to file with the O. D. T, 
periodic reports about such matters as truck-miles, tons or 
gallons of commodities transported, and fuel consumed, so as 
to enable the O. D. T. as a claimant agency before the War 
Production Board and the Petroleum Administration for War 
to make and support a reasonably accurate estimate of motor 
carriers’ requirements, said Director Eastman in an address 
before the Motor Vehicle Association of Alabama, Sept. 9, at 
Birmingham, Ala. Mr. Eastman said he had now approved 
a monthly operating report form for use by the truckers. 

“Prompt return of these reports,” he said, “will greatly 
assist us to help the operators. 

“Although this form requests information on a monthly 
basis, it will be mailed only to certain groups of operators 
each month, these being the ones from whom we are in most 
need of current information, and only those operators to whom 
the forms are mailed are required to report. Conditions with 
respect to certain types of truck transportation are becoming 
very critical, and from those operators we shall probably ask for 
reports each month. Where conditions are less critical, reports 
will be required only once or twice a year. The form has 
been made as simple as possible, we believe that the informa- 
tion which it seeks can be furnished without undue trouble, 
and it is essential for the good of all concerned that it be 
furnished, and promptly.” 

Mr. Eastman pointed out that the O. D. T. as the claimant 
agency for the transportation industry must defend its claims 
for new vehicles and repair parts against the conflicting claims 
of other agencies. 

“To make and support a reasonably accurate estimate of 
these requirements,” he said, ‘“we must know the number of 
vehicles in service, their average life and age, the capacity 
and mileage figures, and the use to which they are being put. 
The Office of Defense Transportation is also the ‘claimant 
agency’ before the Petroleum Administration for War for the 
gasoline which all commercial vehicles must have, and it de- 
termines the amount to be allowed each individual operator. 
It is likewise the source of information with respect to the 
needs of the vehicles for tires, and it determines what appli- 
o- shall receive new trucks out of the small supply avail- 
able.” 

Mr. Eastman indicated that he was carrying on a fight to 
obtain action by the War Production Board for production 
of a greater number of new trucks and repair parts for com- 
mercial operators. 

“Early in this year it became evident,” he said, “that we 
were headed for truck disaster unless we began building trucks 
again and unless an adequate supply of repair parts could be 

The Office of Defense Transportation pressed 
those claims before the War Production Board, and I am 
glad to say with some degree of success. We need and are 
pressing for more. The clash is with the military demands, 
which naturally increase along with the desire and hope for 
an early victory. Yet our domestic transportation system 1s 
the lifeblood of our whole war effort. It must be maintained.” 

There were “bugs” in connection with the use of “the new 
manufactured rubber” in heavy-duty tires that would be but 
had not yet been wholly eradicated, Mr. Eastman said. 
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“T caution you that there is not yet room for any over- 
confidence on the subject of tires,” he said. 

The response to the demands by the O. D. T. of those 
who had “the final say” about production of more new vehicles 
and more repair parts was steadily improving, Mr. Eastman 


He said he marveled “at what our carriers have so far 
done.” He stressed the importance of motor carriers in the 
wartime transportation system, and said that “the railroads 
_,. could suffer no more crippling blow than the loss of their 
over-the-road truck competitors would inflict.” 

Truck transportation was too important to the country to 
permit of any conclusion other than that state barriers to the 
free flow of interstate truck traffic would, “in due time,” be 
removed, said Director Eastman in an address at a luncheon 
of the Mississippi Transport Association, Inc., in Jackson, Miss., 
Sept. 10. 

r He recalled that in the nation’s early railroad history the 
tracks were of many different gauges and that, in such in- 
stances, cars could not be interchanged, and through traffic, 
if there was any, had to be unloaded and reloaded again at 
the junction points. He added that, “in due time, but after 
considerable resistance,” a uniform gauge was adopted and 
cars were built according to uniform construction standards, 
so as to make possible free circulation of freight cars through- 
out the country. 

“There has been much in the truck situation like the early 
days of railroading,” he continued. “The standards which 
the states have adopted to govern the sizes and weights of 
trucks and various other conditions relating to their operation 
have not been at all uniform, with the result that free circula- 
tion of the trucks in interstate commerce has often been im- 
peded. Without being a prophet, I can foresee with confidence 
that this is a temporary condition which in time will be cor- 
rected. In one way or another, by concurrent action of the 
states or by act of Congress, these barriers to the free flow 
of interstate traffic by motor truck will be removed.” 

Mr. Eastman noted that as a result of the “federal-state 
conference on war restrictions” held early in 1942, an emer- 
gency program of minimum limitations on sizes and weights 
of motor vehicles and reciprocal license arrangements had 
been approved by the governors of all the states. 


“There .has been a real effort on the part of state officers 
to adhere to the principles of the governors’ conference and to 
facilitate the rapid and efficient movement of highway traffic,” 
he said. “State legislatures have also been cooperative. Con- 
ditions have been improved materially. Yet in spite of this 
sincere desire of the states to be helpful, all difficulties have 
not been eliminated.” 

He added: 


By way of general advice on this problem, I have only this to offer: 
Any effort at a comprehensive and well-ordered solution can, no doubt, 
wait until the war is over, although I have no desire to discourage 
any such effort. Present conditions call for speedy remedies, which 
may be imperfect but whick will fill the bill for the time being. They 
can be limited to the duration, and to my way of thinking the states 
can well avoid, in the present handling of such matters, the close 
attention to revenue considerations and technical aspects of the prob- 
lem which would normally be appropriate. The Office of Defense Trans- 
portation will be glad at any time to give such help as it can in de- 
termining what should be done in any particular situation. 


In commending the work that had been done by transpor- 
tation agencies generally, Director Eastman said it was not yet 
possible to point to any situation where the war effort had 
suffered seriously because of any default on the part of trans- 
portation. He then placed emphasis on the importance of the 
trucking industry, saying that the railroads deserved all the 
praise they had received, and more, but that not so much had 
been heard about the trucks. If the trucks had fallen down 
on the job, he said, “you may be sure the country would 
have heard about it.” He said that no form of land trans- 
portation had suffered more vicissitudes in this war than 
motor truck transportation. 
dustry was suffering more severely than the trucks from the 
draft of manpower into military service, he added. 


The O. D. T., he said, was engaged in a two-way attack 
on the problems of the trucking industry: (1) promotion of 
motor vehicle conservation and elimination of waste in truck 
operation or service; (2) the making of all possible efforts 
to cure or alleviate the shortages harassing the industry. The 
task had been difficult, he observed, because “the 4,600,000 or 
so trucks have more than 3,000,000 separate owners.” 

“It was wholly new work, which no one had ever done 
before,” he said. ‘We started from scratch with much to learn, 
and we made our mistakes—some of them due to haste that 
could not be avoided. We had to find out where the trucks 
were and what they were doing and deal face to face with the 
operators. There was no way to do this except through a field 
staff, and we now have such a staff in every part of the country. 


No branch of the transport in- 
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In general it is, I believe, an excellent body of men under thé 
guidance of capable and experienced leaders, and it is gro 
better all the time, as these men build up acquaintance 
knowledge. He said he hoped, prayed and verily believed that 
the creditable record of the transportation agencies could be 
“maintained to the end.” 





LABOR DAY TRAVEL 

Passenger travel on trains and busses over the nation’s 
second wartime Labor Day week-end, while extremely heavy, 
still was generally less than had been expected and somewhat 
lighter than over Independence Day, according to telegraphic 
reports received by the Office of Defense Transportation. 

“While standees on trains were numerous, and on some 
runs at a maximum, this condition was for the most part 
limited to routes on which non-holiday travel also has been 
unusually heavy—lines between large cities and in areas in 
which mili camps are concentrated,” said the O. D. T. 

“Both rail and bus carriers reported that furlough travel 
and organized military movements were heavy, the furlough 
travel in many instances unexpectedly so. It appeared that 
only in the vicinity of military posts were travelers unable 
to find accommodations of some sort. 

“The carriers expressed the opinion that the government- 
industry campaign to discourage unnecessary travel had helped 
to hold down the passenger movement over the holiday, but 
O. D. T. officials said that many persons took week-end trips 
which could have been forgone for the national good. 

“Travel was particularly heavy in the east, south and 
southwest, with standing and congestion appearing in and 
near metropolitan areas all over the country.” 


PARTY CONVENTIONS FOR CHICAGO? 


Suggesting that Chicago be selected as the location for the 
Republican and Democratic national conventions in 1944, H. F. 
McCarthy, assistant director of traffic movement, Office of De- 
fense Transportation, has written Chairman Spangler of the Re- 
publican National Committee, and Chairman Walker of the Demo- 
cratic National Committee. Mr. McCarthy said he had suggested 
that, although it was difficult to predict twelve months in ad- 
vance, it appeared that the two parties ought to plan to hold 
their conventions in a centrally located city, served by a maxi- 
mum of regular trains, and that Chicago best met these tests. 
Mr. McCarthy said he had also expressed the hope that attend- 
ance would be confined to those necessary for the proper con- 
duct of the business of the conventions. 


Petroleum Transportation 


As a result of continued rapid improvement in the nation’s 
petroleum transportation program, the O. D. T. has announced 
elimination of 36 of 305 wooden barges from its petroleum 
tank barge construction schedule. The stop order was issued 
before work had started on the 36 units. 

The new facilities and equipment coming into use were 
bringing about a working balance between transportation capac- 
ity and oil supplies available for movement, said Director 
Eastman. 

“Our facilities and equipment available for the trans- 
portation of petroleum and petroleum products, particularly to 
the east, are still expanding, as new pipelines, some additional 
tank trucks, and the barges under construction come into 
use and as the rail movement is improved with experience,” 
said Mr. Eastman. 

“During the second quarter of this year, the movement 
of oil to the east by all methods, except deep-water tanker, 
averaged 1,315,000 barrels a day—slightly above our forecast 
announced in early April. The July movement which coincided 
with our prediction was 1,359,000 barrels daliy. 

“We are approaching a time when our rail, water, and 
pipeline facilities and equipment will be adequate to transport 
all the petroleum products which may be expected to become 
available for movement. 

“Because of these developments—and the obvious necessity 
of eliminating all nonessential construction in order to conserve 
materials and manpower—we have decided, after consultin 
with other agencies concerned with the problem, to cance 
construction of 36 wooden tank barges, upon which work has 
not yet begun.” 

Mr. Eastman pointed to possible interruptions to transporta- 
tion and said it “still is imperative that there be no relaxa- 
tion of efforts to eliminate unnecessary tank car detention, 
to move tank cars—both loads and empties—as rapidly as 
possible, and to use all our petroleum transport facilities with 
the utmost efficiency.” 

In the week ended Sept. 4, the volume of petroleum and 
its products moved into the eastern seaboard area (district 
No. 1) by means of rail tank cars averaged 837,738 barrels a 
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“Let Me Tell You About 
My Operation 


44a AYBE you think a freight car doesn’t know how it feels 
to have a lot of doctors go to work on it. But let me 
tell you about my operation. 

“T had been working day and night, carrying the extra 
war burdens, when all of a sudden I lost the old pep. You 
know, felt listless, slowed down, and not able to keep up with 
the fast pace of today. 

“It didn’t take the capable Erie car doctors long to diag- 
nose my case. They cut me open and found some of my 
framework needed replacing. And did they do a job on me! 
I’m back on the job now—feeling 20 years younger.” 

Many freight cars are back on the job now serving the 
country, thanks to the skill of the car repair men. By a con- 
tinuous program of rebuilding and repairing cars, the Erie is 
able to maintain good service -to its customers as well as haul 
the increasing war loads. 

For in war as in peace, 
the first thought of Erie 
men is to provide fast, safe, 
dependable transportation. 
It’s the men who make the 
Erie. 
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day, as against a daily average of 864,514 barrels in the pre- 
ceding week, the Petroleum Administration for War reported. 

Petroleum Administrator Ickes said that approval by the 
War Production Board of the construction of a new pipeline 
from Midland to Corsicana, Tex., would provide ‘a much- 
needed additional outlet for the oil of the rich west Texas-New 
Mexico Permian Basin, last known area in which U. S. crude 
oil production can be substantially increased.” He said the new 
pipeline, consisting of 335 miles of new 12-inch pipe and 46 
miles of 8-inch, secondhand pipe, would carry 42,000 barrels of 
crude oil daily from the Seminole and adjacent producing fields 
to connecting pipelines serving refineries on the Texas Gulf 
coast. 


0. D. T. PETROLEUM TANK TRUCK DELIVERIES 


The Office of Defense Transportation has issued amendment 
No. 1 to General Order O. D. T. 37, effective Sept. 10, subject- 
ing Diesel fuel, kerosene, benzene, benzol, naphtha, and light 
fuel distillates often used for operating internal combustion 
engines to minimum drop requirements in local tank truck 
delivery The original order excepted these products from 
minimum drop requirements. The amendment, according to the 
O. D. T., “removes the exception when the products are used 
as motor fuel; it does not alter the exception from minimum 
drop requirements of liquefied petroleum gas, natural gasoline 
or liquid fuels commonly used in aircraft.” The amendment 
also permits petroleum tank trucks engaged in local delivery 
to make calls for picking up materials such as barrels, con- 
tainers, etc., if the calls add no mileage and are made in ac- 
cordance with the order’s provisions.. 


ConservationProgramandTransport 


In an appeal to every industrial and commercial plant as 
well as every private citizen to adopt a broad conservation 
program to save critical resources of manpower, fuels, mate- 
rials and equipment, Chairman Nelson, of the War Production 
Board; Director Eastman, of the Office of Defense Transporta- 
tion, and Harold L. Ickes, administrator for solid fuels and 
petroleum administrator for war, listed opportunities for con- 
servation in transportation as follows: 


Transportation—by conserving every passenger car, every truck, 
every tire and every part, by reducing travel, by emphasizing good 
maintenance and sharing, by making provident use of existing equip- 
ment, whether freight or passenger. 


“Campaigns and programs for the conservation of trans- 
portation have been carried on for many months,” said the 
emergency agency heads. “They will be continued and intensi- 
fied. The conservation of transportation includes greater effi- 
ciency in the use of both freight and passenger carrying equip- 
ment. It includes such steps as heavier loading of railroad 
freight cars, two-way loading of trucks, elimination of unnec- 
essary services and many others. 

“In order to maintain transportation necessary to the prose- 
cution of the war, it is imperative that all transportation facili- 
ties, every piece of transportation equipment, every automo- 
bile, every truck, every bus and taxicab, every tire and spare 
part be carefully safeguarded against abuse or wasteful use. 

“Busses, trucks, street cars and railroad equipment are 
being manufactured in very limited amounts. Those we now 
have must be kept in operation for the duration. To meet the 
situation, emphasis must be placed upon keeping existing trans- 
portation equipment in good repair, upon using it carefully and 
sharing it as completely as possible.” 


LAKE ERIE TRUCK FERRY SERVICE 


Judge E. J. Moinet in the federal district court at Detroit, 
September 9, allowed to expire his temporary restraining order 
requiring 17 truckers, operating between Detroit and Cleveland, 
to use Lake Erie ferry service in lieu of operating over the 
road between the two cities. He issued another such order, 
however, set to expire October 8, against one of the defend- 
ants, Mutual Trucking Company, and issued a temporary in- 
junction against J. Protetch, doing business as Protetch Truck- 
ing Company, Youngstown, O., a beer hauler. He acted at the 
request of counsel for the O. D. T. and Commission (see Traf- 
fic World, Sept. 4, p. 530). The O. D. T. and Commission, plain- 
tiffs in the case, in filing suit, August 3, sought court aid to 
force the defendants to comply with the plaintiffs’ service 
orders designed to eliminate over-the-road operations between 
the two cities. 3 

Counsel for the plaintiffs informed the court at a hearing, 
September 8 and 9, that, following conferences with the truck- 
ers, a quota plan had been set up for assigning the companies’ 
trailers individually to available ferries. Under the plan, per- 
manent permits to operate over the road became operative if 
the defendants used the ferry service to its maximum extent. 
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The plan had been in operation for a week, a check had been 
made as to whether or not the defendants were complying with 
the plan, and all defendants except Mutual and Protetch haq 
been found to be complying fully, O. D. T. and Commission 
representatives said. é' 

Hearing on the matter of issuing permanent injunctions 
against the 17 defendants was continued generally. Plaintiffs’ 
counsel said that if the defendants continue to operate accord. 
ing to the present arrangement, they would later agree to dis. 
missal of the suit. 


GREAT LAKES ORE MOVEMENT 


The Office of Defense Transportation has announced that 
in an effort to wipe out the deficit which the late opening of 
navigation caused in the Great Lakes iron ore movement, the 
carriers in August moved 13,976,707 gross tons of ore from 
upper to lower Lake ports, setting a new all time record for 
the second successive month. 

The heavy run brought the season’s cumulative total to 
91,323,852 tons as of Aug. 30, according to the O. D. T., only 
76,000 tons, or one-tenth of one per cent, behind the cumulative 
schedule ‘which must be maintained in order to meet the 
season’s goal of 86,500,000 tons.” 

With only foggy weather preventing the carriers from ex- 
ceeding the 14,000,000-ton mark in their movement of ore 
along the route to mills that produced the steel required for 
the nation’s war machine, said O. D. T., the Lake carriers 
topped the month’s quota by some 27,000 tons a week. 


TRUCK REPAIR PARTS 


Truck owners and operators will receive increased help 
in finding needed repair parts in the coming months through 
the efforts of the maintenance specialists in the 142 district 
offices of the Office of Defense Transportation, says the 
O. D. T., adding: 


In addition to spreading the greatly expanded flow of new parts 
scheduled for production, the maintenance specialists have access to 
the lists of inter-changeable parts used in many type of trucks and 
will undertake to locate needed parts through O. D. T. maintenance 
specialists in other cities, through parts makers and through the co- 
operation of the War Production Board, as well as through the local 
channels afforded by the industry-wide membership of local district 
maintenance advisory committees and subcommittees. 

Through the cooperation of members of the local committees over 
half of the local parts shortages reported to O. D. T. to date have been 
relieved locally. Through the 142 O. D. T. district maintenance spe- 
cialists, the local search is put on a nation-wide basis. 

Although materials assigned to parts manufacture have been greatly 
increased, there is still a big problem in getting particular parts to the 
areas where they are most needed. It is in locating needed parts in 
other areas where they may be available that the local maintenance 
specialist can be of real help. 

To prevent avoidable lay-up of trucks, operators unable to find 
needed parts are urged not to delay getting in touch with their local! 


maintenance specialist at the nearest district office of the Office of 
Defense Transportation. 


EASTMAN COMMENT ON WRECKS 


When asked to comment on the Pennsylvania wreck at 
North Philadelphia and the New York Central wreck near 
Canastota, N. Y., this week, Director Eastman, of the O. D. T.,, 
said that the nation’s railroads were under tremendous pres- 
sure and that they were driving their equipment as it had never 
been driven before. He said the railroads were faced with a 
tremendous turnover in employment, and had been forced to 
take on many inexperienced workers. However, when the ques- 
tion was raised as to the cause of the wrecks, Mr. Eastman 
said it would not be possible, until the investigations were com- 
pleted, to know whether or not they were due to ‘manpower 
problems.” 





Oo. D. T. CAR-POOLING ORDER 


The Office of Defense Transportation has approved a plan 
for the pooling of all privately owned covered hopper cars 
used in the carbon black transportation service. The O. D. T. 
said that its action was taken in cooperation with the War 
Production Board and was in the form of an order (special 
order O. D. T. R-6), effective Sept. 20. 

O. D. T. officials said that the pooling plan was instituted 
in an effort to get more efficient utilization of the specially 
built carbon black cars and to free some of the cars for 
use by other industries. However, their use outside the carbon 
black industry was greatly limited, due to their light-weight 
construction and other features, said the O. D. T. 

The O. D. T. announcement continued as follows: 


At the present time the carbon black cars are leased by the owners 
to the consumer trade. Under the O. D. T. plan, all the cars now in 
use in the industry will be leased to a pool authority, which will be 
set up by the industry. The pool authority, in turn, will sub-lease the 
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to a carbon black producer or to a bulk consumer under terms 
and conditions which are satisfactory to the car owners. 

However, the order provides that any such sub-lease must contain 
a provision specifying that the pool authority shall reserve the right 
to limit the time such cars, empty or loaded, may be detained on the 
producer's tracks. 

The pool authority will assign each carbon black producer, as 
nearly as possible from the producer’s own cars, the number of cars 
which he will require during each calendar month. Any excess cars 
not required by a car owner shall be subject to diversion by the pool 
authority to other carbon black shippers or to shippers of other com- 
modities under terms acceptable to the car owner. 

It is further provided in the order that the pool authority shall not 
exercise control over the routing of cars engaged in the carbon black 

rvice. 

“s Car owners must furnish the pool authority duplicate records of 
their car operations at such intervals as the pool authority may desig- 
nate, and the pool authority will make such reports showing the use 
and operation of the cars in the pool as the director of O. D. T.'s 
division of railway transport shall direct. 

Communications concerning the order should refer to ‘‘Special 
Order O. D. T. R-6’’ and should be addressed to the Division of Rail- 
way Transport, Office of Defense Transportation, Washington, D. C. 


ONIONS UNDER PERMIT PLAN 


By joint action of the Commission and the Office of 
Defense Transportation, all shipments of dry onions in excess 
of 100 pounds originating in the twelve principal onion- 
producing states have been placed under a permit system, 
effective Sept. 13. 

The joint action took the form of an O. D. T. order 
(General Order O. D. T. L-1), prohibiting the movement of 
dry onions by common, contract, or private motor carriers, 
either interstate or intrastate, and a Commission service order 
(service order No. 152), placing similar restrictions against 
onion movements by rail and by interstate common and con- 
tract motor carriers. 

Both agencies, according to the O. D. T., acted after 
Marvin Jones, administrator of the War Food Administration, 
had written to Director Eastman certifying that the supply 
of dry onions was becoming short and that the institution of 
the permit system was necessary to insure an orderly dis- 
tribution of the current crop to the armed forces and the 
civilian population. 

The Commission’s order applies to all common carriers 
by railroad and interstate common and contract carriers by 
moter truck and prohibits them from accepting for shipment 
any dry onions in quantities of more than 100 pounds, orig- 
inating in the states of California, Colorado, Idaho, Indiana, 
Michigan, Minnesota, New York, Nevada, North Dakota, Oregon, 
Utah, or Washington, without a permit from the regional di- 
rector of the War Food Administration or any employe of 
the Department of Agriculture designated by the regional 
director. 

The O. D. T. order provides that no intrastate or interstate 
common or contract motor carrier may transport onions in 
those states unless the shipper presents a War Food Adminis- 
tration permit, and that no private motor carrier may transport 
onions until such carrier has obtained a permit. 

Applications for permits under the orders should be made 
to local representatives of the War Food Administration located 
in the principal onion-producing areas. 


TRUCK OPERATIONS REPORTS 


The Office of Defense Transportation has announced that 
the selective record and reporting procedure for truck oper- 
ators recently adopted by it will become generally effective 
with reports on September operations. However, a few oper- 
ators will be required to file reports on their August operations. 
Forms for the reports were being mailed to these operators, said 
the O. D. T. 

As announced previously by the O. D. T., the monthly 
operation reports will be required only of certain classes of 
motor carriers. ‘The September report, which will be due 
by Oct. 15, is requested of three general classes of truck 
operators: All freight truck operators classified as common 
motor carriers; all tank truck operators; and all contract 


og carriers operating in over-the-road service. The O. D. T. 
said: 


Forms on which the report on September operations must be filed 
will be mailed to these operators by their local O. D. T. motor trans- 
Port district offices. Truck operaors who do not receive forms will not 
have to file reports. Forms will be mailed at the close of September. 
Previously, operation reports were required of all operators of truck 
fleets (three or more vehicles) on a quarterly basis. Under the New 
Procedure, only certain groups of truck operators will have to file 
Teport8 and these will be on a monthly basis. The number and group 
of truekers who will be required to make the monthly reports will 
vary according to conditions. 


_By this flexibility, the O. D. T. said it would be able to 
maintain current checks on the efficiency of truck operations, 
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the effects of O. D. T. orders and regulations, freight move- 


ment trends and truck gasoline consumption, both individually 
and nationally. 


MOTOR CONSERVATION 


Three joint action plans submitted by motor common car- 
riers operating in West Virginia, Ohio, Michigan, Pennsylvania, 
Indiana, Illinois, Delaware, Maryland and Kansas, expected to 
conserve a total of 364,000 truck-miles annually, have been 
announced by the O. D. T. The plans provide for coordination 
of operations and were approved by the following orders: Sup- 
plementary order O. D. T. revised 60, applying to Pennsylvania 
Truck Lines, Inc., of Pittsburgh, Pa., and Suburban Motor 
Freight, Inc., of Columbus, O., effective Sept. 10; supplementary 
order O. D. T. 3, revised 61, applying to Elliott Brothers 
Trucking Co., Inc., of Easton, Md., and Trucking Co., Inc., of 
Milford, Del., effective Sept. 10; and supplementary order 
O. D. T. 3, revised 62, applying to Logue Truck Lines and 
Vincent Truck Lines, both of Wichita, Kan., effective Sept. 11. 

The O. D. T. issued supplementary order O. D. T. 3, re- 
vised 63, approving coordinated operations by Glendenning Mo- 
torways, Inc., and Raymond Bros. Motor Transportation, Inc., 
between Minneapolis and St. Paul, Minn., and Fargo, N. D. 

Florists in Ashtabula, Ohio, and in Detroit, Mich., have 
agreed to limit delivery operations to conserve motor vehicles 
and supplies, the Office of Defense Transportation has an- 
nounced. Six florists in Ashtabula, said the O. D. T., would 
confine their deliveries to Ashtabula county and eastern parts 
of Geauga and Lake counties, except that wholesale deliveries 
might be made in Cuyahoga county. These, and other limita- 
tions on deliveries, would result in an over-all saving of 35 
per cent in 1943 compared to 1941 mileage, said O. D. T. 

In Detroit, two groups of florists have instituted a delivery 
pool and obtained the services of an individual motor carrier 
to make three limited deliveries daily for all members of the 
pool, said O. D. T. One plan was expected to save 44,000 truck 
miles annually, and the other, 143,162 miles, it said. 


HIGHWAY TAX DIVERSIONS 


“More legislation to prevent, abolish or reduce the diver- 
sion of highway funds was passed during the first six months 
of 1943 than in any similar period in the past twenty years,” 
says Elmer Thomson, secretary of the Automobile Club of 
America. Chief factors in the trend, said he, were the serious 
drop in state gasoline taxes and motor vehicle registration 
receipts, “which made protection of the remaining revenue es- 
sential,” and the desire by states to be ready financially “for 
the prompt resumption of currently halted highway improve- 
ment programs just as soon as the war is over.” 

He reported that in the six-months’ period, the legislatures 
of Connecticut, Maine, Pennsylvania and Washington had ap- 
proved state constitutional amendments to prohibit diversion 
of state automobile taxes to purposes other than highway, 
adding that, in Maine and Washington, the proposed amend- 
ments will be pPaced before the voters for ratification at the 
1944 general elections, while in the other two states, they must 
be passed at another legislative session before submittal to the 
voters. Legislatures in Arkansas, Indiana and Washington 
enacted statutes discontinuing all diversion from. their highway 
funds, the report said, and Alabama, Delaware, North Caro- 
lina and South Carolina adopted laws substantially reducing 
the amount of highway money divertible to other uses. 

The four states in which preliminary steps for constitu- 
tional amendments were taken, were in addition to fourteen 
states in which diversion of highway funds had previously 
been prohibited by constitutional provisions, it said, adding 
that eleven more states devoted automotive tax receipts under 
statute exclusively to highway maintenance, construction and 
debt service. Five states have substantially reduced diversions 
in recent years, it said. 


GASOLINE RATIONING 


Chester A. Bowles, general manager of the Office of Price 
Administration, said, Sept. 8, that a statement attributed by a 
newspaper to William J. Gottlieb, president of the Automobile 
Club of New York, to the effect that the O. P. A.’s September 
gasoline quota for the east coast area had been increased by 
98,000 barrels a day to a total of 440,000 barrels, was “utterly 
erroneous.” He said the amount allowed by the Petroleum 
Administration for War for rationing by the O. P. A. in Sep- 
tember was 342,000 barrels daily, the same as the quota allotted 
for August. Through the O. P. A. rationing program, said Mr. 
Bowles, the use of passenger cars had been cut to less than 40 
per cent of the 1941 levels. The O. P. A. had asked for an 
allotment of 430,000 barrels a day for the east coast in Sep- 
tember, but the P. A. W. could not make that amount available 
“for the simple reason that supply conditions along our east 
coast would not allow it,” Mr. Bowles said. 
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Traffic on rural highways in both the eastern and “west- 
ern” gasoline-rationed areas showed greater percentage declines 
from pre-war normal in July than in any previous month this 
year, the Public Roads Administration of the Federal Works 
Agency reported September 8. 

“Only a little more than a third of the July, 1941, volume, 
eastern traffic also has made the greatest percentage decrease 
since the war began,” it said, adding: 


The July reductions of 62 and 45 per cent in the east and ‘‘west,’’ 
respectively, are more than half again as great as the July 1942 
declines of 41 and 26 per cent from the 1941 totals for the month, 
records of the Public Roads Administration show. 

The decreases in traffic have been increasingly greater in each 
area each month since April. For the east they are: July 62 per 
cent, June 61, May 55, and April 53; and for the west: July 45, 
June 42, May 39, and April 37, compared with corresponding months 
in 1941, 

On a nation-wide basis July 1943 traffic was 52 per cent less than 
that of July 1941. Daily traffic figures for July 1943 were obtained 
from 572 automatic traffic recorders located on state and local high- 
ways in 43 states. 

July motor-fuel tax collections, which totaled $30,844,000 in 27 
states, averaged 47 per cent less in seven states reporting in the 
eastern and 22 per cent less in 20 states reporting in the western 
rationed area, compared with the same period in 1941, Public Roads 
Administration also reported. The collections represent usage largely 
during the previous month. 

During the first 6 months of 1943, approximately 40 per cent less 
motor fuel was taxed in the east and 28 per cent less in the west, 
compared with the first half of 1941. The nation-wide total was 33 
per cent less in the first half of 1943 and 10 per cent less in the 
same period of 1942, compared with the first six months of 1941. 


Motor Carrier Earnings 


Class I motor carriers of property—those having average 
gross operating revenues of $100,000 or more annually—re- 
ported net income before income taxes of $10,969,435 and net 
mcome after income taxes of $6,730,232 for the first quarter of 
1943 as against net income before income taxes of $7,528,421 
and net income after income taxes of $5,214,471 for the like 
1942 quarter, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of revenues, 
expenses, other income, and statistics of those carriers, state- 
ment Q-500. The compilation is based on reports from 1,401 
carriers, including 272 local carriers. 

The compilation showed that the reporting carriers had 
operating revenues totaling $181,384,041 for the 1943 quarter, 
consisting of $179,876,969 of freight revenues and $1,507,072 
of other operating revenues, as against operating revenues to- 
taling $160,820,404 for the 1942 quarter, consisting of $159,154,- 
377 of freight revenues and $1,666,027 of other operating rev- 
enues. Expenses for the 1943 quarter totaled $171,508,263 as 
against $153,726,183 for the 1942 quarter. Net operating rev- 
enue for the 1943 quarter was $9,875,805 as compared with 
$7,094,221 for the 1942 quarter. Other income amounted to 
$2,606,747 and other deductions totaled $1,513,117 for the 1943 
quarter as against $1,878,128 and $1,443,928, respectively, for 
the 1942 quarter. 


The compilation noted that smaller carriers were not re- 
quired to file reports of their revenues and expenses, and said 
the total annual revenues of Class I carriers of property were 
about half of the grand total for all motor carriers or property 
whose rates and services were subject to the Commission’s 
jurisdiction. The foregoing figures, it added, did not include 
those of 129 carriers that failed to furnish comparable figures 
for 1942. The total figures for these carriers for the 1943 quar- 
ter were: Operating revenues, $6,868,928; total expenses, 
$6,268,826; net operating revenue, $600,102; net income before 
mole $685,165; and net income after income taxes, 
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The local carriers had net operating revenues totaling 
$1,794,504 for the 1943 quarter as against $1,534,162 for the 
1942 quarter. Operating revenues totaled $27,286,891 and ex- 
penses amounted to $25,492,387 for the 1943 quarter as against 
$25,131,649 and $23,597,487, respectively, for the 1942 quarter. 

The compilation showed that a total of 1,114 intercity car- 
riers reported comparable items for 1943 and 1942, and that 
their net income amounted to $7,755,702, before income taxes, 
and $4,836,352, after income taxes, for the 1943 quarter, as 
compared with $5,299,189 and $3,679,791, respectively, for the 
1942 quarter. Net operating revenue increased to $7,788,162 
from $5,575,940. Total operating revenues rose to $151,405,426 
from $133,520,306 and total expenses increased to $143,617,264 
from $127,944,366. Other income amounted to $1,008,937 and 
other deductions totaled $1,041,397 for the 1943 quarter as 
against $704,604 and $981,355, respectively, for the 1942 quar- 
ter. These carriers, the compilation showed, operated 431,232,- 
974 truck and tractor miles in common carrier service and 
41,139,797 truck and tractor miles in contract carrier service 
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for the 1943 quarter as compared with 439,561,280 and 52,139. 
153 miles, respectively, for the 1942 quarter. Tons of revenue 
freight transported in common carrier service amounted tp 
18,551,084 and in contract carrier service, 3,423,936, for the 
1943 quarter, as compared with 15,676,473 and 3,612,096 tons, 
respectively, for the 1942 quarter. 







USE OF RUBBER TIRES ON HAND TRUCKS, ETC. 


Provisions restricting the use of rubber in the manufactur 
of hand trucks and other handling equipment are removed from 
General Limitation Order L-111 as amended by the War Pr. 
duction Board. However, the amount, type and use of rubber 
is still governed by Rubber Order R-1. The effect of this change 
is to simplify procedure for permitting the use of rubber tirg 
where needed on hand trucks and other handling equipment, 

_ L-111 as amended also exempts from manufacturing re 
strictions portable dough troughs and other specified portable 
food handling trucks designed for use by the army or navy, anj 
laundry truck tubs for use aboard ship when purchased by or 
for the account of the army or navy. Other provisions of the 
order remain substantially the same. Amendment 1 to General 
Limitation Order L-111, issued September 6. 





RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switchi 
and terminal companies, totaled 1,378,944 at the middle of 
August, an increase of 4.27 per cent over August of last year, 
and a decrease of 0.63 per cent over July of this year, accord- 
ing to a rail employment compilation based on preliminary 
reports, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. The August, 1943, employment was 
reported as follows: 

Executives, officials, and staff assistants, 14,076; profes- 
sional, clerical and general, 222,948; maintenance of Way and 
structures, 289,464; maintenance of equipment and stores, 376- 
153; transportation (other than train, engine, and yard), 162- 
457; transportation (yardmasters, switehtenders, and hostlers), 
17,279; and transportation (train and engine service), 296,567. 


Motor Transport Taxes 
(Continued from page 570) 





ing and maintaining highways is provided by tax contributions 
from sources other than motor vehicles. 

These statements, it seems to us, in view of Mr. 
Stocker’s other conclusions, especially call for a deter- 
mination of the issue by a competent and impartial 
body. 





The Office of Censorship has more to do than to 
“see to it that the press and the radio in this country 
do not print or broadcast any news that will be of aid 
or comfort to the enemy” and the number of its em- 
ployes greatly exceeds the dozen or so persons engaged 
in press censorship work, as reported by Morris D. 
Ervin,’ Washington correspondent of the Cincinnati 
Times-Star, in the article we reproduced in this column 
August 28. Mr. Ervin did not mention that the Office 
of Censorship censors-:all communications by mail, 
cable, radio, or other means of transmission passing 
between the United States and any foreign country. 
The office has approximately 13,000 employes in Wash- 
ington and in the field. The appropriation for the office 
for the present fiscal year is $27,800,000. The fore 
going facts, omitted from Mr. Ervin’s report, do not, 
of course, detract from the credit to which Byron Price, 
the director, is entitled for coordinating the voluntary 
censorship of the press with so few employes, but in 4 
comparison of total employment with other wartime 
agencies, the total employment of the Office of Censor 
ship ought to have been stated. 
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Director Jefiers Quits 


President Roosevelt Commends “Dear Bill” for “Real 
Public Service”—Baruch Rubber Committee Rec- 
ommendations Are Met, and Union Pacific 
President Goes Back to His Job 


By JOSEPH C. SCHELEEN 


Confident that his task of establishing production facilities 
necessary to meet the nation’s requirements for synthetic rub- 
ber has been completed, William M. Jeffers has submitted to 
President Roosevelt his resignation as rubber director. 

His letter of resignation and the President’s letter of ac- 
ceptance, the latter containing a statement that Mr. Jeffers 
had performed ‘a real public service,” were made public at the 
White House late Sept. 4—a few days short of what would 
have been Mr. Jeffers’ first anniversary as rubber director. 

Mr. Jeffers began his service in that capacity Sept. 17, 
1942. In the months since that time, he gained nationwide ad- 
miration for the prompt, fearless, aggressive and determined 
manner in which he assailed and overcame obstacles that 
threatened to disrupt or delay completion of the job he had 
been appointed to do. 

His appointment as “boss” of the rubber program followed 
closely the submission to President Roosevelt, by a three-man 
committee headed by B. M. Baruch, of a report recommending 
a program for keeping the nation on wheels, in the face of a 
rapidly declining national stockpile of crude rubber as a result 
of Japanese conquests, and on the basis of an investigation the 
President had directed it to make. 

Mr. Jeffers told the President he wanted to get back to 
his job as president of the Union Pacific Railroad because of 
wartime traffic burdens and other problems now facing it and 
other rail lines to the west coast. It was understood he planned 
to remain in Washington through the week ending Sept. 11 to 
take care of unfinished business in the Office of Rubber Direc- 
tor and then-would return to the Union Pacific headquarters in 
Omaha, Neb. 

Bradley Dewey, of Cambridge, Mass., deputy director under 
Mr. Jeffers, was appointed acting rubber director. He had been 
named deputy director Sept. 29, 1942 (see Traffic World, Oct. 3, 
1942, p. 703). Mr. Jeffers frequently referred to Colonel Dewey, 
in testimony before congressional committees, as “my expert 
on synthetic rubber.” The announcement of his appointment in 
1942 contained a statement that “Colonel Dewey is associated 
with Dewey & Almy Chemical Co., one of the pioneers in syn- 
thetic rubber research in the United States” and noted that 
he held the Distinguished Service Medal for his work as chief 
of the gas defense division of the chemical warfare service in 
the first world war and had served as a consultant to the chem- 
ical warfare service since that time. 


“Bulled” Program Through 


As rubber director, Mr. Jeffers called the Baruch commit- 
tee report “my bible.” The job he had to do, as he saw it, was 
to put into effect the production program outlined in that re- 
port. In unrelenting efforts to obtain and retain a free hand 
in carrying out the committee’s recommendations, he relied on 
the committee’s advice to the rubber administrator it proposed, 
to “bull the present program through” (see Traffic World, 
Sept. 12, 1942, p. 613). 

“The big job covered by the recommendations of the 
Baruch report is done,” he told the President in his letter. 
“The problem of taking care of the requirements of the armed 
forces and keeping the country on rubber, meanwhile conserv- 
ing the nation’s stockpile of natural crude, is well in hand, 
though there is a present and prospective shortage of: tire 
sae which is the responsibility of the War Production 

oard.” 


He said that all the major synthetic rubber plants whose 
construction was under his jurisdiction were now “either com- 
pleted or substantially so, with the exception of three.” Mate- 
rial for building those three plants was available, but their 
output would have to await the availability of raw material 
from 100-octane gasoline plants, so there was no need for 
crowding the plant construction ahead of the raw material 
supply, he explained. 

The salutation in the President’s letter was “Dear Bill.” 
The President said he knew Mr. Jeffers would not leave unless 
he felt confident that, as he had said, the “big job” was done, 
although it might be many months before synthetic tires would 

readily available for the civilian population generally. 

The Baruch committee, at the time it filed its report, said 
the situation with respect to rubber and tires was “so danger- 
ous that unless corrective measures are taken immediately this 
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country will face both a military and civilian collapse.” It said 
that with a present and prospective crude rubber supply be- 
tween July 1, 1942, and Jan. 1, 1944, limited to 631,000 tons, 
and with estimated military and other essential demands in 
that period (with no allowance for passenger car tires) total- 
ing 842,000 tons, there would be a deficit that must be met by 
synthetic rubber production before Jan. 1, 1944, of 211,000 tons. 
Tires on civilian cars were wearing out eight times faster than 
they were being replaced, and at that rate there would be an 
“all but complete” collapse of “the 27,000,000 passenger cars 
in America” in 1944, the committee warned. To forestall such 
disaster, it advocated, among other things, nationwide gasoline 
rationing and universal enforcement of a 35-mile-an-hour speed 
limit. Further, it recommended collection of scrap rubber, a 
20 per cent expansion of rubber reclaiming facilities, and ex- 
pansion of synthetic rubber production capacity to 1,100,000 
tons. It said the War Production Board chairman should ap- 
point “ a rubber administrator, delegating to him full and 
complete authority in all matters related to rubber, including 
research, development, construction and operation of plants.” 


Jeffers for “Action” 


So Chairman Nelson, of the W. P. B., with the President’s 
approval, named Mr. Jeffers as rubber administrator. Mr. Jef- 
fers took the job with a realization that his path would not be 
flower-strewn. He said, at the outset, that he knew he had a 
tough job, and that the biggest stockpile of rubber was on the 
wheels of the cars of the American people. He added that “we 
do not need talk—we need action.” A few days later, President 
Roosevelt changed his title to “rubber director” in an executive 
order for effectuation of the recommendations of the Baruch 
committee. The Office of Rubber Director was established 
“within the War Production Board,” and the rubber director 
was made responsible to the W. P. B. chairman. 


One of Mr. Jeffers’ first far-reaching actions was to order 
nationwide gasoline rationing, on a basis similar to that already 
in existence in the east coast area. Actual administration of 
the gasoline rationing program was left to the Office of Price 
Administration and Office of Defense Transportation. A loud 
and long chorus of protest from the affected areas followed. 
But Mr. Jeffers refused to yield. Nationwide rationing went 
into effect, as a tire-saving measure, Dec. 1, 1942. 


Wasn't Afraid of Senators 


Other storm clouds began to assemble around the rubber 
director when he had been in office only four or five weeks. 
Southern senators were irked by reports that rayon fabric had 
gained priority over cotton fabric in the manufacture of tires 
for army trucks. The Senate agriculture committee, headed by 
Senator “Cotton Ed” Smith, of South Carolina, summoned Mr. 
Jeffers and a few others to a “green carpet” session. Mr. Jef- 
fers demonstrated that he was not one to be trifled with by a 
mere Senate committee. When Senator Smith made a remark 
implying that the new rubber director was dancing to tunes 
played by others, Mr. Jeffers said he resented that statement 
“because I’m not that kind of a fellow.”’ Reporters at the com- 
mittee hearing, accustomed to obsequious replies by government 
agency spokesmen on occasions such as this, perked up. Here 
was a government official who talked back! 


The rubber director’s spunk aroused admiration from the 
senators themselves. That became apparent when the Truman 
committee, the Senate group investigating the defense program, 
a committee including several southern senators in its member- 
ship, said in an interim report on gasoline rationing, in Decem- 
ber, 1942, that Mr. Jeffers was “doing a good job.” 


On December 28, Mr. Jeffers announced that contracts had 
been let for construction of plants engineered to produce a 
total of 800,000 tons of synthetic rubber annually. 


Shortly thereafter, Mr. Jeffers found himself in the middle 
of the hottest and most prolonged controversy of his career as 
rubber director. The fight was one over priorities for certain 
equipment needed in the manufacture of synthetic rubber— 
equipment that was needed also for production of high octane 
gasoline and in construction of navy vessels. Only a few fac- 
tories were producing this equipment. Their capacity was not 
sufficient to meet, simultaneously, the requirements of the syn- 
thetic rubber plants, the high octane gasoline plants, and the 
navy ships. The War Department wanted the gasoline without 
delay, the Navy Department wanted its ships without delay, 
Mr. Jeffers wanted synthetic rubber without delay. It was up 
to the War Production Board to make a decision as to priority 
ratings for this equipment. The interested government agen- 
cies were equally insistent in their claims for “top” priorities. 
Chairman Nelson, of W. P. B., asked Stabilization Director 
Byrnes to make the decision. Mr. Jeffers and his competitors 
for priorities placed their cases before Mr. Byrnes. The result 
was that Mr. Jeffers obtained what his rivals described as 
“over-riding” priorities, and so was able to go ahead with the 
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synthetic rubber plant construction schedule without having to 
“stand in line” for the equipment in issue. 


“Loafers” Incident 


In the course of his battle for priorities, Mr. Jeffers spoke 
at a round-table conference of the Council of State Governors 
in Baltimore, Md. There he said that one of the principal ob- 
stacles to the obtaining of adequate production was the exis- 
tence of too many army and navy expediters in war plants. 
He referred to such expediters as “loafers.’”” He advised keep- 


ing those men out of the plants and letting the men in charge 
of the plants run them. 


Mr. Jeffers’ statement at the conference had not been 
“cleared” with the Office of War Information, and for this he 
was called to task. His answer was that he had not made a 
speech—merely answered a question—and that there had been, 
therefore, nothing for the O. W. I. to approve or reject in ad- 
vance. He told O. W. I. Director Elmer Davis that he would 
“speak his mind” in the future, as in the past. 


His description of expediters as “loafers” became the sub- 
ject of an investigation and hearing by the House military and 
naval affairs committees. He said he had been talking about 
expediters and inspectors who felt it was their job to come in 
and take over production and tell the superintendents how to 
run their plants. He insisted it was possible to increase the 
production in war plants to the extent that the demands of the 
conflicting programs could be met, so that there be no necessity 
for conflicts about priorties. 

The Truman committee, in March, 1943, said in a report 
that the synthetic rubber program in its early phases had been 
an “outstanding example of administrative chaos,” and that 
Rubber Director Jeffers had eliminated that fault. 


“Tells” O. W. I. 


On April 3, Mr. Jeffers announced that he planned to quit 
as rubber director July 1 if the rubber production program was 
going along satisfactorily at that time. A few days later he 
told a Senate committee that there would be available for dis- 
tribution, before the end of 1943, 12,000,000 new passenger car 
tires (half the normal demand) and 6,300,000 truck tires. His 
synthetic rubber program called for a production capacity of 
850,000 long tons in 1943, he said. 


Later in April, the Office of War Information issued a 
“release” about the progress of the rubber program, or lack of 
it, and Mr. Jeffers branded the contents of the release as 
“stale” and “unnecessary.” He said he was responsible for the 
rubber production program and ought to be the spokesman 
for it, ‘‘not some specialist in Mr. Davis’ office who knows noth- 
ing about it.” 

Jeffers-Patterson Debate 


In a newspaper article in the last week of April, Undersec- 
retary Patterson of the War Department was quoted as saying 
that Mr. Jeffers, in his ardor for success of the synthetic rub- 
ber program, had retarded the war effort by interfering with 
priorities for high octane gasoline needed by army planes. 
Hearings on this charge were held by the Truman committee, 
and in those hearings Mr. Jeffers cleared himself of the charge 
that Mr. Patterson was said to have made. Mr. Patterson main- 
tained that high octane gasoline should have higher priorities 
than synthetic rubber, but he disclaimed having made any 


attack on Mr. Jeffers’ ability or patriotism. Mr. Jeffers found 
himself vindicated. 


In a progress report issued May 17, Mr. Jeffers estimated 
that the total supplies of crude and synthetic rubber for 1943 
would aggregate 751,000 tons, as against total estimated re- 
quirements of 609,000 tons. In 1944, he said, all the synthetic 
rubber plants would be in production, “providing over 750,000 
long tons of crude equivalent.” To that would be added 74,000 
tons of new crude rubber imports, he said. 


However, he observed, every American must realize that, 
except for essential necessities, rubber could not become a gen- 
erally available commodity for a long time,-and extensive con- 


servation of rubber tires and other rubber products must still 
be continued. 


Jeffers’ Letter 
Mr. Jeffers’ letter to the President follows: 


The big job covered by the recommendations of the Baruch Report 
is done. The problem of taking care of the requirements of the armed 
forces and keeping the country on rubber, meanwhile conserving the 
nation’s stock pile of natural crude, is well in hand, though there is a 
present and prospective shortage of tire fabric, which is the responsi- 
blity of the War Production Board. 

All of the major synthetic rubber plants, the construction of 
which is under the jurisdiction of the Office of Rubber Director, are 
either completed or substantialy so, with the exception of three. Prac- 
tically all of the materal is available for the completion of these three 
plants, but inasmuch as they are dependent upon feed stocks from the 
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100-octane gasoline plants, there is no need for crowding their com- 
pletion in advance of the availability of these feed stocks. 

The emphasis on the war in the Pacific will increase the already 
heavy burden which the Pacific Coast rail lines are now handling. With 
this increase of traffic and the shortage of manpower and fuel, the 
burden will become such that only heroic efforts will make it possible 
for these rail lines to meet the emergency. 


The greatest contribution that I can make in the present emergen 


is to return to an on-the-job handling of the operations of the Union 
Pacific Railroad. 


I hope, therefore, that I may be promptly relieved as Rubber 
Director. 


It is needless for me to say how appreciative I am to have been 
given an opportunity to serve you in this work. 


President’s Reply 


En accepting the resignation of Mr. Jeffers, the President 
wrote: 


Dear Bill: 


I have your letter asking to be relieved of further service as Rubber 
Director. 


When I asked you to leave the presidency of the Union Pacific 
Railroad and undertake the development of the synthetic rubber pro- 
gram, I realized the sacrifice it would require of you. You had served 
in many capacities from trainmaster to president of the Union Pacific, 
You justly have great pride in the organization and I know that yoy 
disliked leaving it for even the period I asked of you. Therefore, |] 
understand your desire to return to the Union Pacific Railroad and, 
much as I dislike to have you leave the public service at this time, I 
can not ask you to make a further sacrifice. 

{fn your letter you state that the ‘‘big job’’ is done, though it may 
be many months before synthetic tires will be readily available for 
our civilian population generally. I know that you would not leave 
unless you felt confident you could make this statement. You have 
performed a -eal public service and you have my sincere appreciation, 

Sincerely yours, 
FRANKLIN D. ROOSEVELT. 


The present status of the rubber program was outlined 
by Acting Rubber Director Dewey in an address before the 
American Chemical Society, meeting at Pittsburgh, Pa., Sept. 8. 

“By the end of this year,” he said, “there will have been 
made available to essential drivers 17,000,000 tires. Five 
million of these will have been synthetic passenger car tires, 
7,000,000 new pre-Pearl Harbor tires from frozen stocks, about 
1,000,000 all-reclaim ‘Victory’ tires, and the balance used tires 
turned in as a result of the idle tire purchase plan. 

“During the year, the reclaim industry has done a superb 
job. In February only 6,000,000 pounds of camelback were 
produced, but by June that figure had risen to 20,000,000 pounds 
per month—enough to recap over 2,000,000 tires. These re- 
capped tires will help to keep essential driving on wheels. 
They represent far more efficient use of reclaim than would 
have been the case had the reclaim been used in making but 
a third as many all-reclaim ‘Victory’ tires.” 

Colonel Dewey said the quality of the camelback would 
be improved after Oct. 1. He added that the recapping pro- 
gram would “carry through” for a long time to come, “with 
every effort being made to recap up to 2,500,000 tires per 
month.” 

“Next year there must be made and issued to essential 
civilian drivers a minimum of 30,000,000 new tires,” he said. 
“To some this will mean ‘let’s go.’ But if one remembers that 
the total effect of all this is only about 1% tires per car from 
Pearl Harbor to the end of 1944, and about a similar number 
of recaps per car, it is evident that those who wish to use their 
pre-Pearl Harbor cars in 1945 must drive carefully and take 
all proper steps to conserve their tires. ... Now that we know 
that we can make rubber .. . and if the other components 
are provided in sufficient volume, there will be sufficient tires 
to meet essential needs and keep essential driving and the 
military on wheels. But lower costs and better quality can 
and must be realized.” 

He stated that, “barring, catastrophies,” the production of 
all synthetic rubber in September, 1943, would be “in excess 
of 30,000 long tons.” 

Truck Tire Consultant 


Rubber Director Jeffers has named Harry Easterday, of 
Detroit, Mich., assistant operations manager of the Middle At- 
lantic Transit Co., as consultant on tires for the trucking in- 
dustry. It was stated that Mr. Easterday had gone to San 
Antonio, Tex., where a series of tests was being conducted on 


synthetic rubber tires. He will make a report to the trucking 
industry. 


RAIL REFRIGERATION PERMITS 
At the request of the Office of Defense Transportation, the 
Commission, division 3, has issued amendment No. 5 to service 
order No. 133, effective Sept. 5, vacating amendment No. 4 to 
the order, which permitted initial bunker icing, not exceed 4,000 
pounds a car, of refrigerator cars loaded with fresh or green 


vegetables originating at points in Colorado (see Traffic World, 
Sept. 4, p. 533). 
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Live Stock and Transportation 


“The live-stock transportation situation may become crit- 
jcal in the fall and winter of 1943-44,” says the Bureau of 
Agricultural Economics of the Department of Agriculture in 
its monthly review of the marketing and transportation situ- 
ation. 

“The greatest demand for rail transportation apparently 
will be in October when cattle and sheep move from western 
ranges in largest numbers. For truck transportation, the de- 
mand will be greatest when the peak marketing of the record 
hog —_ is under way, expected to be in November and 
December. 

“The available railroad stock cars in October will be taxed 
in order to handle an estimated tonnage 6 per cent greater 
than was. handled by about the same number of cars last fall. 
In the corn belt region, the number of available live-stock 
trucks this fall and winter are estimated to be from 15 to 20 
per cent smaller than a year earlier, but it is expected that 
these trucks will be able to handle from 90 to 95 per cent as 
much live stock as were moved by trucks in that region last 
fall and winter. Some trucks owned by farmers and by 
for-hire truckers which are used for other hauling, may have 
to be pressed into service hauling live stock this fall and 
winter in areas where the trucking situation becomes critical. 

“There has been some increase in efficiency of truck trans- 
portation during the past year. The live stock truck conserva- 
tion program announced August 24 (see Traffic World, Aug. 28, 
p. 485), by the Office of Defense Transportation, in which 
farmers, truckers, local transportation committees, extension 
workers, market agencies, packers and others will participate, 
is ore to further increase the efficiency of operation of 
trucks.” 


Rail Transportation Facilities 


Commenting on the rail transportation situation, the 
bureau says: 

Railroad carloadings of live stock in the United States have been 
higher nearly every week during the first seven months of 1943 than 
in the corresponding period of 1942. The total number of live stock 
cars loaded during that period in 1943 was 15 per cent greater than for 
the same jeriod last year. Stock car loadings per week during the 
first eight months of the year are normally only about half the num- 
ber loaded per week during the peak movement in October. Loadings 
in December also are normally low, but will probably increase ma- 
terially this year as larger numbers are expected to be used for moving 
hogs. 

The demand for rail service for live stock in October, 1942, ap- 
parently approached the capacity of the available equipment. Live 
stock for rail movement during October, 1943, is estimated at about 
6 per cent greater than the volume moved during October, 1942. The 
estimate is arrived at by taking into account a net increase in market- 
ings and by assuming that some transportation will be shifted from 
truck to rail. Carloadings of live stock comprise primarily rail ship- 
ments to markets and to packing plants, rail shipments of stocker and 
feeder livestock going direct to feeders, and rail shipments from mar- 
kets to feedlots or to slaughtering plants. 


Ability of Railroads to Handle Traffic 


The railroads may be able to handle the increased volume this fall 
if circumstances are very favorable. If the situation becomes tight, 
the effect probably will be that the marketing peak will be extended 
over a period longer than normal, and it will probably also tend to 
bring about more uniform distribution of rail receipts of live stock 
for different days of the week at some of the public markets. This 
effect is substantially the same as that for truck transportation of hogs 
as discussed earlier. Factors that may contribute to a shortage of rail 
transportation for livestock are (1) heavy movement of troops and war 
supplies, resulting in delayed movements of stock trains, (2) shortage 
of locomotives or labor to handle the aggregate rail traffic, (3) season- 
ally great demands for movement of large numbers of livestock within 
limited periods, (4).and significant shifts from truck to rail transpor- 
tation. Range producers should place their orders for stock cars as 
soon as they are in position to know when they want to ship. Those 
who can ship in September will have greater assurance of having their 
orders filled than those who wait until October. The rail situation is 
not expected to be critical in the corn belt region according to the 
judgment of members of the Corn Belt Livestock Marketing Research 
Committee. 


Reasons for Increased Carloadings 


The greater part of the increase in carloadings the first seven 
Months of 1943 compared with the same period in 1942 has been due 
to shifts from motor truck to rail transportation. Some is accounted 
for by larger reshipments from the public stockyards of both slaughter 
live stock and stockers and feeders, and by a relatively small increase 
in receipts at the public markets. The shift of live stock from truck 
to rail during the period of the year when marketings are relatively 
small helps to conserve the available trucks, and yet does not tax the 
live stock car supply. Whether the railroads can absorb much of a 
shift during the peak rail movement in October is doubtful. At that 
time the maximum use of all available trucks for live stock may be 
needed to relieve the pressure on the railroads. 

Table 2 (omitted), showing the live stock received at 67 public 
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stockyards from January to July, 1943, estimated in carlot equivalents 
indicates that 62 per cent arrived by motor truck compared with 66.4 
per cent in the same period in 1942. 


Coal and Transportation 


Solid Fuels Administrator for War Ickes has ordered pro- 
ducers in the largest Appalachian bituminous coal district to 
reduce shipments to a large proportion of their customers, in- 
cluding railroads with specified stocks on hand, in order to fill 
requirements for special-purpose metallurgical coal and for 
coal to be moved by Great Lakes vessels. 

The reductions ordered range from at least 25 per cent 
in the case of customers having more than minimum amounts 
of coal in stock to at least 40 per cent for retail dealers. 

_ Producers in District 8 (which embraces southern West 
Virginia, eastern Kentucky, part of Virginia and part of Tennes- 
see) were ordered to ship not more than 75 per cent of their 
current monthly consumption requirements to: 


1. Purchasers buying for electrical generation use and having 
more than 60 days’ supply on hand. 

2. Railroads receiving coal by all-rail which have more than 30 
days’ supply on hand. 

3. Railroads receiving coal by combined rail and tidewater which 
have more than 45 days’ supply on hand. 

4. Any other purchasers for use by persons receiving coal all-rail 
or by river or by a combination of rail and river who have more than 30 
days’ supply on hand. 

Also, producers are required to limit their shipments of coal for 
retail dealer use in each of two periods—from September 7 to October 
10 and from October 10 to November 10. Where normaly the producer 
would ship an average of approximately 8.33 per cent (on a yearly 
basis) in each of these periods, he is restricted to shipping 5 per cent. 
This will be based on his total 1942 shipments for retail dealer use. 

The order implements for District 8 producers the general regula- 
tion issued to all Appalachan region bituminous producers on August 
21 that they fill their commitments for metallurgical coal and for the 
Great Lakes’ trade before filling other orders. 


In another announcement Mr. Ickes said the amount of 
coal held in storage by consumers diminished 312,000 tons in 
July, the total on hand being estimated at 73,763,000 tons 
as of August 1. On the latter date Class I railroads were 
reported as having 12,574,000 tons on hand, 38 days’ supply, 
as against 11,965,000 tons, 36 days’ supply, on July 1. Class I 
railroads were oy hae as consuming 10,198,000 tons in July 
as against 9,853, tons in June. 

Mr. Ickes announced the issuance of an order making ship- 
ment in carload lots of bituminous coal produced in Districts 
1 to 4 and 6 to 8, inclusive, conditional on a written order or 
confirmation containing detailed information about the buyer’s 
fuel stocks. The districts involved comprise sections of Penn- 
sylvania, Maryland, West Virginia, Ohio, Kentucky, Virginia, 
and Tennessee. 

The regulation applies to all bituminous coal produced in 
these districts shipped in carload lots by producers or whole- 
salers to all purchasers except commercial dock operators and 
retail dealers. It specifically provides that coal may be shipped 
on any order by any method only when the order contains the 
following information: 


1. The average number of days’ supply of coal of the plant or rail- 
road system for which the order to the producer or wholesaler is 
issued. 

2. The current monthly consumption requirements of the plant or 
railroad system ordering the coal. 

3. The total tonnage of bituminous coal ordered for the plant or 
railroad system from all other suppliers of bituminous coal to be de- 
livered during thc month during which the coal ordered is to be 
delivered. 


Under provisions of the order producers must keep and 
preserve for two years all written orders and confirmation of 
orders received by them containing the statements required by 
this order. Sellers or buyers who violate the order may be pro- 
hibited from delivering or receiving any material under pri- 
ority control. 


CONTROL OF EXPORTS AND IMPORTS 


“Important modifications in United States export control, 
to simplify procedures and allow greater freedom in commer- 
cial export operations,” will be put into effect on October 1, 
Leo T. Coenen. director of the Office of Economic Warfare, 
has announced. 

A number of the Latin American countries involved, he 
said, had already agreed to the changes, and other agreements 
were expected soon. The Department of State and O. E. W. 
announced jointly on August 28 that suggestions for export 
control revision had been sent to American Embassies (See 
Traffic World, Sept. 4, p. 536). 

In general, Mr. Crowley said, the simplified plan would re- 
move from United States export control all commodities in free 
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supply. A statement of cargo availability (shipping space appli- percent; cement, 20 percent, and iron and steel, 12.8 pe 
cation) would still be required, however. Increases were predicted on sugar, syrup and molasses, 13§ 






Individual export license and foreign import requirement percent; citrus fruits, 12.8 percent; fresh fruits and vegetables, The re 
controls would be retained only for goods which were subject 12.5 percent; coal and coke, 9.1 percent, and pulp, paper anj for the firs 
to War Production Board allotment, quota, allocation or re- products, 8 percent. : ae 


lease, said Mr. Crowley, adding: Speaking in place of W. C. Kendall, chairman of the 
car service division, A. A. R., C. R. Megee, manager of th 










Putting free supply commodities under ‘‘general license’’ will a Te : 3 ‘ port | 
greatly simplify exporters’ operations. The action is in line with recom- pene te ele hh esa Boe gy Phony he —* — the Tail. portat 
mendations by the exporters’ advisory committee, and follows thorough H id that 1 ded 1 1€ piacead on them. For Ji 
study and negotiation by O. E. W. and the Department of State through e said that cars unloaded at Atlantic, gulf and Pacific ports jp maintenant 
the various missions in Latin America. August averaged 4500 a day, more than 60 percent aboy tenance Oo 

List of commodities freed from export control and the countries the August, 1942, average. On August 27 of this year, he 


i i even 
affected, as well as detailed changes in procedure, will be announced said there was on hand a bank of 5.9 days of unloaded cas te 
within a few days by the O. E. W. Office of Exports. No. specific com- at the ports, as compared with a bank of 7.9 days on August ® ared 

















modity or country information will be available before that announce- 4942 ‘While no one could “blueprint any prophecy” as to what ogee 
ment. pte neppen, he said he Lappin He Ba agers traffic impaet Sor depre 
, , : : _ uring the coming autumn months will be satisfactorily met” 
Val ena tion cone mngocd in current export bulletin No. Everyone would have to work a little harder, however, he “mthe 
109 is contained in current export bulletin No. 116, issued by said, and there probably would “be instances of slight incon. Class 
* the Office of Exports, Office of Economic Warfare ; venience.” He saw room for improvement in the turn-around line, whic 
Current damon bulletin No. 117 of the O. E. W. Office ‘ime of cars. In January, 1942, that time was 14.8 days, hell reported | 
of Exports deals with the following subjects: ae ; said, while in January of this year it had slipped to 16.8 days, excess of 
” vere By August, he added, it had improved to 13.3 days which was marked ir 
(1) Change in wording of priority rating legend; (2) Belgian Congo better than the 13.5 days of August, 1942. An added reduction was 1,568 
program license—term of validity of release certificates extended; (3) of .2 or .5 of a day, he said, would mean making available 08 $ 
program license authorizing exportations to es or wong 20,000 or 50,000 more cars. es by ' 
(4) program license authorizing exportations to French Cameroons; ‘ : . p 
extension of expiration = of “ae —s — — corso eg a nig aaa Peano Roy ae shies a od post 
tions for Venezuela; (6) changes in list of commo es excepte rom . ’ ’ p 
the general license for shipments valued at $25 or less; (7) farm ma- TeSponsible for the sending of much war material, they wer in the 19: 
Ghiary and equipment built under War Production Board order L-257A not at present assured that it got to its final destination because Bion tog 
—method for applying for license or lease certificate to export; (8) con- Many packages were improperly marked. He offered the 
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tracklaying tractors, and parts for allied equipment. on — packages. the a 
bid . ‘ thers who addressed the meeting included A. W. Vo i 
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ington and New York offices of the O. E. W. It added that hare -. \ The - 
h h schedule would contain all pertinent infor- ganization of the C. E. D. and the steps it was taking to pre : 
the comprenensive scie oo pare for full employment after the war. He said nothing about | ©7296 
mation contained in current export bulletins through No. 118 transportation g March, fc 
and also some of the subjects in bulletin No. 119. ; ; per work 
Additional information dealt with in current export bulletin ae a ke Tas for Mare! 
No. 119 relates to the following subjects: OHIO VALLEY ADVISORY BOARD or. 
Requirement of additional information on applictions covering in- _ The fall meeting of the Ohio Valley Transportation Ad- ] those of 
transit shipments; cancelation of general licenses to certain Netherlands Visory Board will be held at the Brown Hotel, Louisville, Ky, J that a re 
destinations; consolidation of schedule B classifications for automotive September 21. There will be a luncheon session at which § ‘freight r 
replacement parts and change in general license; portable electric and J. B. Hill, president, Louisville and Nashville Railroad will | was the 
pneumatic tools—suggested quarterly export license application limits; speak on “Free Enterprise, an Essential.” Featured speaker month tt 
automotive storage batteries, schedule B No. 7013 (excluding aircraft at the business session will be W. C. Kendall. chairman. car month b: 
batteries)—suggested export license application limits for the fourth service division, Association of American Railroads on “Making The 
quarter; general in-transit licenses. the Most of Opportunity.” Maurice T. Otto, general chairman — os 
of the board, will preside. ever, th 























HANDLING EXPORT FREIGHT | ith SRC SIE wees has a 

Export freight, other than coal and grain, handled through ALLEGHENY ADVISORY BOARD Seiieane 
United States ports in August was the heaviest on record total- The Allegheny Regional Advisory Board will hold its fall 1943, th 
ing 135,622 cars compared with 84,556 cars in August, 1942, or meeting at the Hotel William Penn, Pittsburgh, Pa., September amount 
an increase of 60 per cent, according to reports compiled by 22. The speaker at the luncheon will be Roy B. White, presi- Ope! 
the manager of port traffic and made public by the Association dent, Baltimore and Ohio Railroad. At the business session, at J JU. 19 
of American Railroads. which Edwin C. Jepson, traffic manager, Wheeling Steel Cor J £59 ver 
“Export grain unloaded at the ports totaled 3,510 cars as poration, general chairman of the board, will preside, L. M —— 
compared with 1,849 cars in August, 1942, or an increase of 90 Betts, manager, railroad relations section, car service division, Th 
per cent,” said the association. Association of American Railroads, will discuss national trans $324,53 
“In addition the railroads also handled 628 carloads of portation conditions. There. will be reports from commodity over tl 
coastal freight in August this year compared with 958 carloads carloading committees and from representatives of railroads. taxes i 
handled in the same month last year, or a decrease of 34 per On September 21, preliminary to the general session, there ing ne 
cent.” will be meetings of the executive, loss and damage prevention, of 9.7. 
— railroad contact, car efficiency and special subjects committee. 7.7 pe 

° Ne ae month: 

Southeast Shippers’ Board N. I. T. L. MEETING IN CHICAGO a 
Reports of commodity carloading committees entered at The thirty-sixth annual meeting of the National Industrial which 

the meeting of the Southeast Shippers’ Advisory Board at Traffic League will be held at the Palmer House, Chicago, IIL. surtax 
Atlanta, Ga., September 9, forecast a decrease of 8 per cent November 18 and 19, preceded by a meeting of the executive and $: 
in the area loadings of the 19 commodities covered in the last committee, E.. F. Lacey, executive secretary, has advised of inc 
quarter of 1943 as compared with the last quarter of 1942. members. 18.0.” 
The heaviest predicted decrease, in number of cars was in “The program will be streamlined and will be confined F 
lumber and forest products, where the loadings were expected to matters of vital concern to shippers in connection with war come | 
to be 39,407 fewer cars in the last three months of this year transportation conditions,” said he. “The war has created J and t, 
as compared with the same part of 1942, a decrease of 20 new problems, and an interchange of ideas will be helpful the cc 
percent. The carloadings of petroleum and its products were to you. The transportation situation and other matters of this y 
expected to be down by 25,625 cars, or 22 percent. Other vital concern to our members will be discussed. There will year ' 
heavy percentage decreases were predicted on cotton, 25 be no entertainment features, but an extremely interesting ber. ' 


percent; brick and clay products, 25 percent; furniture, 25 session is being planned.” 













September 11, 1943 


Transportation Statistics Comment 


The reports of Class I steam railways for July segregate, 
for the first time, the amount of depreciation charged to main- 
nance of way and structures from the amount charged to 
maintenance of equipment, says the Commission’s Bureau of 
Transport Economics and Statistics in its monthly comment on 
transportation statistics. 

For July, the comment said, $8,761,473 was charged to 
maintenance of way and structures, and $16,795,516 to main- 
tenance of equipment, while the respective amounts for the 
frst seven months of 1943 were $61,626,515, and $122,402,216. 
Compared with corresponding charges in 1942, it said, main- 
tenance of way and structures depreciation increased 188.4 per 
cent for the month, and 253.9 per cent for the seven months. 
For depreciation of equipment, it said, the decrease was 5 per 
cent —q the month*of July, and 1.9 per cent for the seven 
months. 

Class I railways in June, 1943, operated 229,302 miles of 
line, which was 2,066 miles less than the same list of roads 
reported a year earlier, the comment said, adding that the 
excess Of abandonments over construction was _ especially 
marked in the last half of 1942, when the reduction in mileage 
was 1,568, as compared with 443 for the first half of 1942, and 
498 miles for the first half of 1943. There were further reduc- 
tions by the smaller railways, the comment said. The war and 
the consequent need of scrap iron, stimulated a process that 
had previously been stimulated by the need for economy early 
in the 1930’s, it said. When all classes of steam railways were 
taken together, the reduction in miles of road owned from 1930 
to the end of 1942 was 19,878 miles, or nearly 8 per cent, said 
the comment. 

In commenting on July rail expenses, it said that there was 
included a total of $4,987,262 for accruals of wage increases 
anticipated but not yet definitely determined. Of this sum 
$4,560,884 was applicable to the month of July, it said, adding 
that only 33 out of 133 reports indicated such an accrual appli- 
cable to July, and that for the period January to July, the total 
accrued and charged to expenses for anticipated wage increases 
was $43,119,311. 

The comment had the following to say on revenues and 
expenses: 



































The freight revenue of Class I steam railways for July, 1943, 
$582,496,616, was in excess of that of any other month this year except 
March, for which the total was slightly higher, but the freight revenue 
per working day in July, $22,400,000, was slightly above the average 
for March ($21,676,000) and for the preceding six months ($21,749,000). 
However, since the seasonal factor is considered to be partly operative 
in war-time, the July freight revenue index, . . . 224.1, was lower than 
those of March, April, and May. It should be noted in this connection 
that a reduction in freight rates became effective on May 15. The July 
freight revenue was 9.3 per cent higher in 1943 than in 1942, but this 














will was the lowest per cent of increase in this item for any preceding 
iker month this year as a result of the advance in the freight traffic level 
car month by month last year and nearly stationary level this year. 

cing The passenger revenue for July, $156,628,280, was larger than that 
nan reported for any preceding month this year and the passenger revenue 





index of 433.5 continues the uninterrupted advance since January. How- 
ever, the per cent of increase over the corresponding month in 1942 
has declined from 100.6 for January to 70.4 for July. 

The total operating revenues for July amounted to $791,195,970, an 
increase of 18.9 per cent over 1942. For the 12 months ended with July, 
1943, the total operating revenues reached $8,658,000,000, a higher 
amount than for any previous 12 months’ period. 

Operating expenses in July amounted to 19.5 per cent more than in 























. July, 1942, the increase being relatively slightly greater than the rev- 
‘or- enues. The increase in the operating ratio was from 58.7 per cent to 
M. 59.0 per cent. 
on, The net revenue from railway operations in July was 
ns- | $324,537,984, said the comment, “an increase of 18.1 per cent 
‘ity over the corresponding item in 1942, but after deduction of 
ds. taxes including income taxes) and operating rents, the remain- 
ere ing net railway operating income was $120,611,205, a decline 
on, of 9.7 per cent from the July, 1942, total. A similar decline of 
ee. 7.7 per cent was noted last month for June. For the seven 
months’ period since January the net railway operating income 
increased 20.2 per cent. 
jal _ “Total tax accruals for July amounted to $187,011,786, of 
Which $142,235,460 is accounted for by the Federal income tax, 
= Surtax, and excess profits taxes, $17,336,626, by payroll taxes, 
ol and $27,439,700 by all other taxes. The respective percentages 
4 — over the amounts for July, 1942, are 62.9, 18.3, and 
- For the first half of 1942, the comment said, the net in- 
ed come of Class I steam railways after all expenses, fixed charges, 
“ul and taxes, was $448,709,268, an increase of 55 per cent over 
of the comparable 1942 total. However, it pointed out, the trend 
ill this year in net income was different from that observed last 
ng year when there was a steep increase from February to Octo- 





ber. This year, it said, there had been but little change since 
March except for the temporary dip in June. 








Fixed charges for the first six months of 1943, the comment 


said, were practically the same as in the same period last year, 
the four and ueelt million dollar decline in interest charges 
being approximately offset by the increase in leased road rents. 
Dividend appropriations for the six months’ period, it said, 
were reported as $62,582,498 on the common stock against the 
comparable $57,493,486 last year, and on the preferred stock 
$14,599,629 as compared with $13,302,897 last year. 

Referring to the 13.8 per cent increase in tons of freight 
originated in the first quarter of 1943 over the same figure for 
the last quarter of 1942, the comment said it might be con- 
trasted with a corresponding increase in ton-miles of 29.4 per 
cent. The average haul for all Class I railways, regarded as 
one system, it said, might now be computed as 514 miles for 
the first quarter of 1943, against 454 miles one year earlier. 
The average haul so obtained, it said, was somewhat longer 
than the average haul for all railways taken as one system, 
including the small railways, giving that figures as 427.8 miles 
for the calendar year 1942. ; 

Reports to the Commission from 1,114 intercity motor 
carriers of freight, the comment said, showed an increase of 
13.4 per cent in revenues for the first quarter of 1943 over the 
same period in 1942, notwithstanding a decrease of 3.7 per cent 
in truck and tractor miles. Expenses increased by a slightly 
smaller percentage than revenues, it said, with a consequent 
improvement in operating ratio and net income, stating the 
operating ration as 95.8 per cent for the first quarter of 1942 
as compared with 94.9 per cent for the first quarter of 1943. 

The comment pointed out that the 13.4 per cent increase 
in revenues for all motor carriers reporting was greatly ex- 
ceeded by the increase of 24.3 per cent in the southern region, 
and 26.9 per cent in the western district, while the eastern dis- 
trict increase was only 6.2 per cent. Tons of revenue freight 
transported by common carrier motor trucks increased 18.3 
per cent, it said, while that transported by contract carriers 
decreased 5.2 per cent, with common carriers handling 84 per 
cent of the freight carried in 1943 as compared with 81 per 
cent in 1942. 

Comparing the increase in tons of revenue freight trans- 
ported by motor carriers and Class I steam roads, the com- 
ment said that for the motor carriers the 1943 increase for the 
first quarter was 13.9 per cent over the first quarter of 1942, 
and 89.5 per cent over the first quarter of 1939. For the Class I 
steam roads, it said, the increase in total tons originated in the 
first quarter of 1943 over the first quarter of 1942 was 13.8 
per cent, and over the first quarter of 1939, 76.1 per cent. 


RAIL FINANCIAL DATA 


At the end of June, 1943, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$3,881,731,915, including $1,055,544,453 in cash, as compared 
with $2,205,553,399, including $831,034,188 in cash, at the end 
of June, 1942, according to statement No. M-125, selected in- 
come and balance sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed funded debt of $157,484,459 matur- 
ing within 6 months from June 30, 1943, as compared with 
$84,773,331 within 6 months from June 30, 1942. 

Total current liabilities stood at $2,267,693,669 at the end 
of June, 1943, as against $1,290,547,730 at the end of June, 
1942. Included in the current liabilities was accrued tax liabil- 
ity of $1,356,293,817 at the end of June, 1943, as against $572,- 
072,608 at the end of June, 1942. U. S. Government taxes ac- 
counted for $1,219,631,442 of the accrued tax liability at the 
end of June, 1943, as against $445,999,639 at the end of June, 
1942. 


Rail Debt Reduction in 1942 


Unmatured funded debt of Class I steam railways and 
their lessors, other than those in the hands of the courts, to- 
taled $8,421,772,749 on Dec. 31, 1942, after having been reduced 
in that year by $324,375,299, or 3.71 per cent, according to a 
compilation issued by the Commission’s Bureau of Transport 
Economics and Statistics and identified as statement No. 4353 
(file No, 23-F-2). 

The 1942 decrease in such debt for the operating companies 
alone was $282,026,921, or 3.84 per cent, and for the lessors the 
reduction was $42,348,378, or 3.02 per cent, the bureau said. 
Included in the debt reduction figure, it said, was $8,760,000 of 
mortgage bonds of the Burlington-Rock Island Railroad Co. 
which were not paid off but merelly transferred to the account 
for long-term debt in default, and $4,500,000 of miscellaneous 
obligations which the Utah Railway Co. transferred to the ac- 
count for debt payable to affiliated companies. 

There was a decrease in fixed interest charges for Class I 
operating railroads of $15,821,285, or 5.11 per cent, in 1942, 
but their total fixed charges increased 2.33 per cent as a result 
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of the increase in rent for lease of road, which in some in- 


stances was variable with earnings, the bureau stated. It 
added: 








The rental accrued by the Southern Pacific Co. on account of its 
wholly owned lessor subsidiares increased by $28,205,369. In a system 
statement this item would disappear and if excluded from the total 
fixed and contingent charges of al the operating Class I railways, the 
$13,349,172 increase shown in table 3 (changes in fixed and contingent 


charges in 1942) would be changed to a decrease of $14,856,197, or 
3.17 per cent. 














According to the bureau’s statement, the total of fixed 
charges of Class I operating lines charged in 1942 was $470,- 
657,136, representing an increase of $10,702,720 over 1941; while 
the total fixed charges of lessors of Class I raliways charged in 
1942 was $59,013,283, a decrease of $2,837,538, or 4.59 per cent, 
below 1941. The total of fixed and contingent charges of the 
operating roads in 1942 was $481,548,570, an increase of $13,- 
349,172, or 2.85 per cent, over 1941, and the corresponding 
total for the lessors of Class I railroads in 1942 was $59,219,483, 
representing a decrease of $2,837,538, or 4.57 per cent. 

Total unmatured debt of the operating roads as of Dec. 31, 
1942, was $7,063,857,838, the statistical bureau reported. 















RAIL CAPITALIZATION AND DEBT 


The Commission has issued a tabulation of changes in 
capitalization, debt, and annual fixed charges, under plans of 
reorganization approved by the Commission or proposed by 
examiners, for railroads in reorganization proceedings before 
the Commission, as of July 31. The tabulation was made from 
28 plans approved by the Commission, and from the one plan 
proposed by an examiner. 

Total capitalization of the 29 roads before reorganization 
was shown as $4,836,365,000, made up of $3,310,846,000 long- 
term debt, and $1,525,519,000 of stock. Total capitalization 
approved or recommended was shown as $2,519,717,000, made 
up of $1,773,669,000 long-term debt, and $786,048,000 of stock. 
The changes in capitalization involved a decrease of $1,577,- 
176,000 in long-term debt, and of $739,471,000 in stock. 

Total debt of the 29 roads before reorganization amounted 
to $4,066,973,329, and to $1,733,668,413 after reorganization, a 
reduction of $2,333,304,916, according to the tabulation, which 
also showed a reduction of $101,883,301 in annual fixed charges, 


the difference between $142,595,214 before reorganization, and 
$40,711,913 after reorganization. 




















Congressional Rate Making 


The Minneapolis Traffic Association, which is maintained 
by the Minneapolis Civic and Commerce Association and the 
Minneapolis Chamber of Commerce, in a bulletin to its mem- 
bers, sets forth objections to Congressional action for the 
assessment of uniform freight rates and asks those members 
to express their opposition to such legislation in letters to 
representatives in Congress. ; 

The letter says the intent of the bills and resolutions 
is “to substitute the will of Congress for the rate-making 
powers of the Interstate Commerce Commission.” If they are 
adopted, it continues, the result will be also to restrict the 
rate-making powers of the states and to freeze the rate struc- 
ture so that it can not be changed “to meet the needs of 
agriculture or industry.” It calls attention to the Commission’s 
general class rate investigation in which, it says, “it is ex- 
pected that a proposed report will be released this fall.” 
Pending that action, it continues, “Congress should not change 
the present law by the adoption of a revolutionary method 
of uniform rate making.” 

It advocates opposition to the legislation because it “would 
inject into the already present complex business conditions 
uncertainty as to future distribution costs, retarding industrial 
extensions and developments necessary to meet post-war con- 
ditions”; would substitute Congressional action for the “im- 
partial and expert” rate regulation of the Commission, in 
which the railroads and the shippers have confidence; would 
render the rate structure inflexible and deprive the state author- 
ities of “regulation under state laws”; would eliminate com- 
petition between the railroads and other means of transporta- 
tion if confined to railroad rates, and would eliminate trans- 
portation competition altogether if extended to all forms of 
transportation. 

In the terms of a resolution adopted by its board of direc- 
tors, the Burlington, Iowa, Shippers’ Association is ‘seriously 
and definitely opposed” to the adoption of legislation that 
would substitute congressional action for the power of the Com- 
mission to fix rates.. Some of the bills and resolutions now 
before Congress dealing with rates, says the resolution, would 
establish nationwide rate uniformity; others would set up a 
zone or postalized system of rates. In their essentials, how- 
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ever, they are the same in that they would “substitute the wij 
of Congress for virtually all of the fundamental powers” of the 
Commission. Uniformity of rates, it continues, would result jp 
decentralization of markets and the elimination of long-hay 
traffic. A general reduction in class rates would force the jp. 
crease of rates on heavily moving commodities, such as the 
products of agriculture, petroleum, ore coal, live stock ang 
packing house products. The Commission has class rates pres. 
ently under investigation and may be relied on to “correct 

and all discriminations if any are found to exist.” The adop. 
tion of any of the bills, the resolution says, “would jeopardize 
our national transportation system and adversely affect busi. 


ness conditions.” Copies of the resolution were sent to Iowa 
senators and congressmen. 


1943 EDITION RAIL ACCOUNTING RULES 


The October 1, 1943, edition of the “Railway Accounting 
Rules” book has been announced by E. R. Ford, secretary of 
the finance, accounting, taxation and valuation department of 
the Association of American Railroads. This issue contains al] 
mandatory and recommendatory rules and forms of the A. A. R, 
accounting division, as amended or supplemented in accordance 
with the recommendations of the standing committees, and as 
approved by the general committee of the accounting division 
at a meeting held June 16-17, 1943. With the exception of cer- 
tain passenger mandatory rules that were revised effective as 
of July 1, 1943, the amended rules and forms included in the 
new edition are effective as of October 1, and, accordingly, as 


of that date the October 1, 1942, edition is superseded, says 
Mr. Ford. 


RAIL EARNINGS BOOST CORPORATE TAXES 


Estimated corporate profits after provision for income and 
excess profits taxes for the first six months of this year were 
14 per cent above the first half of 1942, continuing the upward 
trend initiated in 1939, according to latest estimates of the 
Department of Commerce. 


The substantial increase, said the department, was due to 
the large gains shown by the railroad and trade groups and 
the somewhat smaller relative increase of the manufacturing 
group. Net income after taxes of the railroads increased by 71 
per cent for the first half of this year. This increase, the de- 
partment added, reflected the maintenance of earnings in the 
first quarter, contrary to the usually sharp seasonal decline, 
as a result of the transportation demands of the war effort. The 
transportation equipment group showed increases in both prof- 
its before and profits after taxes, said the department, adding, 
however, there was evidence of a tapering off in the second 
quarter resulting from the levelling off of airplane production. 


Revenue Freight Loading 


Revenue freight loading the week ended September 4 
totaled 901,075 cars, according to the Association of American 
Railroads. This was three-tenths of one per cent under the 
preceding week, 1.5 per cent over the corresponding week 
last year, and 12.9 per cent over the corresponding week of 
1941. Loading by groups of commodities the week ended 
September 4 was reported as follows: Grain and grain products, 
54,277; livestock, 17,596; coal, 177,212; coke, 14,713; forest 
products, 47,442; ore, 89,342; merchandise 1. c. 1., 101,889; 
miscellaneous, 398,604. 


CAR SURPLUS REPORT 


U. S. Railroads reported an average daily surplus of 
24,417 freight cars for the week ended Aug. 28, according to 
the car service division of the Association of American Rail- 
roads. It was made up as follows: Plain box, 7,759; auto 
box, 818; flat, 726; gondola, 2,756; hopper, 1,105; and miscel- 
laneous, 11,253. 


RAILROADS AND THE WAR 

Referring to the period following the attack on the Pacific 
fleet at Pearl Harbor, when, he said, the entire west 
of America had been uncovered, General George C. Marshall, 
chief of staff of the army, in his report on America’s military 
operations from July 1, 1941, to June 30, 1943, paid tribute 
to the railroads for the part in reinforcing that area. A 

“The railroads of the nation,” he said, “handled this 
sudden and tremendous volume of traffic in personnel and 
material in an extremely efficient manner, thanks in part to 
the previous elaborate organization in depth of coastal ports 
of embarkation with their intermediate storage depots and 
regulating stations extending as far inland as Phoenix, Ariz.;— 
Ogden, Utah, and Harrisburg, Pa.” 
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September 11, 1943 


Anti-Trust Law and Rates 


Participants in the American Forum of the Air broadcast 
from Washington September 7 under the chairmanship of 
Theodore Granik did not pull any punches in discussing anti- 
trust enforcement now and in the period after the war. They 
were Justice Thurman W. Arnold, of the U. S. Circuit Court 
of Appeals for the District of Columbia, formerly Assistant 
Attorney General in charge of the antitrust division of the 
Department of Justice; Gilbert H. Montague, New York attor- 
ney; Tom C. Clark, Assistant Attorney General, and R. V. 
Fletcher, vice president of the Association of American Rail- 


Exchanges between Justice Arnold and Mr. Fletcher as to 
antitrust law and rates were featured with allegations by each 
that the other, in effect, did not know what he was talking 
about. 

“The real question we are talking about tonight is whether 
the war or the postwar reconstruction should be used as an 
excuse to depart from our ideals of industrial democracy and 
soften up our antitrust laws to make the way smooth for 
domestic and international cartels,” said Justice Arnold. 

“Airplane and truck transportation, free from monopoly 
control, are capable of giving the farmer new markets and the 
consumer new low prices. Yet the railroads are now making 
plans to escape from the antitrust laws and dominate this com- 
peting transportation to preserve rates fixed by their own 
private conferences.” 

Obviously, in the case of regulated industries affected with 
a public interest such as public utilities, said Mr. Fletcher, 
where the prices and practices were controlled by public au- 
thority, of which the Commission was an outstanding example, 
there was no possible excuse for applying anti-monopoly stat- 
utes. 

“The attempt to apply them in this field can only result in 
confusion and injury to the public interest,” said he. 

In time of war, all lines of business were regulated, he 
continued, and there should be a moratorium in the domain of 
antitrust enforcement. 

“The wisdom of providing some check upon the zeal of 
public prosecutors in this field is well illustrated by the suc- 
cessful efforts of the War Department, the Navy Department, 
the Office of Defense Transportation, the Interstate Commerce 
Commission and the War Production Board to block prosecu- 
tions of transportation companies, for handling their rate 
problems in the only manner that could be followed with due 
pare to their war-time and peace-time public obligations,” 
said he. 

Barge Grain Case Contentions 


Justice Arnold took note of Mr. Fletcher’s statement that 
the railroad prosecutions had been successfully blocked. That 
was true, said he, and “what did we discover the railroads were 
doing?” He then referred to the ex-barge grain case in which 
the Supreme Court of the United States, with Justices Black, 
Douglas and Murphy dissenting, upheld the Commission’s de- 
cision in I. and S. No. 4718, Grain Proportionals, Ex-Barge to 
Official Territory; 246 I. C. C. 353 and 248 I. C. C. 307 (see 
Traffic World, June 19, p. 1465). 


“We find the railroads,” said Justice Arnold, “apparently 
deliberately, during this war trying to stop competing water 
transportation, trying to make it cost the farmer eight cents 
more to ship his grain out of Chicago if he ships it by water.” 

Mr. Fletcher took exception to the justice’s statements 
about the ex-barge grain case—though he said “this is char- 
acteristic of Mr. Arnold. 

“Here he has made a statement to this audience and to 
the American public when he knows very well that the very 
thing which he denounces the railroads for doing had been 
approved both by the Interstate Commerce Commission and by 
the Supreme Court of the United States.” 

Mr. Clark interjected that the Supreme Court had not ap- 
proved the rates in issue—that Justice Jackson, who wrote the 
opinion upholding the Commission’s decision sustaining the 
carriers’ action in restricting reshipping or proportional rates 
on grain and grain products from Chicago to eastern destina- 
tions so they would not apply on ex-barge traffic, said that the 
court’s function “does not permit us either to prescribe or ap- 
prove rates.” 

Mr. Fletcher said that Mr. Clark’s statement illustrated the 
point he (Mr. Fletcher) and Mr. Montague were trying to make 
—that Arnold and Clark wanted to be the judges of whether a 
thing was right, even though the Commission and the Supreme 
Court said they were wrong. Mr. Clark insisted that Justice 
Jackson did not “approve” the rates. 

“That is where we don’t think they should have that much 
authority,” said Mr. Fletcher. 


Western Agreement 


_ Justice Arnold then brought up the so-called western com- 
missioner plan, attacked by the Department of Justice wit- 
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nesses in the rate bureau regulation hearings before the Wheeler 
committee (see Traffic World, May 29, p. 1275; June 5, P. 
1351; June 19, p. 1476, and June 26, p. 1539). He said the people 
who entered into that agreement had been called stupid by 
Senator Wheeler. 

Mr. Fletcher said that Joseph B. Eastman, O. D. T. director 
and Commission member, explained that agreement and justi- 
fied it and said it was entirely proper under the circumstances. 

“You mean that Mr. Eastman justified the western agree- 
ment?” asked Justice Arnold. “I think, with all deference to 
you, you are very much mistaken.” 

“He said it, and I have it here,” said Mr. Fletcher. “If I 
had the time, I could read it to you.” 

Mr. Clark said Mr. Eastman said he had not read the 
agreement until the day he testified before the Wheeler. com- 
mittee and that Mr. Gray had talked to him about it before 
it was put into effect. 

“We are not quarreling with you about Mr. Eastman,” 
said Mr. Clark. “I join you in saying that he is a very fine 
public official.” 

Referring to the ex-barge grain case, Mr. Clark started to 
refer to Justice Black’s dissenting opinion but Mr. Fletcher 
interjected— 

“You will have to depend upon the dissenting opinions. 
You generally do.” 


i. C. C. Power 


Asserting that there must be full production, Justice Arnold 
said there was no possibility of that “so long as private groups 
in transportation or anywhere else are given the power to 
dominate the market, restrict production, and crush independ- 
ent enterprise.” 

“Mr. Arnold,” said Mr. Fletcher, ‘when you speak of trans- 

rtation, you know, you get into a field that I am supposed to 

now a little something about. You can’t point to an instance 
since the Interstate Commerce Commission has been function- 
ing where transportation, as far as the railroads are concerned, 
has been stifled or destroyed or interfered with by anything 
which was illegal in the estimation of the Interstate Commerce 
Commission. They have no power to fix rates. Their services 
are regulated. Their rates are regulated. Obviously, the Inter- 
state Commerce Commission, which enjoys the full confidence 
of the country, keeps the railroads from violating any principle 
which the antitrust law was designed to accomplish.” 


“Obviously it doesn’t, Mr. Fletcher, because the Interstate 
Commerce Commission has no control, for instance, over your 
rate bureaus,” said Justice Arnold. 


Air Rates 


An assertion by the justice that airplane transportation had 
been throttled by railway policy brought up the air line con- 
tract with Railway Express Agency. The justice said he was 
talking about that contract. 

“You were never more mistaken in your life, and God 
knows you have been badly mistaken a good many times,” said 
Mr. Fletcher. 

“I never was righter,” said Justice Arnold. 

“You never could be right about that,” said Mr. Fletcher. 
“You don’t know the history of that contract. You are talking 
about a provision in that contract that says that air express 
shall move at a rate twice as great as other express. That was 
put in by the air carriers, and it was not put in by the railroad 
agencies, and the rates were determined by the air carriers. 
They fixed the rates. They have never been less than six times 
the amount of the ground rates.” 

The contract had been reviewed by the Civil Aeronautics 
Board and certain changes had been ordered, said Mr. Fletcher 
who later asked why “do you want to talk about that?” after 
having stated that the contract had been regulated by public 
authority. 


Rail Income Inflationary? 


Justice Arnold said the conference method of rate making 
had at present been protected from application of the antitrust 
laws and Mr. Fletcher said it always would be “because the 
American people are too intelligent to endorse any such theory 
that you are trying to advocate here.” 

Justice Arnold said “maybe the railroads will find a day 
of reckoning when they try to suppress competing forms of 
transportation.” But the point he was making, he said, was 
that in some commodities, sometimes in food, 50 to 60 per cent 
of the entire cost was transportation. 

“There isn’t anything so inflationary as that 215 per cent 
increase in railroad income since 1941, which was a good year, 
because every time a thing is moved, it has to pay an additional 
transportation cost,” said he. “So the inflationary effect of 
that sort of restriction is multiplied eight to ten times, and 
we can’t have any balanced economy or prosperity as long as 
restrictions like that are permitted.” 

“ Do you happen to know that the railroad rates are 
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lower than they have been since you have been able to read 
a newspaper?” asked Mr. Fletcher. 

“They shouldn’t be lower, according to that percentage,” 
said Mr. Clark. 

“You don’t know that,” said Mr. Fletcher. 
is, you don’t know.” 

“I am saying that the railroad rates are producing an 
inflationary burden on the American people to reap that net 
income, because if they get that much income, they are 
— not too low,” said Justice Arnold. “They are too 

i ge 

“Would you say that a rate which enables the American 
people to move a ton of freight a mile for nine mills, less than 
a cent, could under any circumstances be an excessive rate?” 
asked Mr. Fletcher. 

“Tell us about some of those other rates way above nine 
mills,” said Mr. Clark. 

“They are graded up, yes,” said Mr. Fletcher. 

“How about that fifteen-cent rate from the west coast 
when the airlines can bring it here for from five to six cents?” 
asked Mr. Clark. “How about that?” 

“Why don’t they bring it, then, if they can bring it for 
five cents?” asked Mr. Fletcher. 

“Because you have this agreement with them,” said Mr. 
Clark. “The agreement with the express company says they 
can’t bring it for less than twice that amount.” 

. “Oh, my dear fellow,” said Mr. Fletcher. 

“Until recently,” said Mr. Clark. 

“Oh, my dear sir, don’t say that,” said Mr. Fletcher. 

Mr. Fletcher referred to testimony in the Wheeler hear- 
ing wherein Department of Justice witnesses attacked the 
railroads for raising a rate, the “raise’ having resulted from 
correction of a mistake in tariff publication. The witnesses 
charged, said Mr. Fletcher, that the railroads had increased 
the rate 95 per cent. 

“What can you do with people who make reckless state- 
ments like that?” asked Mr. Fletcher. 

“Let’s not talk about the department,” said Justice 
Arnold. “Lets talk about the chairman of the Senate com- 
mittee on interstate commerce. He is not in the Department 
of a and he ought to know something about railroads. 
He said—” 


“Ought to know, yes,” interjected Mr. Fletcher. 
Rail Control of Other Carriers 


Justice Arnold then referred to Chairman Wheeler’s 
statement that there was a concerted effort now being made 
to permit railroads to get into the truck and bus business, and 
that he was going to offer legislation to prevent that. 

“Bear in mind, Mr. Arnold, that there are 420 other men 
in Congress besides Senator Wheeler,” said Mr. Fletcher. 

“How about Senator Clark?” asked Mr. Clark, referring 
to the senator from Missouri and his views about rail destruc- 
tion of water competition. 

Mr. Fletcher said Senator Clark was opposed to regula- 
tion of water carriers and that this was a survival of that 
view. 

“It is a survival of the view that we do not want a 
cartelized transportation system,” said Justice Arnold. 

The justice said he knew that the railroads “are very apt 
to desire to put these schemes which I call cartel schemes be- 
fore’ the Commission. 

“That is why I say that it is most important today, with 
the opportunity for the first time in our history to make trans- 
portation free and competing, not to give the railroads a chance 
to do that sort of thing, and it can be done only by enforcing 
the antitrust laws against the railroads,” said he. 

Mr. Fletcher, who had pointed out that any conclusion 
reached by concerted action had to be submitted to the regu- 
lating body, said: 

“Don’t you know that the philosophy that you are here 
expounding with so much vehemence and eloquence is contrary 
to the view of every economist who has ever written on the 
subject, contrary to the views of the Interstate Commerce Com- 
mission, the Office of Defense Transportation, and the whole 
theory of regulated rates?” 

“No, I don’t, and you don’t either,” said Justice Arnold. 

“I do,” said Mr. Fletcher. 
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PERISHABLE FREIGHT ICING 


Departures from the restrictions on icing of fruits and 
vegetables in refrigerator cars originating at points in Arizona, 
California, Colorado, New Mexico or Utah, effected by service 
order No. 147 (see Traffic World, Aug. 21, p. 431, and Sept. 4), 
have been authorized to the extent indicated by issuance of 
the following by the Commission’s Bureau of Service: 


Special permit No. 6, permitting the Southern Pacific, Union 
Pacific, Wabash, Louisville & Nashville, Nashville, Chattanooga & 
St. Louis, or Atlantic Coast Line initially to ice to capacity and reice 
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to capacity at all regular icing stations PFE 29717, pears, from Ukiah, 
Calif., to U. S. navy, Camp Le Jeune, New River, N. C. 


Waybill reference to special permits is required. 

The Commission, division 3, has issued, effective Sept. 9 
amendment No. 1 to service order No. 147, which placed re. 
trictions on icing of fruits and vegetables in refrigerator cars 
originating at points in Arizona, California, Colorado, New 
Mexico or Utah (see Traffic World, Aug. 21, p. 431). The 
amendment adds the states of Oregon and Washington to the 
aforementioned states, and also adds, the following paragraph; 


No common carrier by railroad subject to the Interstate Commerce 
Act shall initially ice with more than enough ice to bring ice to & of 
the refrigerator car bunker capacity, a refrigerator car or cars loade 
with fresh or green fruits, melons, or vegetables originating at ang 
destined to any point or points in Oregon, or originating at and destineg 
to any point or points in Washington. No reicing shall be allowed or 
permitted under this paragraph. 


The amendment also adds a note to the added paragraph 
and to the paragraph amended by the addition of Oregon and 
Washington, to the effect that restrictions on icing in those 
two paragraphs, in Oregon and Washington, “shall apply only 
on fresh or green fruits, melons, or vegetables originating on 
the Northern Pacific Railway Co.” 


GRAIN UNDER PERMIT PLAN 


The Commission, division 3, has issued amendment No. 12 
to its service order No. 80, designating the town of Marion, 0, 
as a separate market area and canceling it from the Fostoria, 
O., market area, in the grain permit plan established by that 
service order. The amendment, effective Sept. 7, also designates 
Max A. Fuelber, traffic manager of the Old Fort Mills, as the 
Commission’s agent for issuance of permits for the movement 


of grain under terms of service order No. 80 at the Marion, 0,, 
market. 


SPECIAL FREIGHT TRAINS RESTRICTED 


Effective at 12:01 a. m., Sept. 10, the Commission has is- 
sued service order No. 151, superseding service order No. 150 
in which it prohibited railroads from operating or participating 
in the operation of special expedited freight trains which took 
precedence over regular traffic, except under special permit. 
Service order No. 150 was cancelled by service order No. 150-A 
(see Traffic World, Sept. 4, p. 531). Service order No. 151 con- 
tains provisions similar to those that were in No. 150 and in 
addition it provides for suspension of contracts, agreements or 
arrangements between carriers and consignors or consignees 
providing for special freight trains, and substitutes A. H. Gass, 
manager, military transportation section, War Department, 
Pentagon Building, Washington, D. C., as agent to issue per- 
mits instead of the agents appointed in service order No. 150. 


RAIL WATCH TRANSFER LIMITATIONS 


Restrictions on transfers of new and used railroad standard 
watches have been prescribed by the War Production Board, 
with the issuance by it of its amended limitation order L-175, 
dated Sept. 7. The order prohibits the sale, transfer or delivery 
of such watches by “persons engaged in the business of trans- 
ferring new or used railroad standard watches” except (1) to 
the U. S. army or navy, Maritime Commission or War Shipping 
Administration, (2) to a railroad time service employe on pres- 
entation of a certificate, the form for which is prescribed in the 
order; (3) to a wholesale or retail watch dealer whose order is 
accompanied by a railroad employe’s certificate, or (4) for ex- 
port pursuant to written authorization of the War Production 


—— which may be obtained through applications filed by 
etter. 


USE OF FIBRE CONTAINERS 


No flat prohibition against the tse of fibre containers for 
shipping, except in cases where it is practical to package 
products in less critical materials, will be contained in a War 
Production Board order covering fibre containers to be issued 
soon, the containers division of W. P. B. has announced. In- 
stead, the order probably would require reduction in tonnage 
of fibre containers for various products, the division said, 
adding: 

The announcement followed receipt by the containers division of 
letters and telegrams of protest against rumored provisions of the 
proposed order from furniture manufacturers, which were too numer- 
ous to answer individually at this time. Many of the communications 
erroneously assumed that the proposed order would carry sweeping 
prohibitions against the use of fibre shipping containers for all furntl- 
ture. ’ 

An exceedingly critical situation exists in the supply of fibre con- 
tainers for all essential requirements, including those for military and 
export, and a reduction in the quantity of fibre container material for 
many commodities is necessary. It is probable that less material or 
lighter material will have to be used for shipping many essential 


products. 
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fir Certifieate Applications 


Air service to a large number of cities between major 
pints of air traffic is proposed by Pennsylvania-Central Air- 
jnes in an application filed with the Civil Aeronautics Board. 

“This new application,” said C. Bedell Monro, president 
of applicant, “is the result of intensive study and is designed 
to bring about not only one of the nation’s most integrated air 
transport networks but also to establish the basis for thousands 
gf new jobs for returning soldiers. 

“Dozens of cities in each of the following states will be 
gffered coordinated air service through this PCA program: 
New York, New Jersey, Pennsylvania, Virginia, Connecticut, 
Massachusetts, Rhode Island, Ohio, Michigan, Illinois, Wiscon- 
sn, Minnesota, Indiana, West Virginia, Kentucky, Maryland, 
Tennessee, Alabama, Louisiana, North and South Carolina, 
Florida and Georgia.” | 

Direct services between each of the following major points 
are proposed in the application: 


Detroit and New York; Cleveland and New York; Chicago and New 
York; Pittsburgh and New York; Washington and Chicago; Detroit and 
Boston; Cleveland and Boston; Pittsburgh and Boston; Pittsburgh and 
New Orleans via Birmingham, Ala., and Mobile, Ala.; Chicago and 
Miami via Atlanta; Detroit and Miami; Cleveland and Miami; Pittsburgh 
and Miami; Buffalo and Miami; Washington and Miami; Norfolk and 
Miami; Minneapolis and Chicago; Minneapolis and Pittsburgh; Detroit 
and Minneapolis; Cleveland and Minneapolis; Washington and Minne- 
apolis; Pittsburgh and Chicago; Cleveland and Chicago, and Detroit 
and Chicago. 























“However, the key to the comprehensiveness of the pro- 
gram lies in the vast number of cities between these points 
that Pennsylvania-Central plans to serve,” said Mr. Monro. 

“Within this framework, PCA plans to establish direct 
mainline service to nearly 100 other cities, some of which are 
along the route presently served by this company, and many 
of which have never previously been given the benefits of air 
service. Through this integration, PCA maintains, no city 
listed in the new development will be in any way isolated or 
be considered merely a jumping off point, but will have a direct 
trunk line link with every sector of the United States. These 
cities, listed in the PCA application are: 


Birmingham and Mobile, Ala.; Hartford, Conn.; Wilmington, Del.; 
Daytona Beach, Jacksonville, Orlando, Vero Beach and West Palm 
Beach, Fla.; Atlanta, Augusta, Brunswick, Macon, Savannah and Way- 
cross, Ga.; Fort Wayne, Indianapolis and South Bend, Ind.; Louisville, 
Ky.; Cumberland, Md.; Springfield, Mass.; Ann Arbor, Battle Creek, 
Jackson and Kalamazoo, Mich.; St. Paul, Minn.; Newark and Trenton, 
N. J.; Albany, Binghamton, Elmira, Rochester, Syracuse and Utica, 
N. Y.; Asheville, Charlotte, Greensboro, Raleigh, Wilmington and 
Winston-Salem, N. C.; Akron, Cincinnati, Columbus, Dayton, Toledo 
and Youngstown, Ohio; Allentown, Altoona, Bethlehem, Erie, Harris- 
burg, Johnstown, Meadville, Philadelphia, Reading, Scranton, Warren, 
Wilkes-Barre, Williamsport and York, Pa.; Charleston, Columbia, Flor- 
ence, Greenville, and Spartanburg, S. C.; Providence, R. I.; Chatta- 
nooga, Knoxville, Nashville, Bristol (Tri-Cities), Tenn.; Charlottesville, 
Lynchburg, Norfolk, Richmond and Roanoke, Va.; Charleston, Clarks- 
burg, Dunbar, Elkins, Huntington and Parkersburg, W. Va., and Mil- 
waukee, Wis. : 






















“The new routes are a direct outgrowth of Pennsylvania- 
Central’s pioneering in the so-called ‘short-haul’ field, and are 
skytracks in a design for post-war employment for thousands 
of American airmen,” said Mr. Monro. “They are also a pat- 
tern for tomorrow in air service for the nation’s cities. Never 
before has any airline proposed such a comprehensive program 
for air development.” 

The Civil Aeronautics Board has received and docketed 
oe applications for air transportation certificates as 
ollows: 


No. 1004, Vermont Transit Co., Inc., Burlington, Vt.; 
transportation of persons, property and mail by helicopter or 
similar aircraft over ten routes serving, as terminal points, 
Burlington, Rutland, Barre, Newport and White River Junc- 
tion, Vt.; Portland, Me.; Pittsfield, Boston, and Springfield, 
Mass., Claremont and Littleton, N. H., and Albany, N. Y. 
Applicant says it now operates a bus line serving points in 
enon, Maine, Massachusetts, New Hampshire and New 
ork. 


No. 1008, Yellow Cab Co. of Cleveland, Inc., Cleveland, O.; 
Scheduled transportation of persons, property and mail by 
helicopter over eight routes between Cleveland, on the one 
hand, and, on the other, Mansfield, Wooster, Massillon, Alli- 
ance, Salem and Youngstown, O.; also, aircraft taxicab service 
in Cleveland and its metropolitan area for persons requesting 
that type of service; and charter service to any point in the 
Greater Cleveland” area. Applicant says it plans establish- 
ment of a “Yellow Cab Helicopter Division.” 
_ No. 1009, Air Transportation Co., Henry G. Fleer, pro- 
prietor, Brooklyn, N. Y.; scheduled air transportation of 
persons and property by helicopter between Brooklyn and ten 


























specified points on Long Island, N. Y. Applicant says it plans 
to use Sikorsky helicopters capable of carrying 20 passengers 
or an equivalent freight load. 

No. 1010, F. X. wman, Girard, Pa.; scheduled transpor- 
tation of persons, property and mail by helicopter, over twelve 
routes connecting specified points in New York, Pennsylvania 
and Ohio, with Buffalo, N. Y., Erie and Pittsburgh, Pa., and 
Ashtabula, O., as the principal termini. Applicant says he 
is vice president and general manager of West Ridge Trans- 
portation Co., engaged in interstate motor transportation be- 
tween points in New York, Pennsylvania and Ohio, and that 
he also is secretary and general manager of the Buffalo & 
ae 4 Coach Corporation, operating between points in New 
York. 

No. 1012, North Coast Transportation Co., Seattle, Wash.; 
transportation of passengers, mail, baggage and light express 
with the use of helicopters over routes serving, as terminal 
points, Seattle, Bremerton, Blaine and Tacoma, Wash., Port- 
land, Ore., and Vancouver, British Columbia, Canada. 


SOUTH AMERICAN AIR SERVICE 


The Civil Aeronautics Board has announced that it pro- 
poses to proceed at an early date to consider applications for 
certificates of public convenience and necessity for new airline 
service between the United States and points in Mexico, Cen- 
tral and South America, and the Caribbean area. 

The board said it was desirable that the consideration of 
the need for new routes be subjected to a minimum of restric- 
tions, and that the proceedings, therefore, should not be lim- 
ited to the consideration of the exact routes set forth in detail 
in application. It suggested that all applications include a gen- 
eral provision which would permit the application to be con- 
strued as an application for any new route which the board 
might find to be required by the public convenience and neces- 
sity within the general area the applicant desired to serve. 
Such a provision, it added, should be included by appropriate 
amendment in those applications that already had been filed. 


O.W.I. Merchant Shipping Report 


The United States is the only one of the United Nations 
“not in the red” in merchant ship construction to offset sub- 
marine losses, according to a report on merchant shipping of 
the United States in war time, prepared by the Office of War 
Information. 

Since December 7, 1941, when Japan attacked the United 
States, American shipyards have delivered more than 20 mil- 
lion deadweight tons of shipping and by next January the 
United States will have built in two years the equivalent of 
more than a third of all the blue water merchant marine ton- 
nage in the world before the war began, says the report. 

The countries now making up the United Nations, accord- 
ing to the report, had 54 million tons of shipping four years 
ago before the submarine attacks reduced that tonnage to a 
lower undisclosed figure. However, the tonnage constructed by 
the Unite States and other United Nations since “Pearl Harbor” 
has been added to the total available now. Another seven million 
tons will be added by the United States before January, 1944, 
says the report. 

Actual construction for 1943 may fall below the U. S. 
19-million ton schedule, it is pointed out, because of steel short- 
ages, lack of propulsion equipment for vessels, manpower short- 
age and unforeseen circumstances. There are not enough ship- 
yard workers—73,000 more such workers could have been used 
than were available in the first three months of this year, says 
the report. 

With 22 million tons of shipping at the start of the war, 
Great Britain, says the report, lost about 7% million tons in the 
first 22 months. None of our present allies has been able to 
replace all its ships lost, it adds. In December, 1941, the 
United States brought to its allies a dry cargo and tanker fleet 
of 12% million deadweight tons, minus losses suffered while the 
nation was neutral, says the report. Taking new construction 
of the United Nations as a whole, the report says there was a 
net loss for the year 1942 of about one million tons. It was not 
until late 1942 that the United Nations’ deliveries began to 
exceed sinkings. Excerpts from the report follow: 

To transport overseas the approximately 3,700 vehicles and the 
equipment of one armored division takes 15 Liberty ships, in addition 
to troopships. An armored division in action and on-.the move uses 650 
tons of gasoline, 600 tons of ammunition and 35 tons of food a day. A 
Liberty ship would have to arrive every eight days to maintain it in 
battle. 

Consider the maintenance problem in terms of minimum require- 
ments. There are at least 1,500,000 men in our armed forces overseas, 
each needing at least one ton of supplies every month. Ships seldom 
are loaded to 100 per cent capacity, so that in this service of supply 
about two million tons of shipping must arrive safely in foreign ports 
each month. But voyages in convoy are half again as long as trips 
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made by single ships in time of peace. A round trip in convoy to 
England requires 2% months, to India seven months. A general average 
for turnarounds on war service is four months. Therefore the mainte- 
nance of our armed forces overseas employs eight million tons of 
shipping. 

The inefficiencies of wartime maritime operation—such as longer 
turnarounds in convoy and a larger percentage of ships laid up for 
repair—mean that 10 ships must be in war service to the seven required 
in peacetime. To obtain greater operating efficiency is obviously as 
important as launching new ships. We ar2 month to month gaining 
more efficiency as our loading, convoy and disembarking techniques 
improve. 

Allotment of Shipping 

The estimate that eight million tons of shipping must be con- 
tinuously employed to service our forces overseas takes into account 
only the tonnage allotted to military use. It is the largest share. 

The percentage allotments of the War Shipping Administration ton- 
nage in a typical month were these: Army, 36.2 per cent; navy, 11.1 
per cent; lend-lease, 37 per cent; all other, 15.7 per cent. 

The army’s 36.2 per cent slice of W. S. A. shipping is in addition 
to the operations of the army’s own fleet and to the large transport 
service supplied by the British. Lend-lease cargoes fill three out of 
every ten outbound ships. 

The residual use of W. S. A. shipping is the 16 per cent left to serve 
domestic supply, 1. e., to take essential exports to Latin America and to 
island bases and to carry coal to New England. About a third of this 
tonnage is claimed for military production. Millions of tons of bauxite, 
copper, metallurgical chrome, manganese and zinc concentrates have 
prior claim on incoming ships over the creature comforts of the Amer- 
lean public. The latter receive passing notice in the scheduled importa- 
tion during the year 1943 of 900,000 tons of coffee, 3,400,000 tons of 
sugar, and a certain tonnage of hides, tea, fats and oils. 

Operating the Ships 

The War Shipping Administration controls 95 per cent of American 
merchant marine tonnage through deliveries from the Maritime Com- 
mission, purchase, charter and requisition. The army and the navy each 
has its own cargo and auxiliary fleet. Each independently operates 
terminal facilities, warehouses and repair yads; each loads and routes 
its vessels and discharges cargo through its stevedoring battalions in 
foreign ports. 

W. S. A. owns outright about 70 per cent of the tonnage under its 
control. It requisitions or charters the remainder. The W. S. A. leaves 
the actual running of the ships in private hands with the know-how and 
the trained personnel, 

The coordination of United Nations shipping is studied by the Com- 
bined Shipping Adjustment Board, consisting in Washington of Admiral 
Land, with L. W. Douglas as deputy, and Sir Arthur Salter, head of the 
British Shipping Mission; in London, W. Averell Harriman and Lord 
Leathers. 

Turnaround 


The maximum accomplishment with tonnage available depends on 
turnaround time, which begins with the loading of a ship and ends with 
her discharge at the home port. In addition to time taken in loading 
and discharging, the elements of convoying, distance, harborage and 
docking enter into turnaround time. 

In the first six months after Pearl Harbor, goods went to places 
where there was a surplus, and some luxury trade continued. Today, 
these faults are almost cured. In the loading of war goods we are per- 
haps no more than 10 per cent less efficient than under peace conditions. 
One large cause of the 10 per cent loss is the military necessity to stow 
last those things wanted first upon unloading. 

Convoys lose time by forcing ready ships to wait for laggards, by 
running at the slowest ship’s pace, by zigzagging and losing position, 
by cluttering harbors, burdening facilities through arrival all at the 
same time, and through waiting turn while other ships discharge their 
cargo. The turnaround time to England is 70 days, against the 25 days 
in which a fast freighter could make it alone. 

Distances are appallingly increased wherever the enemy lies 
athwart direct rvtes. The United States has sent cargoes to the Persian 
Gulf, a 17,500-mile voyage requiring turnarounds up to eight months. 


More Exports Than Imports 


The fact that the war requires us to export a much greater volume 
of tonnage than we import is the basic dilemma in routing ships. The 
vessel which discharged steel in India might well pick up jute, burlap 
or cocoanut oil, all of them domestic necessities in the United States. 
Yet it takes a month or more to load in Bombay, but only one day to 
send her back in water ballast. 

Triangular courses are sometimes possible. Ships carry supplies 
from the West Coast to Australia, go in ballast to Chile, bring copper 
and nitrates back to the West Coast. Ships discharged in India some- 
times return the long way via the West Indies to pick up bauxite, and 
then to an Atlantic port to drop the bauxite and pick up food for 
London. 

Unequipped ports entailed endless delays during the first year of 
war. Bombay’s antiquated cranes and few docks assumed far too heavy 
a load after the Japanese took Burma. American and British energy has 
now cleared that bottleneck. Five other India ports were opened to 
relieve Bombay. One-hundred-ton lifts for locomotives and tanks were 
installed. A central control was established to keep daily records of 
ship movements and divert traffic away from crowded areas to other 
ports. We learned to load ships on this side in 200-pound bales to suit 
coolie habits. We stopped the use of a ship as a floating warehouse 
from which goods were picked piecemeal as wanted. 

The British, with help from United States lend-lease, have increased 
the capacity of Red Sea perts from 630,000 tons a month to one million 
tons a month. 

A year ago the Persian Gulf had little to recommend it as a point 
of discharge for British and American goods consigned to Russia. In 
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March, 1942, only 60,000 tons a month could be handled, and this 
parative trickle taxed the capacity of the 867-mile single-track railroag 
to the Russian receiving depots on the Caspian Sea. 

The greater losses of ships on the way to Murmansk was a consiq. 
eration to spur British and American modernization of the Persiaw 
ports and the Iranian railway. Today Liberty ships are dischar 
many times the tonnage delivered there 12 months ago, and the Russ’ 
have in hand great stores of foods, tanks, planes, munitions and ray 
materials to strengthen the Red Army. 


Seamen 

Before Pearl Harbor less than 50,000 men manned our 1,100 mer 
chant ships. At the end of six months of war there were 5,000 fewer 
seamen; sinkings in the early months were high, seamen were dro 
crews of torpedoed ships were stranded in ports all over the world, men 
were leaving the sea for well-paid defense jobs on shore. 

Nine months later there were 90,000 seamen—70,000 on our cargo 
ships, 10,000 on the army’s fleet, 10,000 on vessels of Panama ang 
Honduras registry, all recruited through W. S. A. War zone bonuses 
and better wages have been put into effects : 

More than 4,000 seamen have lost their lives. Others have beep 
saved under ghastly conditions of fire, darkness, cold and the confusion 
of battle, as the citations for Marine Distinguished Service Medals attest, 

The War Shipping Administration through its Training Organization 
has a program for training personnel to man our merchant fleet which 
will supply sufficient manpower to supplement available qualified expe 
rienced seamen. 

The construction program contemplates the building of 4,200 mer. 
chant vessels during the years of 1943 and 1944. To man this number of 
ships approximately 145,000 seamen in all ratings and 35,000 officers are 
required. Every effort is being made by the Recruitment and Manning 
Organization of the War Shipping Administration to induce experienced 
seamen now ashore in other occupations to return to sea. The Training 
Organization has the responsibility for training the balance of new 
officers and seamen needed and to give training for upgrading to the 
present personnel in the fleet. 

Since December 7, 1941, there have been no strikes in the maritime 
industry, nor any serious delay (barring isolated misunderstandings) 
in the sailing of a vessel as the result of a labor dispute. 


Land and Merchant Marine Plans 


After the present war, this country would require a mer- 
chant fleet of 15,000,000 to 20,000,000 deadweight tons—“some- 
what in excess of 1,500 to 2,000 ships’—if it was to meet 
its “world-wide obligations, which will be enormously ¢x- 
panded under the terms of the Atlantic Charter,” said Admiral 
Land, Maritime Commission chairman and war shipping ad- 
ministrator, in an address broadcast over a national radio 
network the night of Sept. 8. ’ 

“Our prewar fleet was about 10,500,000 tons,” he said. 

“In addition we should have a reserve fleet of adequate 
size to meet any emergency quickly and efficiently. The Mari- 
time Commission has a construction program which is directed 
toward that end. We are building a_ greater percentage of 
the faster, more efficient and most modern ships, than we did 
in the earlier stages of the war emergency—ships that travel 
the seas at 15 to 20 knots or more. They will put us on 
competitive parity—at least—with the other maritime nations. 

He regarded as necessary the setting up of “proper routes, 
lines and services” with a minimum of American competition, 
and took the position that foreign flag ships would provide 
all the competition needed. He suggested that American 
ships might be placed on indirect routes—‘“those which have 
no United States ports of call but which have a direct effect 
on our domestic economy.” He advocated, also, serious con- 
sideration of engaging in tramp shipping, as other nations had 
done. 


“Our post-war program,” he continued, ‘must _ include 
assurance to the most efficient of our shipbuilders that they 
can continue to operate. Our experience in and since the 
last war shows the futility of assembling a great production 
structure, only to disassemble it—and then have to assemble 
it again. That is not good business or good sense. 


“We should continue for the duration at least our policy 
of holding title to our new ships. It manifestly aids the 
all-out war effort to give our allies the use of some of them, 
but their disposition after the war is quite another matter. 
Possession of a great merchant fleet will be an asset to us— 
our ace in the hole! We must be zealous in the protection of 
our own future welfare but the legitimate rights of other 
United Nations must be given proper consideration. The tradi- 
tional American sense of justice will take care of that. ..:; 
The Axis powers not only must be disarmed and preven 
from rearming, but they should be controlled in their future 
merchant ship-building and operations. Too easily can a mer: 
chant vessel be converted to a combat or auxiliary ship and 
become a menace in the hands of an aggressor. . . . We cannot, 
of course, stifle the future economy of the enemy nations. . - ; 


But we must not disregard the lessons we are learning. . . - 
In the first eight months of 1943, said Admiral land, 

American shipyards produced more than 1,200 merchant ships 

aggregating over 12,000,000 deadweight tons—an average 
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fve ships a day. This was accomplished, he said, by “ship- 
workers and management working in unison, without 
trikes, without lockouts and without slowdowns.” 

“Today Liberty ships, which constitute the bulk of our 
war emergency program, are being built at a cost of about 
$160 a deadweight ton without special defense equipment, 
which costs approximately $10 per deadweight ton,” he added. 
“In the last war emergency cargo vessel construction cost 
an average of about $210 - ton and the ships were not as 
large, as efficient or as well built as those we are producing 

In the nation’s post-war program, the “mandate” of the 
merchant marine act in returning shipping and shipbuildin: 
to private ownership and private operation should be followed, 
he declared. He said there should be no government operation 
and “the minimum of government control consistent with 
reasonable regulation.” 


SHIPS FOR CHINA ~ 


Completion of arrangements for the assignment of two 
Liberty ships to the Chinese government, placing the Chinese 
in the trans-ocean shipping trade for the first time in history, 
has been announced by the War Shipping Administration. 

Bare boat charter of the vessels, which will be named the 
Chung Shan and the Chung Cheng in honor of Dr. Sun Yat 
Sen and Generalissimo Chiang Kai Shek, was signed by 
Dr. T. V. Soong, Chinese foreign minister, and by Admiral 
Emery S. Land, War Shipping Administrator. The vessels 
will be manned by Chinese seamen and operated under the 
Chinese flag for the duration of the war. In view of the 
present lack of Chinese merchant officers, American officers 
will be carried until the Chinese are able to train replacements. 

The Chinese seamen will be recruited in the United States 
from among those who have survived sinkings in the United 
Nations war service. 

The ships, which were chartered to the National Govern- 
ment of the Republic of China through China Defense Sup- 
plies Inc., will be employed in carrying supplies for the war 
against Japan, and particularly supplies for China. 


NEW SHIP CONTRACTS 


Contracts for the construction of 156 vessels were an- 
nounced Sept. 6 by the Maritime Commission. 

Contracts for the construction of 86 new type small cargo 
vessels to be known as Cl1-M-AV1’s, have been awarded to six 
companies located on the Great Lakes and the west coast. 

Designed for transoceanic service, the new vessels will be 
approximately 4,000 deadweight tons. Three hundred and 
twenty feet in length, the new ships will be diesel propelled, 
and will be slightly faster than the Liberty Ship. 

A complete list of the yards and the number of vessels they 
will build follows: 


Walter Butler Shipbuilders, Inc., Superior, Wis., 28; Leathem D. 
Smith Shipbuilding Co., Sturgeon Bay, Wis., 16; Kaiser Cargo, Inc., 
Richmond, Calif., 123 Barnes-Duluth Shipbuilding Co., Duluth, Minn., 
122; Froemming Brothers, Milwaukee, Wis., 10, and Globe Shipbuilding 
Co., Superior, Wis., 8. 


Contracts also have been awarded for the construction of 
70 new vessels including six C-type and 64 special type. Under 
the terms of the contracts all the vessels, with the exception of 
29 of the special type, are to be delivered into active service in 
1944. A list of the yards and the vessels they will build follows: 


Western Pipe and Steel Co., San Francisco, Calif., 6 C-type; Con- 
solidated Steel Corporation, Ltd., Wilmington, Calif., 32 special type, 
and Walsh-Kaiser Company, Inc., Providence, R. I., 32 special type. 





SHIP WELDING BOOKLET 


Declaring that modern advancements in welding had made 
possible our present enormous output of ships, Rear Admiral 
Howard L. Vickery, vice-chairman of the Maritime Commission, 
asserted that in every shipyard capable welding supervisors 
and operators could increase the quality of a ship and the speed 
With which it was built. 

In a brief introduction to a new instruction booklet directed 
to all contractors constructing ships for the Maritime Commis- 
sion, Admiral Vickery pointed out that inexperienced and poorly 
skilled welding supervisors and operators could and did upset 
production schedules. 

“In presenting the new booklet the Martime Commission 
hopes to acquaint shipyard workers and their supervisors with 
easier, safer and more expedient welding methods, thus aiding 

th management and labor to continue with increased impetus 
the job of carrying out the greatest shipbuilding program in 
world history,” said the commission. 
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The Traffic Department 


Editor the Traffic World: 

It is a fact that the success of all manufacturing com- 
panies depends on their ability to meet competition at a profit 
and that this requires the close coordination of all departments 
functioning practically 100 per cent. 

Well balanced organizations usually consist of the following 
a crepe purchasing, accounting, manufacturing, credit, 
sales, and traffic. Other minor departments usually report to 
some one .of the major departments. 

The traffic department is essential to the success of prac- 
tically every department; in fact, even when organizing a 
company and planning for a desirable location, the advice of a 
item, as the price is based F. O. B. mines, plus the fretght 
traffic expert should first be sought. Coal is an important 
rate to the plant. Freight rates are an important consideration 
of traffic department and rail connections one of the most 
important considerations. The traffic man would naturally 
select a location with track connections either with a belt-line 
or with two or more rail lines. This is necessary to avoid 
joint, or a combination of local rates when shipments are 
received from or destined to points located on or via other 
than the one connection. 

The traffic man understands that water movement is im- 
portant—foreign, coastwise, intercoastal, and interior water- 
ways carry heavy tonnage and materially reduce delivery costs, 
both on raw materials and finished products. Close access 
to water movement is essential to avoid heavy delivery costs 
by rail or truck to piers. 

The re department receives much needed assist- 
ance from the traffic department when reaching out for raw 
materials to insure that the cost of those materials delivered 
at the plant is not in excess of same or higher grade materials 
plus lower freight rates. The traffic department has frequently 
had freight rates from competitive points equalized to permit 
competitive buying. 

The purchasing of fuel also comes under the items han- 
dled by the purchasing department. 

The accounting department depends on the traffic depart- 
ment to care for all shortages, damages, delay in transit, 
overeharges, and any other exceptions taken on all inbound 
and outbound shipments in the shape of claims presented 
against the carriers or shipper and to press these claims for 
final and prompt settlement. 


The traffic department, in some instances, accepts and 
records all sight drafts covering inbound shipments of raw 
materials, sees that the accounting department has ample 
notice on arrival of sight draft shipMents, in order that drafts 
be lifted and bills of lading delivered promptly to avoid de- 
murrage charges; supplies the accounting department with all 
outbound negotiable papers, whether for domestic or export 
shipments, that same may be properly and promptly charged. 

The manufacturing department, as a rule, plans its work 
in advance and checks the stock on hand with unshipped orders 
calling for immediate or prompt shipment; shortages in stock 
are promptly reported to the purchasing and traffic depart- 
ments to investigate delay and, if necessary, expedite the 
shortages. It next checks stock of containers to see if there 
is sufficient on hand to fill orders; if short, again the pur- 
chasing and traffic departments are called on. The traffic 
department instructs the manufacturing and groan erm. de- 
partments as to suitable, safe, and economical containers to 
use, to comply with the requirements in tariffs and classifica- 
tions. The receiving and shipping department (although lo- 
cated in and part of the manufacturing department) accept 
orders from the traffic department on matters pertaining to 
traffic, such as arrival of inbound cars in local yards and out- 
bound routings, etc. 

The credit department passes on the financial standing 
of all prospective purchasers and orders are only accepted 
on its approval. 

The sales department is often held in the highest esteem 
by the management, given all the credit for increased sales 
and favored more than any other department, notwithstanding 
that the oe department was successful in secur- 
ing the best grade of raw materials, at or under the prevailing 
market prices. Failing in either would have prevented the 
sales department from meeting competitive prices. 

The manufacturing department turns out a superior quality 
of goods, thereby encouraging repeat orders, getting the orders 
off on or ahead of schedule, to replace depleted stock, packing 
with care in attractive and safe containers. Customers dis- 
like claims, as to transportation companies and shippers. 

The advertising department promotes sales by judicious 
advertising. Sometimes this expense runs into the millions 
by using the radio and other means. 

The traffic department plans the placing of goods in com- 
petitive territories by equalizing freight rates, selecting most 
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desirable routes from point of service, relieving customers of 
claims account of damages, overcharges or mis-routing, ex- 
pediting rush shipments, etc.—checking freight charges on all 
inbound and outbound shipments also freight allowances on 
invoices covering goods purchased on delivered basis. It 
keeps all transit records such as “milling” and “warehousing 
in transit”; keeps records of stored stock and checks storage 
bills. Keeps posted on all prospective changes in freight rates 
and other transit changes, passing necessary information to the 
purchasing and sales departments and, if changes are of a 
serious nature, to the management. 

The traffic department takes care of passenger as well as 
freight traffic; makes all traveling reservations for all de- 
partments; often plans itineraries. 

*The object of this letter is not to detract from the im- 
portance of any one department but to show the importance 
of the traffic department—that all departments rely, in a 
measure, on traffic for their success. Why then, is traffic 
shunted to the rear when promotions and salary increases are 
available ? 

Picture the personnel manager examining applicants. 
The first young man appeals to him as one having personality. 
He is turned over to sales as a valuable prospect with person- 
ality. The second, a more serious lad, had a college education, 
took a post-graduate course in traffic—well fitted for any job; 
he is shunted over to the traffic department, there to wait 
till the traffic manager resigns, is retired, or dies. Members 
of traffic department are seldom considered for promotion to 
other and better paying departments. 

I recall a personal experience a few years ago when han- 
dling traffic for a flour milling company with mills in the 
west, central west, and the east. Each mill had its own 
sales department. Our local mill, in selling in the east, was 
compelled to meet the competition with all mills located in 
the northwest and southwest, through “milling in transit,” 
which protected the through rate plus half a cent penalty 
charge. Meetings were held Saturday mornings; heads of all 
departments were present, the president of the company pre- 
siding; all matters of importance were brought before and 
decided at these meetings—even salaries. 

The sales department reported heavy increase in sales 
and the sales manager requested substantial salary increases 
for his department. I insisted that the traffic department be 
included in that request and proved to the president and 
members that the heavy increase was due almost entirely to 
the efforts of the traffic department in adding considerable 
new territory. Previously, traffic had been looked on as an 
“overhead”’,—a false impression, but never again. 

Joseph E. Young, 


* 
: Freight Solicitor, Luckenbach Steamship Co., Inc. 
Philadelphia, Pa., Sept. 7, 1943. 


ROCK ISLAND PASSENGER CHANGES 


The Chicago, Rock Island and Pacific will make a number 
of changes in its passenger train schedules effective Septem- 
ber 12. In its Chicago-California service, these changes will 
include evening instead of morning departure of the Golden 
State Limited from Chicago and earlier evening departure 
eastbound from Los Angeles, and the operation of the Cali- 
fornian as an all-coach train. A new train, the Southwest 
Express, will be placed in service between Chicago and Dalhart, 
Texas. Adjustments will be made in the schedules of the 
Rocky Mountain Rocket, the Colorado Express and the Iowa- 
Nebraska Limited. In addition, there will be changes in the 
schedules of the Mid-Continent Special and the Short Line 
Express out of Minneapolis, and the Northbound Short Line 
Express and the Northbound Rocket out of Kansas City. 


GUIDE BOOKS FOR SEAMEN 


Asserting that potentially merchant seamen were among 
the nation’s most convincing “ambassadors of good will,” Cap- 
tain Edward Macauley, deputy administrator of the War Ship- 
ping Administration, announced that hereafter United States 
merchant ships would carry army guide books explaining the 
life and customs of countries touched by the vessel. 

Captain Macauley explained that the impression the natives 
of many countries get of America was created by our mer- 
chant seamen who entered these lands as civilians and were 
not under military control or supervision. 

“In many cities,” he said, “the only American civilians to 
be seen may be merchant seamen. Their conduct may be used 


as a gauge by the natives to measure their esteem for Amer- 
icans as a whole.” 


CHANGES IN DOCKET 
Hearing MC 104446, September 8, Paducah, Ky., postponed to Oc- 
toher 13, U. S. Ct., Paduc¢ah, Ky., Examiner Bradford. 
Hearing 28991, passenger fares between District of Columbia and 


nearby Va., set for Sept. 8, Washington, D. C., Commissioner Patterson 
and Examiner Mattingly. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. 4 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Metal Pickling Tanks 


Ohio.—Question: We refer to your tariff interpretation of 
metal pickling tanks in response to Ohio at page 323 of the 
Traffic World for the week of August 7, 1943, and wish to 
advise that we disagree with your conclusion regarding this 
interpretation. 

The tariff item referred to provides for “sides or staves” 
of thickness as indicated, but it does not indicate in any manner 
what the sides shall consist of. The shipments involved were 
made of staves with a wooden lining. The staves were 35%” in 
thickness and with 1” yellow pine lining firmly affixed thereto 
to form a solid side wall of the tank. This resulted in a 
thickness of 458” and therefore over 4” and subject to the 
first class rate. 

If you will refer to the various classification principles 
involved in this matter, you will note that when you have an 
article of this sort with thicker walls a lower rate does apply. 
For example, see the items of steel tanks which provide for 
lower ratings on the heavier gauge tanks. Also, see the provi- 
sion on safes and filing cabinets, which provide for different 
ratings dependent upon whether such articles have hollow 
walls or whether they have solid walls. 

According to your interpretation, if the staves on these 
particular tanks are under 4”, you would forget all about the 
lining, even though the lining itself may be 3 or 4” in thickness, 

It might interest you to know that the chairman of the 
National Motor Freight Classification Committee has agreed 
with this contention and your interpretation is entirely in- 
correct. 

Answer: All that you say about the principles of classifica- 
tion may be true, but the question is what is meant by the 
phrase “sides or staves of thickness as follows’: 

If an appropriate term and not “or” were used between 
the words sides and staves, in the above phrase, we would 
agree that in arriving at the required thickness you could use 
the thickness of the staves and the lining. However, the word 
“or” is used, and, according to the definition of that word, when 
used in descriptive terms in the Classification, it is used where 
the description includes either or both of the descriptive terms 
between which it is used, that is, the rating will apply on 4 
shipment consisting of an article which comes within either 
of the descriptive terms between which the word “or’’ is used 
or a shipment consisting of one article which comes within one 
of the descriptive terms and another article which comes 
within the other descriptive ,term. 

It seems to use that this is the meaning which must be 
given to the definition of the term “or’’, as used in the descrip- 
tion of articles in the Classification. 

Under the interpretation you place on this item the thick- 
ness of the staves is of no consequence, notwithstanding that, 
as the word “or” is defined in the Classification, Item 10, page 
282, covers tanks which may or may not employ staves I 
their construction, but in either event the sides or the staves 
must be of the required thickness. : 

If it was not the purpose of the framer of this tariff to 
require the staves to be of the thickness indicated, there was 
no need to mention the staves. The word “sides” would have 
sufficed. 


Tariff Interpretation—Classification Ratings on Pipe Line 
Strainers 


Wisconsin.—Question: There has always been a questiom® 


relative to the proper rating applicable to pipe line ‘strainers, 
iron or steel body, in proper packages, moving via motor 
carrier between points in Western Trunk Line territory. 
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This commodity is carried in item 16, page 87 of National 
yotor Freight Classification No. 6, at third class rating. Due 
jo the fact that there is an exception published on iron pipe 
fttings it is important to note that the description of pipe line 
trainers in the National Motor Freight Classification is set 
away from the left margin and subordinate to the text preced- 
ing, which reads “conduits, pipe, smokestacks, tubing or fittings, 
other than clay, concrete or earthen”. 

Item No. 4175, of Middlewest Motor Freight Bureau Tariff 
No. 1025, MF ICC No. 21 carries a description of pipe connec- 
tions, couplings, or fittings, iron or steel, combined with copper, 
prass or bronze, not plated,****. This description is also set 
away from the left margin and is subordinate to the generic 
heading which reads comparable to the same heading referred 
to in the current classification. 

In your opinion, would the lower rating under the ex- 
ception tariff govern the movement of an L. T. L. shipment 
of iron pipe line strainers or would the higher rating in the 
current classification apply ? 

Answer: In its report in McDonald Construction Co. vs. 
Atlantic Coast Line R. Co., 160 I. C. C. 1, the Commission 
stated that an exception to the classification takes precedence 
over the classification proper and must be applied in strict 
conformity with its terms, even though the classification de- 
scription is more specific. 

Therefore, the rating in Item 6910 of Midwest Motor 
Freight Bureau, Agent MF-ICC No. 21 or the rating in Item 
4175, of that tariff, is the applicable rating, depending upon 
whether or not the article is combined with copper, brass, or 
bronze, and provided a pipe line strainer is a pipe fitting. 
Item 4175 provides a rating of class 32% on pipe fittings, iron 
or steel, not plated, iron or steel body, not plated. If this 
article is not a pipe fitting, the rating in Item 16, page 87 of 
the National Motor Freight Classification is applicable. 


Tariff Interpretation 


Ohio.—Question: We wouid like to have your opinion re- 
garding the validity of claim as outlined below: 

We filed claim for overcharge on 3 carloads of iron pyrites 
from Grasselli, Indiana, to Youngstown, Ohio, which moved 
during the period from February 4, 1941, to November 7, 1941. 
Charges were paid on rate of $4.60 net ton, which is the fer- 
tilizer rate now carried in Item 4800 of Central Freight Asso- 
ciation Tariff Bureau Tariff 130-B. This same item was effec- 
tive in previous issues of this tariff. 

Our claim is based on a rate of $4.40 per gross ton, author- 
ity of Item 6160 of the same tariff which provides minimum 
weight of 56,000 pounds with rating per gross ton same as net. 
All cars weighed more than the minimum. 

The claim was declined by the railroad claim agent and 
later referred to the freight traffic manager at Pittsburgh, who 
has refused to accept our interpretation of this rate. 

Answer: In our opinion, a rate based on the rating pro- 
vided in Item 4800 of Central Freight Association Tariff Bureau 
Tariff 130-B is subject to the provisions of Item 6160 of the 
exception tariff. See the decision in Joseph Schouthal Co. vs. 
Chesapeake & Ohio R. Co., 204 I. C. C. 19. a 

That an exception rating is subject to the provisions of 
Item 6160 of the exception is, in our opinion, an inference war- 
ranted by the report of the Commission in the above referred 
to case, although because of a specific exception, the provisions 
of the rule in the exception tariff were not applicable to the 
shipment covered by the report. ; ae 

We see no real distinction between an exception rating In 
an exception tariff and an exception rating in another form of 
tariff publication, so far as the application of Item 6160 is con- 


cerned, which item carries no restrictions as to its application. 
Tax on Transportation—In-Transit-Shipments 


Georgia.—Question: Section 620 of the Revenue Act of 
1942 added a tax of 3 per cent on the transportation of prop- 
erty throughout the United States, the statute becoming effec- 
tive on December 1, 1942, and not being retro-effective.: | 

_ The tax was not applicable on shipments that originated 
prior to December 1, 1942, but which were delivered on and 
after that date. ; 

_ Is the tax applicable on shipments that moved into transit 
points before December 1, 1942, and were subsequently for- 
warded to a further destination in accordance with tariffs in 
effect at the time these shipments were accepted at the first 
point of origin? : 

Answer: In Section 143.10 of Regulations 113 of the United 
States Treasury Department, Bureau of Internal Revenue, re- 
lating to the tax on the transportation of property, it is pro- 
vided that the tax on the transportation of property imposed 
by section 3475(a) is effective with respect to transportation 
originating on or after December 1, 1942, and continues in 
effect indefinitely. 

Section 143.13 provides in part: 


609 


The tax applies only to amounts paid after December 1, 1942, for 
transportation which originated on or after that date. No tax attaches 
to payments for transportation originating prior to the first moment of 
December 1, 1942. Payments made prior to December 2, 1942, are not 
taxable regardless of when the transportation occurs. 


In Section 143.15 it is provided that in the case of an in- 
transit shipment where a carrier has charged a local rate from 
the point of origin to the in-transit point and also a local rate 
from the in-transit point to the point of destination, and subse- 
quently an adjustment is made for the difference between the 
sum of the local rates and the through rate, the carrier is 
authorized to make adjujstment of the proportionate amount 
of tax involved and take credit for such amount in a subsequent 
monthly return. 


Notice of Claim—Iincomplete Delivery 


Indiana.—Question: On page 220 of the Traffic World of 
July 24, under the above caption, your answer to my question 
appeared, in which you cited Chesapeake & O. Ry. vs. Martin, 
983 U. S. 209. After reviewing this case, we are not wholly 
convinced that it is an exact parallel with the case at hand. 
There have been so many decisions handed down, and the 
ones which we have reviewed, could not in our opinion, be used 
as concrete examples with respect to the question at hand. 

As previously advised, only part of the shipment became 
lost, which to date has never been recovered, and it is our 
belief that the only factor to be considered is “in case of fail- 
ure to make delivery, then within 9 months after a reasonable 
time for delivery has elapsed,” which we have underscored, 
and which phrase, we believe, means the reasonable time shall 
be computed from date of delivery and not from shipping date. 
The reasonable time for delivery in one case may not be a 
reasonable time in another, and the six days over the limitation 
of nine months for filing of this particular claim would not, in 
our estimation, be reasonable. 

Chief Justice Bronson in Cornell vs. Moulton, 3 Denio 
12(16) stated “When the period allowed for doing an act is to 
be reckoned from the making of a contract, or the happening 
of any other event, the day on which the event happened may 
be regarded as an entirety or point of time; and so may be 
excluded from the computation.” We interpret Chief Justice 
Bronson’s ruling that the time shall be computed from the day 
the shortage, as in this particular case, was noted. This par- 
ticular shipment was 15 days enroute from point of origin to 
transfer point, which movement ordinarily requires only 3 
days from origin to destination. 

We would appreciate your again reviewing this situation 
and advising in an early issue of the Traffic World. 

Answer: In our answer to whig@h you refer we in effect 
stated that, in our opinion, the clause in Section 2(b) of the 
Uniform Bill of Lading Contract Terms and Conditions reading 
“then within nine months after a reasonable time for delivery 
has elapsed” has no application to a shipment as to which there 
has been a partial delivery. 

See, in that connection, the decision in Jenckes Spinning 
Co. vs. New York, N. H. & R. R. Co., 129 Atl. 815, in which it 
was held that the time within which a claim must be filed 
runs from the date of the partial delivery. In this case the 
court said: 

The defense is that the action is barred by the plaintiff's failure 
to make a claim for the loss within the time specified in the bill of 
lading which provided that, in the event of failure to make delivery, 
claim must be made in writing to the originating or delivering carrier 
within six months after a reasonable time for delivery has elapsed. 

The unlost portion of the first shipment was delivered May 20, 1920, 
and that of the second, May 22, 1920. The evidence shows that 10 days 
was a reasonable time within which to make a delivery from Boston to 
Darlington, but the dates on which the unlost portions of the shipments 
were delivered must respectively mark the limit of reasonable time for 
making delivery. See Brewster vs. Davis, 207 App. Div. 461, 202 N. Y. 
S. 574. The six months’ period, within which a claim could be filed in 
compliance with the condition in the bill of lading, expired as to one 
bale November 20, and as to the other November 22, 1920. The claim 
in writing was not made until the following January. od colic 

Our conclusion is that the defendant is not estopped from relying 
upon the condition requiring claims for loss to be made within six 
months, and that the action is barred by reason of failure to comply 
with said condition. 


Freight Charges—Liability for 


Kentucky.—Question: A short time ago our company 
shipped on a government bill of lading, a tank car of petroleum 
products from our refinery, located at “A” to one of our cus- 
tomers, (the government), located at point “B.” Some time 
after the shipment was made, the car arrived back at “A,” 
was taken to our plant and to our astonishment, we found 
same had not been unloaded at original destination. Because of 
the limited tank car supply, material was unloaded into our 
storage tank at the plant and upon handling with our customer, 
statement was made by the latter that they could not work 
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the outlet valve and so sent the shipment back to us on a 
commercial bill of lading, freight charges collect, but did not 
execute Section 7 thereof. We had no notice of any kind that 
the shipment had been refused, and the first knowledge we 
had that the car had been returned to shipping point under 
load was when the car was spotted into our plant as an empty. 

Examination of the tank car after its return to our plant 
indicated it was in good mechanical condition and that the 
outlet valve was in good working order. In view of the fact 
that our company was in no way responsible for the return of 
the loaded car and for the additional reasons that we were not 
notified by the railroad company or the government that the 
shipment had been refused and that Section 7 of the return 
bill of lading was not executed, we have refused to pay freight 
charges on the return move. 

It is true that we accepted the loaded car and unloaded 
same. We also gave our customer credit for the returned 
material. Does such action on our part make us liable for the 
freight charges from “B” to “A”? If so, it is presumed we 
would have a claim against the government. 

a opinion concerning the above will be much appre- 
ciated. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
bill of lading referred to in Section 7. L. & N. vs. Central Iron 
& Coal Co., 265 U. S. 59, 44 S. Ct. 441. On the other hand, 
the consignee, by accepting the goods becomes liable for the 
full amount of the freight charges whether they are demanded 
at the time of delivery or not until later. P. C. C. & St. L. Ry. 
Co. vs. Fink, 250 U. S. 577, 40 S. Ct. 27. 

The contract of the consignor and that of the consignee 
are not considered to be inconsistent with each other; each is 
an original contract based on a sufficient consideration. 

In the decision of the Supreme Court of the United States 
in the case first mentioned above, there are numerous expres- 
sions which seem to point to the conclusion that the consignor 
can be held for freight charges, unless it appears from the bill 
of lading or otherwise, that the carrier did not intend to look 
to the consignor for the charges. 

Had your company refused the car, the carrier would have 
had to look to the consignor for its freight charges, but by 
accepting delivery of the shipment your company obligated 
itself to pay the freight charges thereon. 


It appears that the original consignee had no ground for 
returning the car and should therefore reimburse your com- 
pany should your company be required to pay the freight 
charges. 


Rates—Joint Through Rate Via One Route Exceeding Aggre- 
gate of Intermediates Via Another Route Over Which Joint 
Through Rate Applies 


New York.—Question: Will you please give us your opin- 
ion, and cite any decisions by the Commission in point on the 
following: 

The seventh class rate from Miami, Fla., to Philadelphia, 
Pa., on sugar, refined, carload was $1.05 (includes Ex Parte 
148) on cars routed F. E. C.-A. C. L.-W. S. S. B.-N. & W.- 
P. R. R. When routed F. E. C.-A. C. L.-R. F. & P.-P. R. R., 
a Franconia, Va., combination of Class 27% to and from Fran- 
conia, Va., provides a rate of $1.01, by exception. The through 
rate is found in Trunk Line Tariff 44-H, I. C. C. A-712 (see 
also Item 100). The factors of the aggregate of intermediates 
are found in Southern Freight Tariff No. 711-B, I. C. C. 519, to 
Franconia, Va., and Trunk Line Tariff No. 69, I. C. C. 339, 
beyond. We had several cars move via the former routing and 
they were so routed by us. The carriers decline to entertain 
reparation claims based upon the aggregate of intermediates 
because the cars did not move via the route through Franconia, 
Va., i. e. the latter route, although the routes are open and not 
subject to specific routing provisions, but any carriers parties 
to the tariff may be used. 

However, we believe that if a rate from A to B via C is 
lower than a rate from A to B via D, then the carriers must 
adjust the rate from A to B via D to equal the lower rate in 
effect from A to B via C. Failing to do would cause traffic to 
move only via that route where the lower rate applies. More- 
over, the higher rate as compared with the lower rate would 
appear to be unreasonable and discriminatory and in violation 
of Sections 1 and 4 of the Act. 

Have any decided cases of the Commission so held, and 
what are your suggestions? 

Answer: The Commission has held in numerous cases that 
a rate exceeding the aggregate of intermediates is prima facie 
unreasonable. Johnson Olson Grain Co. vs. Chicago, M. St. P. 
& P. R. Co., 213 I. C. C. 72; Moore Bros. vs. Chicago, B. & Q. 
R. Co., 210 I. C. C. 95, and Empire Oil & Refining Co. vs. 
Atchison, T. & S. F. Ry. Co., 205 I. C. C. 239. 

However, the presumption that joint rates which exceed 
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the sum of intermediate rates contemporaneously in effect ape 
unreasonable is not conclusive and may be rebutted. Von Pate, 
Fox Co. vs. Ann Arbor R. Co., 214 I. C. C. 432(436); Onegj 
Comm. Co. vs. Alabama, G. S. R. Co., 198 I. C. C. 662, ang 
Feitel Bag Co. vs. Illinois Cent. R. Co., 142 I C. C. 631. 

No presumption of unreasonableness attaches to a joint 


rate over the route of movement because a lower combination ff 


exists over another route, ner does the fact that a lower com. 
bination applies over another route constitute a fourth-sectiop. 
violation. Dormer Co. vs. Ann Arbor R. Co., 231 I. C. C. 65, §7: 
Straight Line Engine Co. vs. Delaware, L. & W. R. Co., 2% 
I. C. C. 428, and Baker & Holmes Co. vs. Ill. Cent. R. Co., 119 
kL. CO. ae, 

The existence of a lower rate over another route and the 
subsequent establishment of a lower rate over the route of 
movement are not, in and of themselves, sufficient to sustain 
the allegation of unreasonableness. Pittsburgh Cash Produce 
Co. vs. Aroostook Valley R. Co., 241 I. C. C. 641, and Kro 
a & Baking Co. vs. Atlantic Coast Line R. Co., 220 I. C¢ 

Although no presumption of unreasonableness attaches ty 
a rate over a particular route because a lower rate applies over 
another route a shipper is not to be denied a reasonable rate 
merely because he could have secured it by designating another 
route. E. I. du Pont de Nemours & Co. vs. New York Cent. 
R. Co., 232 I. C. C. 616; Hope Brick Works vs. Atchison, T, & 
S. F. Ry. Co., 210 I. C. C. 685, and Gregg Maxcy, Inc., ws. 
Lehigh Valley R. Co., 210 I. C. C. 439. 

In the absence of an alternative provision under which a 
lower aggregate of intermediates may be applied via all routes 
over which the joint through rate applies, the joint through 
rate must be applied via the route of movement 

An award of reparation, in view of the above referred to 
decisions, is dependent upon proof of the unreasonableness of 
the joint through rate applicable via the route of movement. 


Tariff Interpretation—Mixed Truckload Shipments 


New York.—Question: Please advise whether the follow- 
ing commodities can be rated as shown below, on mixed truck 
loads of petroleum lubricating oil and liquid insecticide, other 
than agricultural, as shown in Eastern Motor Freight Confer. 
ence, Inc., Agent Tariff 20-B, MF-1, I. C. C. No. A-2: 

Destination Item 398 Item 4% 
SR EI gr aaa OY Ol Soe ay Pe ert Sm 25 28 
NM ogi ls a wind wise Kis Sia.e p's wa Sa eS we oR ere 25 28 
Waterbury, Conn. 23 27 
I oe 7, shenahtss 5 elise hiwtta aie eis wiksio:é SALA RICA wide undies 27,009 Ibe, 
I ie Scat. Suid ce Sed. cee Ach Caw» aa abe a 


30,000 Ibs. 


Can the rates shown in Item 428 be used on insecticide? 

Answer: Under the provisions of Rule 29 of the tariff to 
which you refer, the rates published in Item 428 will apply on 
either straight or mixed shipments of the commodities covered 
thereby, which include lubricating oil and insecticides, from 
and to the points of origin and destination named therein. 

Item 398 applies on petroleum and petroleum products as 
described in Commodity List No. 33 of New England Excep- 
tions Tariff, Earle C. Doebener’s Series MF-I. C. C. No. 81 
Lubricating Oil is named in this list, but insecticides are not 
named. 

However, under Section 3 of Rule 13 of Official Motor 
Freight Classification No. 2, MF-I. C. C. No. A-1, issued by 
Eastern Motor Freight Conference, Inc., Agent, mixed carloads 
of lubricating oil and insecticides may be shipped from and to 
the points of origin and destination which are common to Items 
398 and 428 at the basis of charges provided in Section 3 of 
rm 13 of the above referred to classification, which reads as 
follows: 


Unless otherwise provided, when a number of different articles, for 
which straight truckload rates have been established in lawfully pub 
lished tariffs, are shipped on one shipping order and bill of lading at 
one time and place by one consignor to one consignee, for one delivery 
at one destination in a truckload they will be charged at the actual oF 
authorized estimated weight and truckload rate, applicable to each 


article, and the truckload minimum weight will be the highest provided 


for any of the articles in the truckload. 


WAR RISK INSURANCE RATES 


The division of wartime insurance of the War Shipping 
Administration has issued bulletin C-26 setting forth wat 
risk insurance rates covering export cargo on direct voyages 
excluding shipments to U. S. territories and insular possessions. 
The bulletin cancels and replaces all previous cargo rate 


applicable to export shipments. 


Bulletin C-27, effective Sept. 8, also has been issued by 
the division, setting forth war risk insurance rates covering 
cargo insured under warship open cargo policies. This bulletin 
cancels and replaces all rate bulletins issued by the W. S. & 


with respect to shipments of cargo except C-26. 
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«| DPreaffic Club Doings 

3 

\ 

<< Items for this column are solicited and when they are sent and not 

tion published it is because they are inappropriate or not timely. Copies 

67: of a club’s publication or the notices it sends to members are 

“1 & usually not sufficient, because often they are received too late to be 

226 of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 

12 each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it~ 

the § should be made the duty of someone in the club to keep us ade- 












quately and promptly informed.—Editor THE TRaFFic WoRLp, 


The Traffic Club of Jacksonville, Fla., will hold its annual 
uckmen’s day meeting and dinner, September 13. Ted V. 
Rodgers, president, American Trucking Associations, will be 
guest speaker. The meeting will be in honor of William J. 
Kraft, who has resigned as club president on being transferred 
to Baltimore by the R. C. Motor Lines. The board of gover- 
nors has elected E. R. Vaughn, district passenger agent for the 
lllinois Central, successor to Mr. Kraft, effective September 13. 





O. G. Davis, coordinator, personnel department, Buick 
Motor Company, Melrose Park, Ill., spoke on “Highways to the 
future” at a monthly meeting of the Junior Traffic Club of 
Chicago, September 9. The annual fall dinner will be held 
October 14. Profits from the dinner will be used to send gifts 
f0 members serving in the armed forces. 





The Transportation Club of Decatur, Ill., will hold a 
monthly dinner meeting, September 14, at which H. C. Marma- 
duke, manager, employes suggestion system, Illinois Central, 
will speak on “Enlisting Employe Interest.” 





Members of the Indianapolis, Ind., Traffic Club have or- 
vanized a bowling league, which will open its season at the 
llinois Alleys, September 17. League officers are: President, 
W. E. Robinson; vice-president, C. J. Wine; secretary-treasurer, 
|. J. Long. A golf tournament will be held at the Speedway 
Golf Course, September 21. Dinner will be served. J. C. Nich- 
og «pls is chairman of the committee on arrangements. 





W. F. Kirk, associate director at Chicago for the Commis- 
sion’s division of railway transport, will speak on ‘(Commission 
Service Orders” at a dinner meeting of the Transportation 
Club of Springfield, Ill, September 15. C. G. Cruickshank, 
thief of the tariff bureau, Chicago and Illinois Midland, is 
chairman of the dinner committee. 





Clair Goodyear, traffic manager, Philadelphia and Reading 
Coal and Iron Company, will be guest speaker at a monthly 
dinner meeting of the Women’s Traffic Club of Philadelphia, 
at Kugler’s Arcadia, September 14. 


The Grand Rapids, Mich., Transportation Club will hold 
its first regular dinner meeting of the fall season, September 
16, at the Park Congregational Church. Dr. B. H. Masselink 
will speak. An honorary life membership will be presented to 
William Vyn, who recently retired as division freight agent for 
the Grand Trunk Western. 
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The Motor City Traffic Club of Detroit will hold its annual 
fall stag at the Harmonie Society, September 20. There will 
be a program of entertainment. Russ Armstrong is general 
chairman of the stag committee. 
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The Metropolitan Traffic Association of New York will 
hold its annual outing September 25 at Harmony Park, Staten 
Island, N. Y. There will be both indoor and outdoor sports, 
dinner, and entertainment. W. A. Allen heads the entertain- 
ment committee and A. L. Allen heads the sports committee. 

The York, Pa., Traffic Club held a dinner meeting Septem- 
ber 9. Capt. C. A. Zarger, U. S. Army, showed films on na- 
tional defense. There was a program of music. 
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The Traffic Club of Houston held its first regular luncheon 
eeting of the season September 7. Dr. Harry Knowles, club 
aplain, spoke. The bowling league opened its season at the 

Main Alleys September 10. Gus Husmann, Kirby Lumber Com- 
Pany, is chairman of the bowling committee. 


The Traffic Club of Newark, N. J., will hold its first regu- 

lar meeting of the season September 13. The nominating com- 
ttee will announce its selection of candidates for election to 
fice. The annual outing will be held at the Rock Spring 
Ountry Club, West Orange, N. J., September 16. The pro- 
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gram will include golfing, swimming, field sports, luncheon and 
dinner, and entertainment. Albert McNeill, vice-president, 
Morgain Forwarding Company, has been elected to member- 
ship on the board of governors. 





The Traffic Club of Denver held a monthly dinner meeting 
September 10. There was a program of entertainment. Bowl- 


ing league play opened September 3 at the Twentieth Century 
Bowling Alleys. 





The Calumet Transportation Association will hold its first 
meeting of the fall season at Phil Smidt’s Restaurant, Ham- 
mond, Ind., September 15. M. T. Brockman, area manager, 
air cargo department, United Air Lines, will put on a program 
of entertainment, assisted by pilots and stewardesses of the air 
line. Dinner will be served. 


CHICAGO PRACTITIONERS’ CHAPTER 

The Chicago chapter of the Association of Interstate Com- 
merce Commission Practitioners held its annual meeting in the 
rooms of the Traffic Club of Chicago, Palmer House, Septem- 
ber 3. Reports were received from P. F. Gault, general chair- 
man of the chapter; A. W. Fox, secretary-treasurer; E. A. 
Smith, chairman of the legislative committee, and C. M. 
Stadell, chairman of the speakers’ committee. 

Candidates for office submitted by the nominating com- 
mittee, Mr. Stadell, chairman, were unanimously elected, as 
follows: 

General chairman, C. R. Hillyer, attorney; vice-chairman, 
Ephriam Rigg, assistant general freight traffic manager, Rock 
Island lines; secretary-treasurer, A. W. Fox, Wisconsin Paper 
and Pulp Manufacturers’ Traffic Association; members of the 
executive committee, Gordon Riley, traffic manager, United 
States Gypsum Company; E. W. Soergel, freight traffic man- 
ager, Milwaukee Road; R. S. Outlaw, general attorney, Santa 
Fe System, and O. B. Higgins, general traffic manager, Mont- 
gomery Ward and Company. 


TENNESSEE M. T. A. OFFICERS 


The Tennessee Motor Truck Association has elected the 
following new officers and members of the board of directors: 


President, C. N. Crichton, general manager, Super Service Motor 
Freight Company, Nashville; vice-presidents, Frank K. Milligan, traffic 
manager, East Tennessee Packing Company, Knoxville, and Lee A, 
Hyde, president, Highway Express, Inc., Memphis; secretary-treasurer, 
Charles M. Locke, secretary-treasurer, Hoover Truck Company, Nash- 
ville; members, board of directors, for east Tennessee, E. Ward King, 
president, Mason and Dixon Lines, Kingsport; W. H. Blackwell, vice- 
president, E. T. and W. N. C. Transportation Company, Johnson City; 
Roy T. Coffey, traffic manager, Rutherford Freight Lines, Bristol; 
Louis Huber, Huber and Huber Motor Express, Knoxville; directors, 
middle Tennessee, L. J. Bonner, general manager, Tompkins Motor 
Lines, Nashville; Charles Potter, president, Southeastern Motor Truck 
Lines, Nashville; H. C. Vincent, Service Lines, Nashville; directors, 
west Tennessee, Nathan A. Carter, Jr., Carter Manufacturing Com- 
pany; G. H. Cook, Cook Truck Lines; Frank Crager, Gordons Trans- 
port, Inc., and Ray B. Gill, president, Inter-City Trucking Company, 
all of Memphis. 


Mr. Gill has been elected to represent the association on 
the board of governors of the Southern Motor Carriers Rate 
Conference. The following were elected members of the S. M. 
C. R. C. general rate committee: 


W. W. Whisman; John C. Hutcheson; C. N. Miles; J. B. Dempsey, 
alternate; Haskell Speck, alternate. Mr. Crichton, Mr. Gill, Mr. Wilson, 
Mr. Potter, Haskell Speck, and A. Ewing Greene were elected as 
Tennessee members of the board of directors of the American Truck- 
ing Associations, Inc. 


BREWERS’ COMMITTEE ELECTION 


E. W. Dallman, traffic manager, Blatz Brewing Company, 
Milwaukee, was elected chairman of the transportation and 
rates committee of the United States Brewers’ Association at a 
recent meeting of the committee at Chicago. E. D. Hedstrom, 
traffic manager, Pabst Brewing Company, Chicago, was elected 
secretary. Other committee members present at the meeting, 
at which traffic matters affecting the brewing industry were 
discussed, included: 


H. V. Haley, P. Ballentine and Sons, Newark, N. J.; C. S. J. Flood, 
Anheuser-Busch, Inc., St. Louis; P. H. Shaffer, Jacob Ruppert, Inc., 
New York; F. L. DeGroat, Joseph Schlitz Brewing Company, Milwau- 
kee; C. E. Ryberg, Theodore Hamm Brewing Company, St. Paul, Minn. 


1. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Albert A. Barley, Welch, W. Va.; Joiner Cart- 
wright, Beaumont, Tex.; Russell Hardy, Washington, D. C.; 
Edmund S. Kochersperger, Washington, D. C.; Richard C. Llop, 
Albany, N. Y.; Percy S. Morris, Denver, Colo.; Cecil E. Sydner, 
Las Animas, Colo.; Elizabeth Anne Turney, Washington, D. C.; 
Percy C. Warner, St. Albans, Vt. 
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N. Y. Shippers’ Conference 


Members of the Shippers’ Conference of Greater New 
York at a meeting September 8, adopted a resolution express- 
ing opposition to a proposal before the Trunk Line Association 
to amend Item 35 of Trunk Line tariff 102F. It was said 
that the proposed amendment would make it possible for 
municipalities to evade the enforcement of contract rights 
and that it was also objectionable because it contained no 
provisions for car storage and demurrage charges. C. M. 
Smith, chairman of the conference, will attend the hearing 
on the amendment, scheduled for September 22. : 

Other action by the conference included resolutions 
opposing the interpretations broadening the application of 
Section 409, Part IV, of the act, a matter which has come 
up in connection with hearings in the Commission’s investiga- 
tion into the assembling and distribution rates of freight 
forwarders. H. M. Frazer reported on the subject. 

C. Pascarella reported discouragingly on the possibility 
of resumption of intercoastal and coastal steamship services. 
He said that, whether or not the War Shipping Administra- 
tion returned intercoastal ships to their owners, there was 
little prospect for cargo space for shippers, because the 
requirements of the government would occupy most of it 
regardless of where the ownership of the vessels lay. He also 
pointed out that the addition of present high war risk insur- 
ance costs to the intercoastal rates would leave little advan- 
age, from a rate standpoint, between water and rail shipment. 
There were some differences with respect to coastal shipping, 
he added, but many of the same factors applied. He recom- 
mended the appointment of a committee to study post-war 
transportation for the Port of New York. His recommendation 
was adopted. 

The conference also adopted a motion calling for the 
appointment of a committee to study and report on future 
possibilities of air freight and passenger transportation. 


COMPTROLLER GENERAL RULINGS 


The General Accounting Office has issued the following 
synopsis of a ruling by the Comptroller General relating to 
transportation: 


B-35899. Contracts—Cost-Plus—Federal Transportation-of-Property 
Tax. 

Where, under a cost-plus-a-fixed-fee construction contract reserving 
to the government the right to pay freight charges directly to common 
carriers and ‘‘to pay directly to the persons concerned all sums due 
from the constructor for labor, materials, equipment or other charges,”’ 
the government makes payment directly to a transportation concern for 
charges incident to the unloading and hauling of equipment to the plant 
site, the amount paid therefor is not subject to the transportation of 
property tax imposed by section 620 of the revenue act of 1942, which 
exempts from the tax amounts paid by the United States to carriers or 
other persons rendering transportation services. 

Under the provisions of section 620 of the revenue act of 1942, 
exempting amounts paid by the United States for the transportation 
of property from the property transportation tax imposed thereby, 
transportation charges not paid directly by the government to the car- 
rier or other person rendering transportation services are subject to the 
said tax and, therefore, a cost-plus-a-fixed-fee contractor who pays 
transportation charges directly to the carrier, etc., may not be relieved 
from the payment of the tax, notwithstanding the fact that the govern- 
ment may be required to reimburse the contractor for such tax as an 
item of cost under the contract. 

Under a _ cost-plus-a-fixed-fee contract for the construction of a 
helium plant providing that the contractor shall be reimbursed for 
payments required by law to be made by it on account of the contract 
work, the tax imposed by section 620 of the revenue act of 1942 on 
the amount paid for the transportation of property, when paid by the 
contractor, may be considered as an item of cost for which the con- 
tractor is entitled to reimbursement. 


CLASSIFICATION RULE 41 ACTION DEFERRED 


Railroad traffic executives have asked the Consolidated 
Classification Committee to defer action on proposed revisions 
of Rule 41 of the classification containing specifications for 
solid or corrugated fibreboard containers. The changes were 
proposed in section 4 of the rule, closing or sealing of contain- 
ers; section 6, interior packing of glass, fragile articles and 
earthenware in fibre boxes, and sections 9 and 10, manufac- 
turers’ construction of joints of fibre and corrugated boxes. 

The proposals appear as Item 37 in the Consolidated Classi- 
fication committee docket No. 98, heard in Atlanta September 
8, and scheduled for hearing at Chicago September 16 and at 
New York September 22. 

An announcement by R. C. Fyfe, chairman of the Western 
Classification Committee, dated September 9, says: 


We have been requested by executives to defer action on subject 
37, docket No. 98, covering interior packing of glass, etc., in fibre boxes, 
to enable further consideration by them, therefore all hearings have 
been canceled. 
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NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in thig 
docket will be noted elsewhere. 


September 13—Buffalo, N. Y.—Hotel Buffalo—Examiner Winson: 
MC F-2272—Buffalo Storage & Carting Co., purchase Cleveland & Byt. 
falo Transit Co., Inc. 
September 13—Chicago, I!1.—Morrison Hotel—Commissioner Patterson: 
28000 Sub. 96—Application of P. R. R. for approval of proposed moi. 
fications of signal systems or devices. 
28000 Sub. 95—Application of C. & O. for approval of proposed modi. 
fications of signal systems or devices. 


September 13—Little Rock, Ark.—Hotel Marion—Examiner Smith: 
Mc F-2220—H. Jones, purchase, L. Q. Lindley. 


September 13—Los Angeles, Calif.—Fed. Bldg.—Examiner Linn: 
MC 104274, Sub. 2—California Trailer Convoy, Los Angeles, Calif, 
certificate. 


September 13—Philadelphia, Pa.—U. S. Ct.—Examiner Konigsberg: 
W-40—Southern Transportation Co., contract carrier application. 
September 13—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 67: 
MC 104358 Sub. 3—F. H. Jarrett, Oaks, Pa., permit. 
MC C-371—Joint Northeastern Motor Carrier Assn., Inc. vs. J. Rose 
and M. Welloff aba Rose Transportation Co. 


September 13—Sedalia, Mo.—Federal Bldg.—Examiner Schutrumpf: 
Finance 14273—Application of Mo. Pac. for a certificate for permis. 
sion to abandon a line from Sedalia, to Warsaw, Mo. 
September 13—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: 
MC 31748—Joe Hodges Transportation Co., and Joe Hodges Fireproot 
Warehouses, Tulsa, Okla. 


September 14—Allentown, Pa.—Federal Bldg.—Jt. Bd. 42: 
MC 1353 Sub. 4—Hummel Warehouse Trucking Co., Allentown, Pa— 
permit to extend operations. 
September 14—Cape May, N. J.—Fed. Bldg.—Examiner Romero: 
Finance 14100—Application of Pennsylvania-Reading Seashore. Lines 
for 4 certificate permitting abandonment of Stone Harbor Branch 
extending from Cape May Court House to Stone Harbor, N. J. 
September 14—Chicago, IIl.—Hotel Morrison—Commissioner Patterson 
and Examiner Hoy: 
Ex Parte 104, Part !!1—Practices of carriers affecting operating reve 
nues, terminal services. 
September 14—Los Angeles, Calif.—Fed. Bldg.—Examiner Linn: 
MC 103839, Sub. 2—Natilonal Trailer Transport, Los Angeles, Calif., 
certificate. 
September 14—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 
MC 13300 Subs. 19 and 20—Carolina Coach Co., Raleigh, N. C., cer 
tificate to extend operations. 
September 14—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 217: 
MC 52318 Sub. 16—Luper Transportation Co. of Oklahoma, Shawnee, 
Okla., certificate to extend operations. 
September 15—Allentown, Pa.—Federal Bldg.—Jt. Bd. 67: 
MC 103448 Sub. 1—Livengood, Slatington, Pa., to extend operations. 
September 15—Chicago, IIl.—Hote: Sherman—Examiner Smith: 
* MC F-2280—H. Ratner, lease, Truck Transport, Inc. 
—— 15—Los Angeles, Calif.—State Bldg.—Railroad Comm. of 
alif: 
* Finance 14317—Application of Pacific Electric Ry. for authority to 
operate jointly certain trackage owned by Sou. Pac. and operated 
by Sou. Pac. between Riverside and a point near Colton, Calif. 


September 15—Louisville, Ky.—Kentucky Hotel—Examiner Weems: 
1. & S. 5249—Transit government grain at Ohio River. 
September 15—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88. 
MC 35803 Sub. 4—Atherton Transfer & Storage Co., Wichita, Kans. 
certificate to extend operations. 


September 16—Chicago, II!1.—Hotel Sherman—Examiner Smith: 
* MC F-2277—Fitterling Transportation Co., Inc., control, Shippers Dis 
patch, Inc. 


* MC F-2297—G. V. Hepler, purchase, Shippers Dispatch, Inc. 
* MC 3-2298—Fitterling Transportation Co., Inc., merger, Shippers Dis 
patch, Inc. 
September 16—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 47: 
MC 1882, Sub. 2—Wells Truckaways, Ltd., El] Monte, Calif., certificate 
to extend operations. 
September 16—Memphis, Tenn.—Peabody Hotel—Examiner Schutrumpt: 
Finance 14240—Application of St. L. S. W. for abandonment of line 
from a point about one mile south of Truman or McDonald, Atk 
September 16—Nashville, Tenn.—Jackson Hotel—Examiner Weems: 
28979—-National Casket Co. vs. A. G. S., et al. 
September 16—Richmond, Va.—Hotel Richmond—Examiner McCaslin: 
MC 93980 Sub. 10—Vance Trucking Co., Inc., Henderson, N. C., ce 
tificate to exterd operations. 
September 16—Wilkes-Barre, Pa.—Wy. Valley Chamber of Commerce.— 
Examiner Garofalo: 
MC 78763 Sub. 3—State Transfer Co., Wilkes-Barre, Pa., certificate 
to extend operations. 
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It used to be all wheat in the Red River Valley. Now it’s 
wheat, plus many other farm crops, including that versatile 


vegetable, the onion. 
By the ton—yes, by the GREAT NORTHERN carload —yel- 
low, white and red onions soon will be on the way from valley 
farms to warfront and homefront kitchens. A large amount of 
this year’s crop will be dehydrated for export use. 
Diversification and development are orders of the day in the 
highly productive territory served by the GREAT NORTHERN, 

the dependable railway between the Great Lakes and the Pacific. 
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Books on Freight Traffic 


Public Warehouses in Distribution, by John H. Frederick 


Nine chapters analyzing the services of public warehouses 
in distribution, covering storage and delivery services, ware- 
house receipts, field warehousing, pool car distribution, stor- 

- age in transit, trucking and city delivery, flexibility of leased 
warehouse space, how warehouses solve the branch house 
problem, and how to select public warehouses. 62 pages, pa- 
per cover, 50 cents. 

Industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering scope of traffic management, training, a 
ping and receiving, management of equipment, rates, rate 
adjustments, tariffs, routing, tracing, expediting, claims, ex- 
press, parcel post, foreign trate, procedure before I, C. C. and 
state commissions, federal re tion. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 

Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen Goptee covering railroad freight traffic departments, 
rules of freight classification, principles of rate making, tariff 
construction and interpretation, —— of rate structures, 
analysis of rate structures in freight rate territories, and the 
— of export and import rates. 160 pages, cloth bound, 
Selling Highway Freight Transportation, by Charles E. Parks 


Tells of the effect of regulation on truck line merchandising 
methods, shipping motives, sales resistance and how to meet 
it, suggested techniques for personal solicitation, and the 
most profitable fields for selling highway freight transporta- 
tion. 70 pages, cloth bound, $1.00. 

The Principies of Water Transportation, by G. Lloyd Wilson 
Twelve chapters covering the development and organization 
of water transportation, ports and port charges, freight for- 
warding and brokerage, documents and procedure, freight 
classification and rates, passenger, mail, and express services, 
government aid to and regulation of shipping, and summaries 
of marine policies of leading maritime nations. 107 pages, 
paper cover, 50 cents. 

Selling Railroad Transportation, by Charles E. Parks 


An analysis of selling methods, qualifications of railroad sales- 
man, and what he should know, four groups of prospects, 
buying motives, analysis of buying process. 71 pages, paper 
cover, 50 cents. 

Raliroad Organization, Operation and Traffic, by G. Lloyd Wilson 
Nineteen chapters covering railroad development a 
organization, organization and personne] of traffic ~ ~via 
ments, operating departments, roadway and structures, rolling 
stock and equipment, yard and terminal operation, accounting, 
solicitation and traffic development, special and terminal serv- 
ices, passenger services and rates, freight rate making and 
changing, public relations. 144 pages, paper cover, 50 cents. 

Motor Freight Transportation and Regulation, by G. Lloyd Wilson 
Seventeen chapters covering development of motor transporta- 
tion and highways, types of motor freight carriers, local and 
intercity services, principles of —— classifications and rate 
making, regulations governing and schedules, bills of 
lading and ee documents, ee and insurance, ac- 
counting principies, analysis of regulation. 168 pages, cloth 
bound, $1.50. 

Air Transportation and Regulation, by G. Lloyd Wilson 
A 70-page paper cover booklet covering air mail services, the 
Place of air express in present day distribution, passenger 
services, the regulation of air transportation by local, state, 
federal and international agencies. 50 cents. . 

Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, special 
rates and rebates, claims, embargoes, freight pooling, payment 
of freight charges, as governed the interstate commerce 
act and common law, and as applied by the federal courts. 
70 pages, paper cover, 50 cents. 
52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 


we , territorial subdivisions, principles and rules of 
ight classification and rate making, rate structure, rate 
making machinery, tariff construction and _ interpretation. 
Cloth bound, 160 pages, $1.50. ‘ 


Part 2—Rallroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 


Includes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and gulatory Commissions. 


Cloth bound, 166 pages, $1.50. 


All books shipped postpaid.. If ten or more books are ordered at one 
time, deduct 10% from list price. Send remittance with order te 
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September 17—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 33: 
MC 104244 Sub. 3—L. P. G. Transport, Lubbock, Tex., certificate to 
extend operations. 
September 17—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 
MC 868, Sub. 1—Signal Trucking Service, Ltd., Los Angeles, Calif. 
certificate to extend operations. 
MC 3080—Adley Truck Co., South Gate, Calif., certificate or permit. 


September 17—Memphis, Tenn.—Peabody Hotel—Examiner Weems: 

1. & S. 5229—Iron pipe, Lower Miss. River crossings to Tex. 

September 17—Richmond, Va.—Hotel Richmond—Jt. Bd. 108: 

MC 699 Sub 3—Clarence Wyatt Transfer, Richmond, Va., certificate 
to extend operations. 

MC 17028 Sub. 3—Old Dominion Freight Line, Richmond, Va., certiti- 
cate to extend operations. 

MC 35541 Sub. 4—Schneider’s Transfer, Richmond, Va., certificate tu 
extend operations. 

September 17—Washington, D. C.—Argument: 

Finance 14192—K. C. S., et al. 
Finance 14080—I. G. N. trustee abandonment. 

September 17—Wilkes-Barre, Pa.—Wy. Valley Chamber of Commerce.— 
Examiner Garofalo: 

MC 96522—A. Caruso, Wilkes-Barre, Pa., certificate. 

September 18—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 210: 

MC 104370—W. Hudman, Lubbock, Tex. 

September 18—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 

MC 56059 Sub. 1—Orth Van & Storage, Pasadena, Calif., certificate 
to extend operations. 

September 18—Memphis, Tenn.—Peabody Hotel—Examiner Weems: 

* |. & S. 5253—Cottonseed products from St. L.-S. F. points. 

September 18—Washington, D. C.—Examiner Jordan: 

* Finance 14326—Application of L. & A. for authority to extend opera- 
ations by means of trackage rights over and joint use of second of 
two parallel main tracks sperated by Y. & M. V. in Shreveport, La. 

September 18—Williamsport, Pa.—U. S. Ct.—Examiner Garofalo: 

MC 89300 Sub. 1—A. S. Decker, Mansfield, Pa., permit to extend 
operations. 

MC 89114 Sub. 10—Williamsport Trucking Service, Williamsport, Pa.. 
certificate to extend operations, 

September 20—Brooklyn—Hotel St. George—Examiner Dunn: 

1, & S. M-2265—Newspaper supplements, Parsons, Pa., to east. 


September 20—Phoenix, Ariz.—State Comm.—Jt. Bd. 240: 
MC 1882 Sub. 3—Wells Truckways, Ltd., El Monte, Calif., certificate 
to extend operations. 


September 20—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 104522—Industrial Cartage Co., Inc., Warren, Ohio, certificate. 


September 20—.Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 108: 
MC 12279—Eclipse Storage & Transfer Co., Bluefield, Va., license. 
September 20—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 196: 
MC 104383—W. R. Firebaugh, Roanoke, Va., certificate. 
September 20—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 245: 
MC 103954 Sub. 4—Willet Bros. Transportation, Roanoke, Va., certifi- 
cate to extend operations. 
September 20—San Antonio, Tex.—Hotel Plaza—Examiner Borroughs: 
MC 340 Sub. 1—J. L. Querner Truck Line, San Antonio, Tex., certifi- 
cate to extend operations. 
September 20—Tipton, la.—Fed Bldg.—Examiner Prichard: 

Fimance 13928—Application of C. R. I. & P. for permission to abandon 
branch line of railroad extending from Stockton to Tipton, Ia. 
September 21—Bristol, Va.-Tenn.—Hotel General Shelby—Jt. Bds. 245 

and 279: 
MC 104202—Workmen’s Transit Co., Bristol, Tenn., certificate. 
MC 104436—C. C. Selfe Bus Lines, Richlands, Va., certificate. 


September 21—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC C-374—Aero Mayflower Transit Co. et al. vs. William Schafer 
& Son, Inc. 
September 21—Dallas, Tex.—Baker Motel—Examiner Weems: 
FF 10—Morgan Forwarding Co., Dallas, Tex., permit. 
September 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 14209 Sub. 3—Mingo Transfer Corp., Mingo Junction, Ohio, cer- 
tificate to extend operations. 
September 21—Richmond, Va.—Hotel Richmond—Examiner Walsh: 
29005 and Sub. 1—Cooperative Seed and Farm Supply Service, Inc. 
vs. P. R. R., et al. 
September 22—Bristol, Va.-Tenn.—Hotel General Shelby—Jt. Bd. 263: 
MC 104586—Stinson’s Transfer, Keen Mountain, Va., certificate. 
September 22—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 96520—H. Lichter, Brooklyn, N. Y., certificate. 
MC 104382—M. Greenberg, Loch Sheldrake, N. Y., certificate. 
September 22—Phoenix, Ariz.—State Comm.—Jt. Bd. 240: 
MC 59069 Sub. 6—Southwestern Freight Lines, Phoenix, Ariz., cer- 
tificate to extend operations. 
September 22—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 77477 Sub. 2—Atlantic Freight Lines, Inc., Uniontown, Pa., cer- 
tificate to extend operations. 
September 22—San Antonio, Tex.—Hotel Plaza—Examiner Weems: 
FF 33—Seaboard Package Car Co. and Texas Shippers Ass’n., San 
Antonio, Tex., permit. 
September 22—Washington, D. C.—Examiner Job: 
Fourth Section Application 20327—Pig iron and related articles from 
Pittsburgh district. 
Fourth Section Application 20387—Billets and related articles. 
(Continued on page 618) 
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September 11,.1943 


TIME- 23:59... 


er MINUTE to midnight! Tomorrow is 
almost here and America’s forces 
are ready . . . at sea, on land, and in the 
air...plans for the new day are complete. 


The railroads of America are also ready 
with plans for tomorrow, despite today’s 
titanic war transportation task. 


ROCK ISLAND'S Program of Planned 
Progress has proven the wisdom of plan- 
ning. It has gone steadily forward for years, 
improving engines, cars, right-of-way, facil- 
ities .. . progress that has made possible 
the movement of traffic in hitherto 
undreamed of volume. 


It’s a crucial test . . . of men and equip- 
ment . . . but, even more crucial will be 
our task when peace dawns, and we will 
supply victorious America the transporta- 
tion she and her millions of courageous 
sons will require and deserve. 


This railroad is planning for that other 
tomorrow too . . . determined to become 


INSURE TOMORROW ever greater and more efficient, for. . . 


NOW—SUPPORT THE 

3rd WAR LOAN! ...as yesterday, and today, so tomor- 

KSB row ROCK ISLAND'S sole purpose is 
to provide the finest in transportation. 


ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS ¢ ALL UNITED FOR VICTORY 











SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all pro received from shippers and carriers 
to lish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each — Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 80 days’ notice. Before 
them effective the railroads, motor carriers, an 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two tory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a year’s subscription. 


4. Advance Information of Classification 
) Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of the quarterly dockets of the 
Consolidated fication Co ttee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, notices, fourth section . 
applications and pon tegen returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 


$6.25 for a trial three mon subscription teday. 
THE TRAFFIC BULLETIN 
418 South Market Street Chicago, Ill. 
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Personal Notes 


William B. Wilbur, of Pennsylvania, an examiner in the 
Commission’s bureau of formal cases, died suddenly in Wash. 


agton, D. C., September 4. He came to the Commission ; 
1909. 


Harry P. Allstrand, 58, chief mechanical officer for 1 
Chicago and North Western, died at his home at River Fore | pg 
Ill., September 6, following a heart attack. He had serve |igg 


with the company 41 years. Be, 

Martin A. O’Hare, 74, general custodian of records’ at| iss 
Chicago for the Rock Island Lines, died September 6. He had | fee 
served with the company since 1917. : a 

L. L. Knight has been appointed chief of the newly created | 34 
research, planning and budgetary control department of the 2) 
Seaboard Air Line Railway, at Norfolk, Va. As head of the| fee 
department and chairman of a research, planning and bud- Bee) 


getary control committee, composed of various company de-| § 
partment heads, he will direct formulation of plans to meet | BR 
present and. prospective problems affecting the company’s| & 
operations. H. G. Walker has been appointed assistant to! 
freight traffic manager, solicitation and service, at Norfolk, | ea 
succeeding E. J. Parrish, who died. H. E. Schuneman has bees | fax) 
appointed district freight agent at Washington, D. C. ES 
Richard J. Durkin, division traffic manager, Great Atlantic 
and Pacific Tea Company, Philadelphia, died August 31. 
Albert S. Eggerton has been appointed assistant general | # 
freight agent at Columbia, S. C., for the Southern Railway. *}; 
The Baltimore and Ohio has announced the following ap- 
pointments: E. A. Schofield, general freight agent, Cincinnati, 
succeeding R. L. Galleher, who retired; Lloyd W. Baker, assist- 


OES Ee 


ant general freight agent, Cincinnati; H. S. Smith, division a 
freight agent, Dayton, O.; C. P. Mabie, division freight agent, a 
Indianapolis, Ind.; W. R. Kinney, district freight representa. | ee 
tive, Memphis; D. C. Hale, Jr., district freight representative, | Fe 


New Orleans. ; aad 

William A. Angus has been appointed traffic manager for | 
John Wyeth and Brother, Inc., Philadelphia, succeeding Elmer | B& 
Fox, who has been appointed superintendent of the company’s | [% 





a 
“a 


< 
Philadelphia branch and placed in charge of company ware- Beg 
housing and inventories. 4 
A. E. Gist has been appointed division freight and passen- res 

G 


ger agent for the Milwaukee Road at Aberdeen, Wash. 


The Atlantic Coast Line has announced the following ap- 
pointments: R. C. Williams, commercial agent, Pahokee, Fla.; | , 
J. H. Lines, commercial agent, West Palm Beach, Fla.; S. H. 
Austin, freight service agent, Miami, Fla. 


The Spokane, Portland and Seattle Railway and subsidiary | }Ne 
lines have announced the following appointments: ie 
Shields, assistant general passenger agent, Portland, succeed- 
ing George L. Williams, who retired after 31 years of service 
with the companies; George F. Ehlen, assistant to the general 
freight and passenger agent, Portland; Russell E. Hendershott, 
general agent, Portland; Wilbur Z. Myers, city freight agent, 
Portland; C. J. Livingston, district passenger agent, Portland. 

H. A. Rollwagon has been appointed assistant master me- 
chanic, Chicago division, for the Burlington Route. 


R. H. Wendt has been appointed assistant western dairy 
agent for the New York Central at Chicago. 


The Niagara Frontier Industrial Traffic League will hold a 
dinner meeting at MacDoel’s Restaurant, Buffalo, N. Y., Sep 
tember 13. The following will speak: George H. Brown, “Four 
Per Cent Motor Rate Increase;” E. A. Momberger, “Forwarding 
Companies’ Rates” and “Car Conservation;” W. L. Bullock, 
“Air Express Developments.” J. J. Hailey will report for the 
classification committee, and H. L. Schneider for the cruise 
committee. 

L. B. Kelz, general agent at New York for the Duluth, 
South Shore and Atlantic Railway and the Mineral Range 
Railroad, retired August 31. 

The Trafficmen’s Association of America held its annual 
golf outing, September 11, at the St. Andrews Golf Course, 
West Chicago, Ill. 

F. J. Fell, Jr., vice-president, in charge of accounting and 
valuation, Pennsylvania Railroad, and a member of its board 
of directors, retired August 31. He served with the company 
more than 47 years. The board has elected G. H. Pabst, JE, 
to membership on the board, replacing Mr. Fell. Mr. Pabst & 
vice-president in charge of finance and corporate relations. ~ 

Elmer B. Hellstrom has been appointed traffic manage 
for the Jones and Laughlin Steel Corporation at Chicago. 
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DOCKET OF THE COMMISSION 


(Continued from page 614) 
ba oar 22—Washington, D. C.—Comm. Mahaffie and Examiner Mo- 
undro: 
MC F-2181—United States Freight Co., investigation of control, Inter- 
state Motor Freight System. 
MC F-2224—A. S. Hickok, investigation of control, Interstate Motor 
Freight System. 

September 23—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 12278—Motor Freight Brokerage Corp., Newark, N. J., license. 
MC 104422—Reilly Theatrical Transfer, Inc., New York, N. Y., cer- 

tificate. 

September 23—Chicago, I!!.—Morrison Hotel—Examiner Trezise: 
28881—Bituminous coal rates within Illinols. 

1. & S. 5139—Coal to Belolt, Wis., and northern Illinols. 
28888—Middle States Fuels, Inc., vs. A. T. & S. F. et al. 


September 23—Ei Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 33: 

MC 102506 Sub. 3—Country Club Bus Line, El] Paso, Tex., certificate 
to extend operations. 

September 23—Jacksonville, Fla.—Mayflower Hotel—Examiner Walsh: 
——_ Port Terminal Operators Ass’n. vs. A. T. & N. 

et al. 

September 23—Phoenix, Arizona—State Comm.—Jt. Bd. 246: 

MC 8948 Sub, 2—Western Truck Lines, Ltd., Los Angeles, Calif., cer- 
tificate to extend operations. 

MC 59074 Sub. 11—System Freight Service, Los Angeles, Calif., cer- 
tificate to extend operations. 

September 23—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
1, & S. M-2279—Dairy products, Indiana points to Pittsburgh. 

September 24—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 37070 Sub. 2—W. P. Dey, Jamesburg, N. J., to extend operations. 
MC 102981 Sub. 1—S. Barone, New York, N. Y., permit to extend 

operations. 

September 24—E!i Paso, Tex.—Hotel Paso Del Norte—Examiner Bor- 

roughs: 
MC 60131 Sub. 1—Rocky Ford Moving Vans, Midland, Tex., certificate 
to extend operations. 

September 24—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
1, & S. M-2259—-Joint minimum rates over Gladden Trucking Co. 
MC 39937—Triangle Express formerly Pittsburgh-Southern Motor 

Freight, Inc., Pittsburgh, Pa. 

September 24—Tulsa, Okla.—Mayo Hotel—Examiner Weems: 
28982—-Mid-Continent Petroleum Corporation vs. Ill. Cen., et al. 

September 24—Winston-Salem, N. C.—Federal Bldg.—Examiner Mc- 

Caslin: 
MC 30559—Otis Evans Truck Lines, Stoneville, N. C. 





Subscribe Ylow for 


THE DAILY TRAFFIC WORLD AND TRAFFIC BULLETIN 


N these days of rapid rate changes and of gen- 
I eral industrial unrest, it is more than ever 
important to keep a “weather eye” on Washington 
and its doings—and to learn of changes quickly so 
that you will have as much time as possible to pre- 
pare for changes in the rates and services on your 
traffic, or, as the case may be, to prepare and enter 
os objection or concurrence with the proper 

y: 


The Daily gives you the same traffic information 
that you receive in the weekly TRAFFIC WORLD 
and the weekly TRAFFIC BULLETIN. But you 
get it daily instead of weekly. It reduces to a mini- 
mum the valuable time between the taking of any 
action affecting your interest and the delivery into 
your hands of full information regarding it. 


In addition to being timely the Daily gives you a 
complete picture. It covers all that goes on in the 
transportation field each day. 


Then, too, you will find the Daily saves you con- 
siderable time in that essential and unending job 
of keeping always posted, which means being al- 
ways on the lookout for changes and revisions. It 
is so much easier to set aside a few minutes each 





TRAFFIC WORLD 


September 24—Washington, D. C.—Argument: 
Finance 14190—West Shore et al., abandonment. 
FF-144—Gulf Carloading Co., Inc. 

FF-147—Gulf Carloading Co. of Tex., Inc. 
FF-151—New Orleans Freight Distributing Co., Inc. 


September 25—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 29469—Dellavalle Trucking Co., Inc., Port Richmond, Staten Igs- 
land, N. Y., certificate or permit. 


September 25—EI Paso, Tex.—Hote] Paso Del Norte—Jt. Bd. 33: 
MC 104114 Sub. 6—Willingham Motor Lines, San Antonio, Tex., cer. 
tificate to extend operations. 


September 25—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 103392 Sub. 1—J. M. Porta, Altoona, Pa., to extend operations. 


September 27—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 40428 Sub. 3—Cross Transportation, Inc., Bridgeton, N. J., cer. 
tificate to extend operations. 


September 27—Chicago, !I1.—Hotel Sherman—Examiner Hall: 
FF 95—American National Bank & Trust Co., Chicago, Ill., and Lif- 
schultz Fast Freight, Chicago, Ill., permit. 


FF 145—Application of Twin Cities Shippers Assoc. to continue oper- 
ation. 


September 27—Cleveland, Ohio—Hotel Cleveland—Examiner Garofalo: 
MC 104366 Sub. 3—Brown Carryall Co., Cleveland, Ohio, certificate, 


September 27—Greenville, S. C.—U. S. Ct.—Jt. Bd. 131: 
MC 104526—E. R. Brown, Iva, S. C., certificate. 


September 27—Miami, Fla.—Dade Co. Ct. House—Examiner Walsh: 
1. & S. 5239—Peanuts Va. and N. C. to Miami and Tampa. 


September 28—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 
MC 71550 Sub. 4—M. Barron, Washington, N. J., to extend operations. 


September 28—Chicago, 1Il.—Hotel Sherman—Examiner Hall: 
28989—Illinois Territory Industrial Traffic League vs. Un Pac et al. 


September 28—Cleveland, Ohio—Hotel Cleveland—Examiner Garofalo: 
MC 70614 Sub. 2—Barnett Trucking Co., Cleveland, Ohio, certificate 
to extend operations. 


September 28—Greenville, S. C.—U. S. Ct.—Jt. Bd. 177: 
MC 61598 Sub. 17—Smoky Mountain Stages, Inc., Asheville, N. C., 
certificate to extend operations. 


September 28—Washington, D. C.—Examiner Jordan: 
* Finance 14300—Application (a) of Little Miami R. R. and Columbus 
& Xenia R. R. for authority to merge latter into former, (b) of 
Little Miami for authority to purchase railroad and property of 
Dayton and Western and (c) of P. R. R. for authority to acquire 
control of Little Miami. 


September 29—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42: 
MC 66121 Sub. 2—W. F. Howell Trucking Co., Riverhead, N. Y., cer- 
tificate to extend operations. 


day to read the Daily than it is to find several 
hours to check thoroughly THE TRAFFIC 


WORLD and THE TRAFFIC BULLETIN once a 
week. 


And supplementing this speedy, accurate, and com- 
plete news service is the special service department 
at Washington, D. C. If you are a subscriber and 
expect a change, or have some matter on which 
you expect action by the Commission, write Wash- 
ington and they will keep you informed by letter 
or wire. If you are a subetiiber this department 
will act as your own representative for contact 
with any federal bureau or department and will 
render many individual and personal services such 
as you would expect if you had your own men in 


Washington. 


In order to enable you to determine how much 
this service would be worth to you, we will be glad 
to give you a 30 day free trial. No strings are 
attached to this offer and there will be no obliga- 


tions on your part. Just drop us a line and we 
will do the rest. 


THE TRAFFIC SERVICE CORP. 
418 South Market St. CHICAGO 
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No matter where it may be 
found, Sawyer’s Frog Brand 
Oiled Work Clothing is in 
complete control of “The 
Wet”. Today much of Sawyer’s 
production is devoted to the 
War Effort, but there are still 
many models of Frog Brand 
Oiled Work Clothing availa- 
ble to men in industry who 
must work under “Wet” con- 
ditions. 


For information write: 
THE 
H. M. SAWYER & SON CO. 


East Cambridge, Mass. 





FROG BRAND MAKES 
WET BEHAVE | 
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September 29—New Orleans, La.—Jung Hotel—Examiner Walsh: 
28980—River Petroleum Corp. vs. Y. & M. V., et al. 


September 29—Rome, Ga.—Fed. Bldg.—Examiner Lyle: 
Finance 14257—Application of Southern Ry. for a certificate permit- 
ting abandonment of branch line extending from Rome, Ga., to 
Gadsden, Ala, 


September 29—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75. 
MC 103851, Sub. 8—Savage Transportation Co., San Francisco, Calif., 
certificate to extend operations. 
September 30—Birmingham, Ala.—Hotel Thomas Jefferson—Examiner 
Walsh: 
28988—Samoset Cotton Mills vs. Sou., et al. 


September 30—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC C-368—S. Goldberg & Co., Inc. vs. New England Carrier Corp. 
MC 59576—Russo Trucking Co., Fairview, N. J. 

September 30—Lewiston, Ida.—Fed. Bldg.—Examiner Prichard: 
Finance 14254—Application of Nezperce & Idaho for abandonment of 

its entire line extending from Nezperce to Craigmont, Ida. 

September 30—Toledo, Ohio—Hotel Secor—Examiner Garofalo: 

MC 15211 Sub. 1—Sam Davis Co., Toledo, Ohio, certificate to extend 
operations. 

October 1—Atlanta, Ga.—Atlanta Biltmore—Examiner Walsh: 

1. & S. 5199—Tar in southeast. 


October 1—Binghamton, N. Y.—U. S. Ct.—Examiner Dunn: 
MC 66562 Sub. 513—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 88464 Sub. 7—Pierce Freight Lines, Inc., Penn Yan, N. Y., cer- 
tificate to extend operations. 


October 1—Chicago, I!1l.—Hotel Sherman—Examiner Hall: 
28999—-Swift & Co. vs. A. G. S. et al. 
October 1—Cvlumbus, Ohio—State Comm.— Examiner Garofalo: 
1. & S. M-2250—Light & Bulky rule—central eastern and New Eng. 
states. 
MC 66845 Sub. 4—Thompson’s Transfer, 
Ohio, certificate to extend operations. 


October 1—Washington, D. C.—Argument: 
28789—Minnelusa Oil Corp., et al. vs. Continental Pipe Line Co., et al. 
October 1—Waterloo, la.—Federal Bldg.—Jt. Bd. 147: 
MC 86779 Sub. 6—Illinois Central, Chicago, Ill., certificate to extend 
operations. 


October 2—Binghamton, N. Y.—U. S. Ct.—Examiner Dunn: 
MC 100279 Sub. 1—M. L. Brady, Binghamton, N. Y., permit. 
October 2—Chicago, II!.—Hotel Sherman—Examiner Hall: 
Fourth Section Appls. 18404, 18528 and 19091—Fruits and vegetables 
from Pacific Coast. 


Washington Courthouse, 








Belta Line 


OUR POSITION 





Mississippi Shippin 
enttos = ate 


NEW ORLEANS 
501 Hibernia Bank Bidg. 


CHICAGO 
140 So. Dearborn Street 


Since 1919 Delta Line has been maintaining high 
standards with regular liner service between the Americas. 
Although our normal service is necessarily suspended, we, 
as part of the American Merchant Marine, are proud of our 
contribution to the war effort. 

For the duration, our vessels and all.of our or- 
ganization ashore and afloat are dedicated to an all-out 
effort for a speedy and decisive victory. 












TRAFFIC WORLppptember 1 





North Pacific Coast. 
Fourth Section Appl. 18580—Deciduous fruits in west. 
Fourth Section Appl. 20006—Citrus fruits from Pacific Coast. 


October 4—Asheville, N. C.—Grové Park Inn—Examiner Walsh: : 
28947—American Agricultural Chemical Co., et al. vs. A. C. L., et al. 
28947 Sub. 1—Armour & Co. vs. A. C. L., et al. 


October 4—Baton Rouge, La.—Heidelberg Hotel-—Examiner Lyle: 
Finance 14281—Application of L. & A. for a certificate permitting 
abandonment of line extending from St. Francisville to Angola, La. 


October 4—Buffalo, N. Y.—Hotel Buffalo—Examiner Dunn: 
MC 20802 Sub. 2—Wheeler Motor Express, Inc., Dunkirk, N. Y., cer. 
tificate to extend operations. 


October 4—Dallas, Tex.—Baker Hotel—Examiner Borroughs and Jt, 
Bd. 32: 
MC 104558—F. Wolfe, Greenville, Tex., certificate. 
MC 5281 Sub. 1—Velvin Transfer & Storage Co., Henderson, Tex., 
certificate to extend operations. 


October 4—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 105: 
MC 28961 Sub. 3—Lebanon Transfer Co., Inc., Lebanon, Ky., certifi. |The less sf 
cate to extend operations. more you nr 


October 4—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 208: is importa 
* MC-C 378—Commercial Motor Freight, Inc., of Indiana vs. Star joperating ¢ 
Transit, Inc. | 


October 4—Minneapolis, Minn.—Hotel Nicollet—Examiner Hall: 
1. & S. 5246—Grain inspection at Twin Cities. 
October 4—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 104505—W. L. Hadfield, Neola, Ia., certificate. 
MC 104504—J. Hansen, Moorhead, Ia., certificate. itive, you \ 
October 5—Albany, N. Y.—Ten Eyck Hotel—Examiner Dunn: jcoupon toc 
MC 92562 Sub. 2—Styles Express, Cottekill, N. Y., certificate to ex- [Annual Ed 


tend operations. 
MA 


Fourth Section Appis. 18523 and 19092—Fruits and vegetables from |= : 


MC 104476 Sub. 1—C. Moore, Prattsville, N. Y., certificate. 
October 5—Boston, Mass.—Manager Hotel—Examiner Waters: 


MC 53540 Sub. 2—H. D. Kahn Transportation Co., Boston, Mass. |; TRANSP' 
certificate to extend operations. 1 924 14th 
October 5—Chicago, !!l.—Sherman Hotel—Examiner Hagerty: ' Ww 
MC 59354 Sub. 11—G. R. Pitman, Hillsboro, Ind., permit to extend : sab sala 
operations. 4 service. 
October 5—Dallas, Tex.—Baker Hotel—Jt. Bd. 16: : Name, ti 
MC 104572—V. D. Randall Trucking, Gainesville, Tex., certificate. 1 Compan 
October 5—Kansas City, Mo.—Hotel Pickwick—Examiner Simmons: ' Gb deane 


1. & S. M-2278—Restriction of exceptions ratings, mid-western states. 
1. & S. M-2287—Empty beverage containers Ia. and Ill. to Twin Cities, 


NEW YORK 
17 Battery Place 
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Handy Form for 
Tex. quick Comparison 


rtij. |The less spare time you have. . 

more you need it! Now, more than ever, it 
is important for you to keep alert to trends and 
Star joperating comparisons in the trucking industry. Compare 
your operation with motor carriers in your own region, or 
throughout the country. This valuable, exclusive service is 
compiled from official reports filed with the I.C.C. It is 
issued quarterly with a complete-annual edition. Whether 
you are a trucker, railroader, shipper or insurance execu- 
itive, you will find these reports indispensable. Mail the 
coupon today for complete details, costs, etc. The 1942 
ex- Annual Edition will be sent upon receipt of subscription. 


MAIL THIS COUPON FOR DETAILS 













ASS.. 1) TRANSPORT RESEARCH, INC., Dept. C ' 
: 924 14th Street, N. W., Washington 5, D. C. : 

feng |! We are interested in the Motor Carrier Financial Manual reporting ¢ 
| service. Please send complete details and rates. : 
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We are now cooperating 100% with the gov- 
ernment in expediting cargo for the war effort 


—America’s No. 1 job today. 


* 


Port of Tacoma 


TACOMA, WASHINGTON 


* 


Although we are now fully engaged in mov- 
ing war cargo we are looking forward to the 
post-war era and thinking about post-war 
plans. 
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SAFE TRANSPORTATION 


FOR A Vib Keuaegeé 


TOVES for army field kitchens are now being shipped safely and 

without delay in General Crates. These strong, durable containers 
are designed to meet the tough handling conditions necessitated by 
war’s speed-up requirements. 

Stoves and other vital war shipments are reaching the fighting 
fronts and the production home fronts in General Boxes and Crates. 
As a result General Box engineers have acquired extensive experience 
in helping shippers meet Federal Packing Specifications. Working in 
close co-operation with many manufacturers in many industries, they 
have designed and manufactured containers for a wide range of war 
products. They are thoroughly familiar with all shipping container 
requirements. 

Why not investigate today? General Box engineers will be glad 
to help you with your shipping problem—help you determine which 
of the allowable alternates is most practical for your products. 
Write us. 


For manufacturers of war products: General Heavy-Duty Wire- 
Bound and Nailed Wooden BOXES and Crates. 

Where availability of materials permit: 

Corrugated BOXES and Wood Cleated Fibreboard CONTAIN- 
ERS, Generalite and Nailed Strapped BEVERAGE CASES for 
Domestic Service. 


GENERAL 
ite) Co 


% 





GENERAL OFFICES: 50 West Illinois Street, Chicago, Illinois. 

DISTRICT OFFICES AND PLANTS: Brooklyn, Cincinnati, Detroit, East St. Louis, 
Kansas City, Louisville, Milwaukee, New Orleans, Sheboygan, Winchendon. 
Continental Box Company, Inc., Houston, Dallas. 
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October 5—Lexington, Ky.—Lexington Bd. of Comm.—Jt. Bd. 105 and 


209 : 
ics an 
MC 32783 Sub. 31—Southeastern Greyhound Lines, Lexington, Ky., Commission’s Bureau of Transport Economics and Statistics 
certificate to extend operations and designated as statement No. M-550 (SCS). 
MC 104498—W. N. Taylor & Son, Pineville, Ky., permit. Forwarder traffic originated aggregated ae. ry tons and 
October 5—Washington, D. C.—Examiner Luce: the amount of such traffic terminated was tons, the 
MC 56000 and Sub. 1—B. F. Rauch, Harrisburg, Pa. bureau’s compilation showed. : 
MC C-376—B. F. Rauch motor carrier operations within Pa. _ The tonnages handled, segregated as to classes of commodj- 
October 5—Washington, D. C.—Examiner Gray: ties, were reported as follows for February: 


* W-15—C. C. Paul & Co., common carrier application, 


October 6—Ashiand, Ky.—Federal Bldg.—Examiner Bradford: 
1. & S. M-2276—Commodities within Ky. 


October 6—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: and 52,344,244 tons terminated; products of forests, 5,751,694 tongs 
MC 104543—Packard Motor Car Renting Co., New York, N. Y., cer- originated and 6,184,850 tons terminated; manufactures and miscella- 
tificate. neous, 29,277,985 tons originated and 29,642,950 tons terminated. 


Tons of revenue freight originated in carloads by Class I CLASS RATE RESTRICTIONS 


steam railways in February aggregated 103,577,201, and the Allen Dean, manager of transportation bureau, Detroit 
| number of tons terminated by such railways in that month Board of Commerce, in a brief in MC C-360, Minimum Class 


TRAFFIC WORLD 


totaled 103,860,704, according to a summary compiled by the 


Products of agriculture, 11,020,461 tons originated and 11,699 gig 
tons terminated; animals and products, 1,546,900 tons originated ang 
1,596,228 tons terminated; products of mines, 53,977,253 tons originateg 


FREIGHT COMMODITY STATISTICS 


Rate Restrictions—Central and Eastern States, has asked the 
Commission to find that there is a need in the public interest 
for a uniform statement of rate restrictions (see Traffic World, 
Sept. 5, p. 512). Other findings requested follow: 


That the Commission should prescribe what it believed to be reason- 
able and just minimum rate restrictions on 1.t.l. and truck load traffic, 


That for the protection of the shipping public the Commission 
should order the carriers to publish these minima rate restrictions in 
their scales of rates rather than in individual items. 

That carriers desiring to go below the minimum rates authorized 
by the Commission should do so by publishing specific commodity rates 
and not by individual exceptions to the general restrictions. 





“Shippers may no longer predict what their freight charges 
may be on joint-line shipments due to the uncertainty as to 
which minimum stopper will apply,” said the brief. “Many 
times shippers give a shipment to a ‘wide open’ carrier who 
























@ FRUEHAUF SERVICE STATIONS in about 
fifty strategically-located cities throughout the 
country are your assurance that the Trailers 
that move your goods will keep rolling. 


All makes of Trailers serviced. Complete 
stocks of Fruehauf parts at all stations. 





















turns it over to a carrier with a high minimum restriction. This 
means that a shipper cannot estimate a rate in advance and it 
is impossible to anticipate freight rates on long-term contracts, 
‘Due to the labor shortage, it is unreasonable and should 
be unnecessary to check 151 exceptions when making shipments 
to the east. The amount of work and time involved is wasteful 
and this method of stating rates is not in accordance with the 
patent intention of the act.” 
a ro 
aifehakeya) - f[efs : STEEL DRUMS FOR OILS 
The War Food Administration has announced that arrange- 
TRA ry L E ments have been made with the War Production Board for 
shippers of edible and inedible oils to obtain new steel (closed 
head) drums for essential replacement of worn out stocks. It 
Se}- -U / said: 
jo}. W. P. B. administers the order which has for several months 
ie prohibited use of new steel drums for any purpose except that which 
contributes directly to the war program. In August, oil shippers 
were permitted to purchase new drums sufficient to rebuild depleted 
stocks. Now that these stocks have been returned to working levels, 
W. P. B. will permit replacements as drums become unusuable through 
wear. 
Requests for replacements should be filed between October 1 and 
October 10—and every three months thereafter—with the Containers 
Division, War Production Board, Washington 25, D. C., using W. P. B 
form 1887. The release of new drums beyond first replacements, 
however, will depend on the available supply. 
Before filing requests for new drums, 


shippers should compare 








PASSENGERS ° AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA’ 


For shippirg details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. 12) | I > ae 


Cet PUAN AMERICAN GRACE AIRWIES 
CHRYSLER BUILDING, NEW YORK 


* Connecting with Pen American Airways at Balboa F i, Colombia; Corumba 


Lo 


Brozil; and Bueno. Aires, Argentina 


SERVING PANAMA * COLOMBIA - ECUADOR - PERU . BOLIVIA > CHILE + ARGENTINA ° BRAZIL 


soicheninlaanaiatinieninctbaetioatasitincaianaitiliiilinints haiti 






September 












September 11, 1943 





PaRaaan 





Right Direction 
and you’re in 


HOTEL CLEVELAND 


@ It's as easy as that to be in Cleveland's most con- 
venient, most friendly hotel. Hotel Cleveland is 
directly connected with the Union Passenger 
Terminal and a modern garage. Located on Public 
Square Park, at the heart of the city, all through motor 
routes come right to our door. Convenient, too, for 
theatres, stores, boat docks, Stadium, Auditorium, 





dit 






a and every part of the city. May we welcome you to 
a Cleveland on your next trip here? 

id 

“| HOTEL CLEVELAND 








SERVING AMERICA 
TIL VICTORY 










Offices in 


TRANSCO SYSTEM, Inc. 


DENVER, COLORADO 


rom 14 GALVESTON 
eeetniniamnaetianiat 


AND BE ASSURED OF 


Carcful Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 





Principal Cities 
Coast to Coast 













Geo. Sealy, Chairman F. W. Parker, General Manager 
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Rates 
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Effective July 15th, Air Express rates within the 
United States were substantially reduced—many re- 
ductions ranging as high as 122%, depending on the 
weight of the shipment and the distance it maoves. 


As a result, the average saving to shippers amounts 
to 104%. 


Increased volume of Air Express traffic stimulated by 
wartime demands on this fastest form of shipping 
service—accompanied by peak efficiency in handling 
—has made it possible to pass these savings along 
to shippers of air cargo. 
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So now, more than ever, it pays to ship by AIR EXPREss! 


NOTE TO SHIPPERS 


To keep costs down—pack compactly, obtaining best 
ratio of size to weight. To insure fastest delivery — 
ship when ready—as early in the day as possible. Ask 
for our new 1943-44 CALENDAR-BLOTTER. Write Dept. 
PR-10, Railway Express Agency, 230 Park Avenue, 
New York 17, New York. 






/ ZES 


Gels there FHARST 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 


Representing the AIRLINES of the United States 
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their inventories of new and usable steel drums with the actual 
number of drums and tierces of oil shipped during the 3 months 
immediately preceding. If the inventory is less than the quantity 
shipped during that period, replacements should first be sought 
through dealers in reconditioned or second hand drums. 

Failing to obtain requirements from these sources, shippers are 
justified in requesting new drums. W. F. A, will recommend sufficient 
replacements to build shipper ownership up to the quantity used in 
the previous 3 months, plus 20 per cent, which is considered a reason- 
able margin. When computing inventories, shippers must include 
all drums owned by them, both in their warehouses and in the hands 
of the trade. They are expected, too, to handle the movement of 
their oils so that drums will average 4 trips per year. 

W. P. B officials said that no new open head drums would be 
released, but explained that shippers who have them on hand may 
make application to use them. 


NEW MILITARY PASSENGER CARS 


The first of the specially designed sleeping car for troop 
movements being built on order of the Defense Plant Corpora- 
tion (see Traffic World, Sept. 4, p. 537), was placed on exhibi- 
tion at the Union Station, Washington, D. C., Sept. 4. Among 
those who inspected the car was Maj. Gen. Charles P. Gross, 
chief of the Army Transportation Corps. The troop sleeper was 
the first to come out of the Pullman-Standard Car manufactur- 
ing plant at Michigan City, Ind. The car will accommodate 30 
men. It opens in the center and the three-high berths contain 
standard Pullman equipment—springs, mattresses and bedding. 
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POSITION WANTED—As district or agency representative of short 
line—belt or bridge line railroad—or related. 15 years’ experience in 
traffic service and operating departments—with an outstanding record 
of accomplishment—References, none better. Box 153, Traffic World, 
Chicago address. 





POSITION WANTED—As assistant traffic manager by person fa- 
miliar with rail and motor freight traffic matters including knowledge 
of land grant rates. Available October 1. Box 157, Traffic World, 
Chicago address. 


POSITION WANTED by man, experienced call boy to traffic-oper- 
ating official. Familiar with stations, general accounts, interline, rates, 
claims, traffic, etc. Also, with operation short line R. R. Prefer connec- 
tion with latter. Draft exempt; health good. Box 158, Traffic World. 


TRAFFIC EXECUTIVE seeks opportunity for greater use of ability. 
Law graduate. I. C. C. practitioner, 41; married. 23 years’ rail and 
industrial experience. Box 159, Traffic World, Chicago address. 


FOR SALE—Fruehauf drop-frame semi-trailer. Van body. Side 
door. 1100 cubic feet inside capacity plus 48 in. tailgate. Reconditioned 
July, 1942. y.75x22 tires. Vacuum brakes. FRUEHAUF TRAILER CO., 
NEWARK, N. J. 


2—1942 INTERNATIONAL K-6 TRACTORS—4—1942 Kingham trail- 
ers with four foot stakes--tarpaulin hooks and rings. All in perfect con- 
dition. Reply Northeast Trucking Corporation, 320 M St., N. E. Wash- 
ington, D. C. 


FOR SALE—Working daily all on good contracts. 10 heavy duty 
tractors and trailers. INCLUDING: 1941 W. A. 22 Whites, 1942 K6 
Ints., 1941 G. M. C., 1941 Ford, 1940 C 60 Int. and other models. Also 
25 1941 ard 1940 Ford Flats—C-50 Int. Flats and C-40 Int’l. Flats, or 
will sell business as whole with I. C. C. rights. 

Apply Northeast Trucking Company 
320 M Street, N. E. 
Washington, D., C. 


COAL STORAGE 


Solve your coal storage problem with our 50-ton 
hopper cars and also have mobile storage. More flex- 
ible and money-saving, too! 


100 CARS AVAILABLE! 


1683 and 1831 cu. ft. capacities and cross or side-discharge. 
Other types also available. 
Request our illustrated bulletin. 


IRON & STEEL PRODUCTS, INC. 


38 years’ experience 
13450 S. Braimard Ave., Chicago 33, Illinois 


“ANYTHING containing IRON or STEEL” 











TRAFFIC WORLD. 


The top berths remain fixed while the middle and lower be 
form long seats during the day. 


W. L. B. WAR SHIPPING PANEL 4 F 


The National War Labor Board has announced the a point. 
ment of E. Wight Bakke, professor of economics at Yale Unj- 
versity, as co-chairman of the W. L. B. War Shipping Panel 
(see Traffic World, Aug. 21, p. 426). Professor Bakke has acted 
as public member of many W. L. B. panels, and has also served. 
as a board referee in several cases in the last year. The board 
said he would replace Burton E. Oppenheim, deputy executive | 
director of the W. L. B. who served as co-chairman of the pane] 
until his death on Aug. 26, 1943. 


NEW COMPLAINTS FILED 


No, 28978, Sub. 9, Tobin Packing Co., Inc. vs. A. T. & S. F. et al. 

Rates, fresh meat and packing-house products, from Fort 
and Esthervile, Ia., to points in Wash., Ore., Calif., Ida., Mont, 
Nev., Utah, N. M.. and Ariz., in violation of sections 1 and 3, the. 
undue preference alleged being for meat packing plants accorde@ - 
lower rates on cattle, hogs, and sheep from and to various points 
in the western district. Asks a cease and desist order, rates, and 
hearing in connection with complaint filed by Geo. A. Horme & 
Co., et al., May 19, 1943, in No. 28978. 

No. 29017, Foreston Coal Co., Inc., and Serota Bros. Coal & Fuel Co,, 
Ine., New York, N. Y., vs. Long Island et al. 

Alleges unreasonable rate on coal ordered to be shipped March 
25, 1941, from Heidelberg, Pa., to Edgewater Piers, N. J., diverted 
at Little Ferry, N. J. Asks cease and desist order and that the 
Long Island cease pressing Serota for ‘‘unlawful’’ charges claimed 
by it. (Saul Godwin, 1501 Broadway, New York, N. Y.) 

No. 29018, Overly Manufacturing Co., Greensburg, Pa. vs. C. B. & Q. 
et al. 

Rates, iron and steel shapes or forms, from Greensburg, Pa., to 
Sunnyvale, Calif., in violation of sections 1 and 6. Asks a cease 
and desist order, rates and reparation. (Charles O. Swartz and 
L. V. Brandt, 1811 So. Prairie Ave., Chicago, Ill.) 

MC: C-378, Commercial Motor Freight, Inc. of Indiana vs. Star Transit, 
Ince. (Maurice W. Graston, receiver). 

Alleges that Maurice W. Graston, receiver, Star Transit, Inc., has 
not complied with the motor carrier act and the Commission’s rules 
and regulations as to maintenance of insurance, publication of 
tariffs and regulatory matters, as holder of certificate MC 2971 
issued April 23, 1937, to Star Transit, Inc. Asks cancellation of 
certificates. (George O. Cowan, 315 Security Trust Bldg., Indianap- 
olis, Ind.) 
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